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NOTICE TO OUR SHIPPERS 
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In order that our steamers may be available for military purposes, U. 
The 
the United States Maritime Commission has officially instructed 
, T. P 
us to discontinue our intercoastal operation. aad 
Defe 
Rail 
We regret exceedingly being unable to continue to serve you as Shir 
Traf 
we have for many years past, but feel sure you will appreciate 
c Que: 
that in these times the war effort must come first. ~ 
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We want to extend our thanks for the business you have given us Pers 
in the past and to express the hope that when we are able to resume 
our intercoastal service, we may again count on your support. — 
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yours mighty lucky if you’re a traffic man these days. Even 
a beginner. You’ve got a great chance—far better than most— 
to get a bigger job . . . draw a bigger pay-check. 

So important, so expanding is this field of Traffic Management 
that many concerns simply haven’t trained men to help them out. 

And that’s where you come in. If you have the ambition to get 
ahead . . . and the backbone to spend a few hours in study each 
week . . . you may easily get a one-way ticket to a responsible, 
worthwhile position. 


For modern business knows that expert Traffic Management 
increases efficiency and reduces costs. Many vital changes in both 
the legislation and equipment affecting transportation are con- 
stantly taking place . . . speedy streamlined trains are cutting hours 
off runs .. . freight schedules are being speeded up . . . trucks are 
being used for hauling because they do away with double loading 
... even air-lines are cutting in for a fair share of transport busi- 
ness. Changing methods of distribution are making transportation 
the very life-blood of trade. 


And that’s why so many business firms badly need trained traf- 
fic men—why they are willing to pay from $2,000 to $7,000 salary 
per year for them—or even more! 

What are you going to do about it—about getting the better job 
you want in this new age of Traffic Management? Of course, you 
could depend on years of experience to pull you through . . . yet, 
by itself, even that might not work. New methods and ideas in 
transportation might tear down in months all you could learn in 
years. No, there isn’t time for long routes provided there’s a 
short cut at hand. 


LASALLE EXTENSION UNIVERSITY catcsco; iu. 
A CORRESPONDENCE INSTITUTION 


Please send me, free of all cost or obligation, your 48-page booklet on the opportunities in TRAFFIC MANAGE- 


MENT, and the facts about your training for success in that field, 


Are You One of the Lucky Men in a Position 
To Grasp and Profit by These Opportunities? 


Traffic Management Opportunities 


are Speeding YOUR 
WAY 










What Men Can Best Capitalize 
On This Training? 


Shipping clerks, traffic clerks, rate clerks, railroad agents, truck 
operators, steamship men, solicitors, traffic managers . . . in 
fact, anyone in the field of transportation who really wants a 
better job with more money. Executives, too, will find it valu- 
able, if their jobs have tied them down too closely to permit 
keeping up with modern methods. 


Is there a short cut? Yes! There is one nationally recog- 
nized method whereby you can train yourself...in a prac- 
tical way . . . in a fascinating way ... without waste of 
time, effort, or money. That way is through LaSalle’s 
Problem Method of traffic study—tright in your own home, 


By the Problem Method you learn to think as a traffic executive 
thinks. You learn the basic principles, but, what’s most important, 
you use them—constantly. You’re given problems you are certain 
to meet .. . and you learn to solve them correctly—profitably. As 
you can see, the training is thorough...and so practical that by the 
time you complete it you’ll be fitted for the jobs that pay really 
good money. 

Complete, boiled down, expert—this training has been moulded 
with the aid of 175 top-notch executives in the field . . . men who 
have spent years on the firing line . . . men who already know all 
that you need to know! 

And when you’re a LaSalle man, you can go into the traffic world 
with confidence—knowing you can handle the job you’ve always 
wanted—knowing that, like thousands of LaSalle men all over 
the country, you’ll succeed. 


Write for this Booklet 
— It’s Free 


If you think you have the stuff it takes to hold down a real traffic 
position .. . if you feel you can stick with the training and prepare 
yourself for such a position . . . then get all the facts. You'll find 
them in our remarkably interesting free 48-page booklet on Traffic 
Management. Write for it today. Once 

you discover just what the transporta- 
tion field has to offer an expert — 
you'll want to get your own share of 
its opportunities. 
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Rolling Stock Situation 


We are not among those who have been predicting 

® « “car shortage” in the immediate future, or this 

year, but we do believe the situation demands more 
serious attention than it seems to be receiving. 

At the outset, those railroad men responsible for 
such things said that, by no stretch of the imagination, 
could it be supposed that this year’s loadings of revenue 
freight would exceed those of last year by more than 
10 per cent and that there was no doubt of the ability 
of the railroads to take care of that amount. More 
recently, Mr. Pelley, head of the A. A. R., has remarked 
that 1942 loadings might increase “10 or 12 per cent” 
over 1941. Last week the thirteen shippers’ advisory 
boards estimated that loadings the second quarter of 
this year would be 14.6 per cent over 1941. Loadings for 
the week ended April 4 were 21 per cent over the same 
week of 1941. And we all know how woefully the in- 
crease for 1941 over 1940 was underestimated. These 
admitted tendencies, taken with the action this week 
of the War Production Board in taking charge of pro- 
duction of rail equipment, are, it seems to us, full war- 
rant for perturbation as to what is going to happen. 


Manifestly, it is the business of government officials 
in authority to worry about this and to take measures 


accordingly, but, also manifestly, such authorities do 
little worrying, or, if they do, do not know what they 
ought to worry about. The WPB order referred to 
is based, apparently, on no thought or survey of condi- 
tions except that more steel is needed for ‘“‘war produc- 
tion.” If manufacture of cars and locomotives is not 
“war production” then we don’t know what it is just 
now, for what good will it do to make bombs and tanks 
and airplanes if they cannot be transported? Ships are, 
to be sure, an imminent need in the program, but how 
get the cargoes to the ships? Those interested in sound 
transportation, not only for war purposes, but for busi- 
ness generally, cannot afford to leave the matter to 
these inept officials, partly because, if it is so left, the 
transportation job will not be done, and partly because, 
if it is not done, the government incompetents will think 
of only one answer—take over the railroads and the 
other forms of transportation, though the fancied 
necessity will have been caused solely by their own 
folly and the job will then be still worse done. 


We think it the patriotic as well as the business 
duty of all depending on and interested in sound trans- 
portation, especially in this time of war, to give their 
attention to this situation—and not only their attention 





OUR PLATFORM 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business, 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have to deal. 

Simplification of Commission procedure. 


Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 


A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Every effort by railroads not only to expand their car 
and motive power supply to meet the present emergency 
demands, but to make their present supply go as far as pos- 
sible. Cooperation by shippers in these efforts. 

A scientific and fair treatment of the transportation 
problem by the board created by Congress to make recom- 
mendations for legislation. 


Kill the St. Lawrence waterway proposal. 

Move the Commission to Chicago. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

No Pullman reservations without cash for tickets. 


965 








ee 
ee tae 
© RT ree sergeant nn 


owrt e 
We. 


C1 Ray 


SRR PRE a a AR AE me erirey <n a 


“EI GAM Se * 
PER D ILRI ig, ei 
el es a ee 


966 


but their remedial efforts. Government crackpots must 
not be allowed to “get away with it.” We call the mat- 
ter especially to the attention of the National Industrial 
Traffic League, meeting next week at Cincinnati. These 
industrial traffic men should be and probably are alive 


to the situation, but are they alive enough not only to, 


me! 


but 53 advocate the application of strict orders to. en- 


force ‘on everybody, measures for the conservation of 
what equipment supply is still permitted? This is no 
time to talk about the possibilities and the desirability 
of “cooperation.” It is a time to decide just what things 
can and should be done to conserve equipment supply 
and get the most out of what there is, and then see that 
they are done—by compulsion on everybody and by 
cooperation in that compulsion by those who are in 
position to realize the necessity for it. 


The National Industrial Traffic League has an op- 
portunity n now to ).do a great piece of constructive work. 
‘We We hope ‘it will rise to it. Maybe, if it does, Director 
Eastman, of. the O. D..T., will be moved to do something 
about it, if he tries and fails to do something with the 
WPB. Just what is the “Office of Defense Transporta- 
tion” for, anyhow? Evidently it doesn’t cut much ice 
with that other alphabetical agency, WPB. © 





Railroad Backbone 


. We have many times had things to say about the 
lack of courage and backbone on the part of the 
railroads in dealing with public matters of large mo- 
ment, especially where the government was involved. 
We are not withdrawing them, for we think they 
were deserved—or we would not have uttered 
them—but we are now glad to have the oppor- 
tunity of offsetting them, at least to some ex- 
tent, by extending our congratulations on the way 
the railroad rate adjustment committee has han- 
dled the demands of the O. D. T. and the O. P. A. for 
special consideration with respect to the freight rate 
increases under Ex Parte 148 on commodities in which 
these war boards are particularly interested. 

The railroads, in turning down these requests for 
reductions in the rate increases granted by the I. C. C., 
are, of course, diplomatic and courteous in their lan- 
guage, though none the less firm. They find neither 
cause for “inflation” in the increases imposed nor any 
other reason why the government should pay lower 
rates than other buyers of transportation. 

The inflation argument has to us seemed silly, if 
only for the reason that, if valid, it should apply to all 
the increases and not just to those the government must 
pay, and there is no other argument that could be made 
that would not be even more silly. The traffic in which 
the government is especially interested must, of course, 
move, but high rates cannot be deterrent to movement 
of traffic in any case where the commodities involved 
are needed, and certainly not when the government 
itself pays the freight. It has the money and it must 
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pay whatever price is just, not being allowed to pleaj 
that, because it is the government, it should be favored 
above others, which others would, of course, have to 
take up the slack if the railroads were to be adequately 
compensated. 

There is nothing more disgusting in this war effort 
than the gyrations of government agencies to get favors 
for themselves—favors to which, from a monetary 
point of view, they are less entitled than is the or. 
dinary shipper who has not an unlimited supply of 
cash from which to draw. The attempts to get lower 
freight rates, now denied by the railroads, are on a par 
with the persistent policy of the government to exact 
land grant rates on government traffic. Both are just 
graft. 

Government spokesmen frequently complain of 
lack of public enthusiasm for this war. We think there 
is, perhaps, more enthusiasm than appears on the sur 
face but, to the extent that there is lukewarmness, 
does it ever occur to the high command that one way 
to get enthusiasm and cooperation is to do itself what 
it is asking others to do? Any commanding officer in 
active service knows that the way to inspire his men 
is to step out and do something himself. ‘“Come,”’ not 
“so,” is the word that gets results. 


Waterway Tolls 


Another start toward making commercial users 
® of inland waterways improved at public expense 
pay for such use has been made with the introduction 
by Representative Snyder, of Pennsylvania, of a new 
bill dealing with the subject. Those who support spe- 
cial privilege on these waterways will oppose this pro- 
posed legislation, the enactment of which is necessary 
if much-talked-of equalization of treatment of trans- 
portation agencies by the government is to be estab- 
lished. 

President Roosevelt has said that commercial users 
of waterway facilities provided by expenditures from 
the public treasury should be required to pay fees to 
reimburse the government, at least to some extent, 
for such expenditures. Representative Snyder says the 
purpose of his bill is to require the charging of tolls 
for the purpose of reimbursing the United States for 
expenditures made in improving the waterways. 

The stock argument of the opponents of such pro- 
posals is that the waterways are “natural highways’ 
for commerce and, therefore, should be free to 4l 
users. The fact is, of course, that that is not true but 
that they are artificial waterways and would not be 
navigable if they were not made so by the expenditure 
of large sums of money. Whatever it costs to make 
these waterways navigable should be met by imposing 
charges on the users. Railroads must provide and main 
tain their highways and obtain the money therefor! 
from those who buy their services. Highway carriets, 
in one form or another, contribute substantially to the 

(Continued on page 968) 
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Government war agencies in 
Washington, for telephone pur- 
poses, are gathered together in 
the largest “board” in the 
world. There are about 10,000 
instruments attached to it. 

_ Until April 6 the “hello” 
girls, in answering calls, an- 
nounced themselves as being 
“National Defense.” On that anniversary of American entrance 
into the first world war, the young ladies identified themselves 
as “National War Agency.” “Defense” is being dropped by the 
administration. It is no longer descriptive of the attitude of the 
United States. In other words, the administration, even in such 


National Defense Tele- 
phone Exchange Is Now 
National War Agency 


a matter, is giving heed to the demand that the United States, ° 


some place soon, assume the offensive. 





The decision of the U. S. Supreme 
Court in the Southern Steamship 
Case (elsewhere in this issue) 
seems to make clear that mutiny 
is one offense against the laws of 
the United States that is beyond 
the pale of permissibility in carry- 
ing on a labor dispute. A seaman 
who refuses to carry out an order 
of the master of a ship, under the law as laid down in that case, 
apparently cannot plead that he was merely exercising his 
“right” to better his wages or working conditions. 

Under the practice of “peaceful” picketing, bouncing bricks 
or baseball bats on crania is not definitely, if at all, violation 
of law. But a sit-down strike by seamen is a definite violation 
of acts of Congress enacted to guard against mutiny, threaten- 
ing lives and property. 

A thought in connection with this case is that it may do 
something to rehabilitate this once highly respected tribunal. 
Some of its decisions in cases involving labor—for instance, the 
one in which members of the teamsters’ union held up trucks 
about to enter New York for the exaction of tribute on the 
theory that the members of that union were entitled to collect 
the equivalent of the pay they would receive if they did the 
driving—made those who remembered the commerce clause 
of the Constitution and the statutes punishing highway robbery 
wonder to what depths the court would be willing to go to 
assure the radicals in the so-called labor movement that they 
were the privileged class. 

It “was to laugh” when Finley Peter Dunne had Dooley 
say the Supreme Court followed the election returns. Were 
Dooley alive now he might cite some of the decisions in recent 
years to illustrate what he meant. 


Mutiny One Offense 
Labor May Not Com- 
mit with impunity 





Eleven experts on finance and 
foreign trade, one of whom is 
Henry S. Morgan, son of J. P. 
Morgan, are, according to the 
Associated Press, “helping Uncle 
Sam prosecute the war in a big 
way—without ballyhoo.” They 
constitute the policy committee 
of the Board of Economic Warfare. 

All being government officials, they get publicity on ac- 
count of their other activities. But, as members of the board, 
not a pound of paper nor a smudge of ink is used to set forth, 
In “releases” for the newspapers, the good they do. So far as 
that ig concerned, their light is hidden under a bushel. They 
recommend things for the doing by the board for the financial 
health of enterprises throughout the world, on the theory that 
the doing thereof makes the United States a better “arsenal of 
democracy.” 

That’s the theory, even if there be some who think the 
board yields to “blackmail”—giving money from the United 
States Treasury to keep something in South America, for in- 
stance, from being too friendly to the Axis. Vice-President 
Wallace is a member of the committee, of which the chairman 
is Col. J. E. Butterworth, of Philadelphia, who, though in the 
army, is a textile machinery manufacturer. The other members 


Eleven Government Men 


Attain Anonymity in 
One of Their Jobs 
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of the committee hold government jobs, generally for what they 
can do in forwarding the war effort. 

As counted by Clyde Reed, senator from Kansas and a 
practitioner before the Commission, Washington dispatches 
about 692,784 pounds of “releases” to the daily and weekly 
newspapers throughout the country each year. He figured that 
sum from the data he obtained from Kansas editors, of whom 
he is one. He embodied his calculations in a letter to Senator 
Tydings, of Maryland, who is studying the “information divi- 
sions” of government agencies. Reed’s view is that the great 
bulk of the “releases” go to the editorial wastebaskets and 
only an infinitesimal amount of the matter is used. 

Paper loads heavily. So all that is sent out by the infor- 
mation services could be loaded into twelve cars. And they 
would have some space left for material from speeches by 
senators and representatives without exceeding the 60,000 pound 
minimum. Were it possible to apply a card index sorting 
machine to the releases, wastebasket capacity might not be 
taxed as heavily as at present. 

Sometimes some effort is made to cut down the volume of 
stuff dispatched to newspaper offices. Cards are sent out asking 
recipients whether they desire continuance of the mailing of 
material. But, judging from the volume that is coming through 
the mails, such efforts have not brought about any material 
reduction. 





One hundred and six thousand per- 
sons have been added to the govern- 
ment pay rolls since February, 1940, 
at which time defense and war ef- 
forts may be counted as having 
begun. Presumably they are war 
workers. How many of them are 
really needed for the war effort is 
subject to debate. The total number 
of employes of the government is 233,403. In the first world 
war, the number of clerks was 117,800. 

Many citizens are compelled to devote attention to things 
which it is hard to see are really furthering the war effort. For 
instance, was it furthering the war effort for the O. P. A. and 
the O. D. T., when they asked the railroads to forego the in- 
creases the Commission authorized in Ex Parte No. 148? The 
Commission said the railroads were entitled to the money. 

The railroads said they would give attention to maladjust- 
ments—presumably broken relationships caused by the per- 
centage increases. Percentage increases, all traffic men know, 
throw market relations out of kilter. But, so far as can be 
recalled, there was little, if anything, of that character in the 
matters the O. P. A. and the O. D. T. brought to the attention 
of A. F. Cleveland and his associates. The government men 
simply asked, in behalf of some shippers, the goods of which 
the government used, to relieve them of the burdens all shippers 
were supposed to bear on account of the increases In wages 
the influence of the administration forced on the carriers. While 
Cleveland and his staff were giving ear to that, they could not 
listen to some who may have had and still have real grievances. 


The Federal Communications Commission last week showed 
how the government might have been retarding the war effort 
by taking up the question raised by the practice of hotels to 
impose what amounts to a surcharge on talks their guests send 
over wires the telephone companies put into the hotels. For 
several days, David McCoy, general commercial manager of 
the Chesapeake and Potomac Telephone Company of Washing- 
ton, was quizzed about that matter, though, according to the 
telephone company, it has no control over the matter. McCoy 
could not carry on his regular work while he was answering 
questions, though, on account of the additional clerks in Wash- 
ington, the telephone company is almost snowed under. A 
thought is that the question of petty graft by hotels, if that is 
what it amounts to, could very well be postponed to more 
nearly normal times. 


Perhaps Washington 
Is Really Hindering 
the War Effort 





The Truman committee of the Sen- 
ate that has been investigating the 
national defense program, when it 
visited west coast aircraft produc- 
tion, shipbuilding, and defense in- 
stallations, saw and heard things 
that caused it to make one recom- 
mendation to the War Production 
Board and one observation that, it 
is suspected, will please the ordinary citizen, if and when he 
reads it. 

Its recommendation to the W. P. B. was “that, instead of 
wasting its energies on a generalized plea for ‘all-out’ produc- 
tion, which has confused management, labor, and the public, 
the W. P. B. concentrate its efforts on breaking those bottle- 


Too Much Talk About 
“All-Out” Production, 
Not Enough Planning 
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necks which are, in the aircraft industry to the subcommittee’s 
certain knowledge and probably in other fields, really holding 
up peak production.” 

That probably is the most pointed criticism that has been 
made of the general policy of Washington—talking much but 
failing to do things that obviously should be done. Aircraft 
production, the committee found, was being held back because 
no one had done the ground work—that of seeing to it that 
the hundreds of little plants furnishing parts for planes had 
their work stepped up so as to have a steady flow of stuff for 
the huge plane assembly plants. Big plants were running at 
less than peak because the little plants were not able to keep 
up the flow of parts necessary. Apparently, there had been 
much attention to ballyhoo for “all-out” production but little 
real work to get the small plants into great production. So 
that caused workmen to suggest that management was slowing 
down work and uninformed men to suggest that the workers 
were dogging the program—the fault being in Washington’s 
failure to plan for functioning of all the little plants for the 
production of parts adequate to keep the big assembly lines 
working. 

The observation was about the readiness of the west coast 
to avoid another Pearl Harbor. The subcommittee said that, 
with Pearl Harbor in mind, it was particularly interested in 
finding out whether essential unity of command in meeting 
possible attack was provided. 

“Tt found,” said the subcommittee, “that, although tech- 
nically there is not unity of command, there is unity of infor- 
mation, and that, in case of attack, there would be as complete 
coordination of action as is possible without unity of command,” 
which, it might be observed, is an equivocal position to exist 
after Pearl Harbor.—A. E. H. 


Waterway Tolis 


(Continued from page 966) 


upkeep of the highways they use, though there is con- 
troversy as to whether they pay too much or too little. 
These carriers must impose charges on their patrons 
to meet such costs of doing business. Only to the water- 
way carrier is provided his highway free of charge. He 
is the recipient of preferential financial treatment to 
the extent of the money expended by the government 
to.make the waterways navigable. He need not in- 
crease his charges to obtain the money to meet the 
costs of having a waterway for his boats. The public, 
under the prevailing sy$Stem, is taxed to provide the 
water carrier with his roadbed, and then is told that, 
because the water freight rates—lower because an 
important cost of doing business is not met by the 
water carrier—are less than rates charged by railway 
or highway carriers, waterway transportation is 
cheaper than the other forms of transportation. 


It would seem that it ought to be necessary only 
to state the facts about “cheap” water transportation 
to bring about prompt correction of this inequity in 
the transportation field. The waterway bloc is strongly 
entrenched, however, and the old “pork barrel” is a 
powerful aid in keeping it there. 


I. C. C. Practitioner Suspended 


Finding Cornelius Granai, of Barre, Vt., a registered prac- 
titioner before the Commission, “to have been lacking in proper 
professional conduct,” the Commission, by division 1, in a re- 
port in Ex Parte No. 142, In the Matter of Cornelius Granai, 
has suspended Granai from practice before the Commission for 
three months with leave on and after the expiration of that 
period “to apply for reinstatement upon making a satisfactory 
showing of appreciation of his responsibilities as a practitioner.” 

Granai was ordered to show cause why he should not be 
disbarred from “further practice before the Commission” as 
the result of an investigation instituted by the Commission of 
matters in a complaint against him. The complaint alleged, in 
substance, according to the report, that at a hearing before an 
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official of the Commission, in MC 2032, John Carminnati et al, 
dba Barre Granite Transfer Motor Express, Common Carrier 
Application, Granai, acting in the capacity of a practitioner 
before the Commission, presented false statements purporting 
to ave been subscribed and sworn to before him, acting as a 
notary public, by certain persons; that the subscribers thereof 
did not affix their signatures in the presence of Granai; did not 
authorize Granai to affix his notarial seal and signature thereto, 
and did not intend to make oath to the matters contained ip 
said statements; that relying on the statements so presented 
the Commissivn on March 22, 1939, entered an order authoriz. 
ing certain operations by Barre Granite Transfer Motor Ex. 
press as a common carrier by motor vehicle in interstate com. 
merce. It was also alleged, the report said, that at a forma] 
hearing before an examiner of the Commission in MC 2032 
Granai, acting in the capacity of a practitioner before the Com. 
mission, introduced false evidence, and that the falsity of such 
evidence was known to Granai at the time it was introduced, 
It was further alleged, the report added, that Granai, purport- 
ing to represent certain persons in a proceeding pending before 
the Commission, MC 79338, Silvio Nardini et al., dba Perras 
Motor Line, Common Carrier Application, filed pleadings in 
that proceeding without authority and with intent to deceive 
and to perpetrate a fraud on the Commission. 

In answer to the complaint, the report said Granai admitted 
some of the allegations but denied that any of the actions 
alleged were taken with the intent to deceive or perpetrate a 
fraud on the Commission. 

The evidence showed, the report said, that Granai signed 
and affixed his notarial seal to papers which he, acting as an 
attorney in a proceeding before the Commission, intended to 
use and did use as evidence in a proceeding before the Com- 
mission, to establish operating rights under the motor carrier 
act, 1935, without requiring an oath to the papers by the sign- 
ers thereof and without making an effort to ascertain the truth 
of the information in the papers from the persons who signed 
them. It also showed, it said, that Granai filed pleadings in 
which he purported to represent Olive Nardini after April 8, 
1939, but that he had no authority to act as her attorney after 
that date. By the filing of the pleadings “he led the Commis- 
sion to believe that Mrs. Nardini was operating Perras Motor 
Line when he, in fact, knew that she had sold her interest to 
Charles C. McKinnon, and that McKinnon had given up the 
operation of the line.” 

The record showed, the report said, that Granai’s course 
of conduct aided in the obstruction and the bringing into dis- 
repute the administration of the act by the Commission. It dis- 
tinctly did not, the report added, ‘‘conform to the standards of 
ethical conduct required of practitioners before the courts of 
the United States,” as required by the Commission’s rules of 
practice, II(a). 

The Commission said Granai had produced “a strong favor- 
able showing as to his general reputation in the community 
where he resides, and there is indication that suspension, rather 
than disbarment, may bring him to a proper understanding of 
his ethical duty.” 





COMPTROLLER GENERAL RULINGS 


The Comptroller General of the United States has issued 
the following ruling: 


B-23802. Damage in Transit to Private Property of Military Per 
sonnel—Effect on Payments to Carriers. ° 

Payments otherwise due a motor carrier under a contract with the 
United States for the transportation of the personal effects of an arm) 
officer may be made in full without withholding any amount represent: 
ing alleged damage to the effects in transit, notwithstanding the possi- 
bility that the officer may later assert a claim against the United States 
under the act of March 4, 1921, for the amount of his damage in excess 
of the amount recoverable from the carrier. 


WATER CARRIER REPORTS 


By an order, the Commission, division 1, has annulled its 
order of May 5, 1941, In the Matter of Statistical Reports 0 
Carriers by Water, and corresponding sections of the code of 
federal regulations, such annulment being effective as of Jat- 
uary 1, 1942, and has established, in lieu thereof, the following 
requirements: 


Beginning with the three months’ period ending March 31, 1942 
and quarterly thereafter, until further order of this Commission, eaci 
and every carrier by water, excluding class C carriers (those having 
annual operating revenues of $100,000 or less), subject to the prov! 
sions of the interstate commerce act is required to file a report of its 
total freight revenues, total passenger revenues, the number of tol 
of freight carried, and the number of passengers carried, in accordance 
with quarterly report form QWS, which is hereby approved and maét 
a part of this order. 

Each said quarterly report shall be filed, in duplicate, in the Bureal 
of Statistics, Interstate Commerce Commission, Washington, D. © 
within 30 days after the close of the period to which it relates. 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 





Continuity of Motor Service 


In determining the grandfather rights of a New Jersey 
motor carrier, the Commission, division 5, found that curtail- 
ment of service from and to points in Pennsylvania “from the 
latter part of 1938, to March, 1939, inclusive,” apparently had 
been attributable to financial reverses of applicant’s predeces- 
sor. Division 5 concluded that this curtailment was the natural 
outcome pending a reorganization of the predecessor’s business, 
observed that there was no evidence of actual cessation or 
interruption of service in that interval, and added: 


Although we have on numerous occasions held that interruptions of 
service due to bankruptcy are within the control of the bankrupt, the 
same conditions are not controlling herein, for the reason that there is 
no evidence of any actual interruption of cessation of operations during 
the bankruptcy proceeding. 


The report by division 5 was issued in MC 37257, Central 
Jersey Motor Lines, Inc., Avenel, N. J., Common Carrier Ap- 
plication, embracing MC 84781, Same, Contract Carrier Ap- 
plication, and MC 52574, Elizabeth Freight Forwarding Co., 
Inc., Contract Carrier Application. The report said Central 
Jersey Motor Lines originally sought, among other things, con- 
tract carrier rights for transportation of bakery goods in con- 
tainers between points in New Jersey, New York, Connecticut, 
Pennsylvania, Massachusetts, Maryland, Delaware and the Dis- 
trict of Columbia, over irregular routes; that it had transferred 
its rights as to such transportation between points in New 
Jersey, New York and Pennsylvania to the extent they might 
be authorized in MC 84781 to Elizabeth Freight Forwarding Co., 
and that MC 52574 was assigned to the purchaser covering the 
rights to transferred. The report said the record did not 
establish sufficient facts to warrant a finding that the trans- 
portation of bakery goods and containers had been continuously 
conducted since the statutory date by Central or its predeces- 
sor. 

In MC 27357, the Commission authorized continuance of 
operation by the applicant as a common carrier of general 
commodities, with exceptions, between New York, N. Y., and 
Camden, N. J., and points in specified areas of Pennsylvania 
and New Jersey, and between points in described Pennsylvania 
— and points in described New Jersey area, over irregular 
routes. 

In MC 84781, the applicant obtained authority to continue 
operation as a contract carrier of metal office furniture and 
equipment from Avenel, N. J., to points in Connecticut, New 
York City, and specified areas in New York and Pennsylvania, 
over irregular routes. 

In MC 52574, the Commission denied contract carrier 
authority to the applicant, under the grandfather clause, with 
respect to transportation of bakery goods and containers. 

The Commission found that dual operating authority 
granted Central Jersey Motor Lines would be consistent with 
the public interest, etc., since the commodities named in the 
contract carrier authority were specifically excepted from “gen- 
eral commodities” in the common carrier authority. 


SHIP LINE DENIED MOTOR RIGHTS 


Although the applicant contended that the freight handled 
by pickup-and-delivery truckers serving it was solicited, re- 
corded and moved as its traffic and that the shippers dealt 
essentially with the applicant as the carrier, the Commission, 
division 5, in a report in MC 79656, Eastern Steamship Lines, 
Inc., New York, N. Y., Common Carrier Application, found that 
the applicant did not have actual management or control of 
the physical operations of owned or leased motor equipment 
Which was essential to a motor carrier status under the act. 
The Commission, accordingly, concluded that the applicant had 
failed to establish that its operations on the grandfather date 
and since that time had been or were those of a common carrier 
by motor vehicle, and denied the application. 

_ The applicant sought a certificate authorizing transporta- 
tion of general commodities between specified points or areas 
In Maine, Massachusetts, New York, New Jersey and Virginia 
to and from which it and certain motor common carriers pub- 
lished joint rates for through service or within which it afforded 
collection and delivery in connection with its steamship service. 
Applicant, said the report, was an independent water carrier 





and did not own or operate under its control any motor trucks, 
but did control through stock ownership the operations of Old 
Colony Forwarding Co., which conducted certain motor opera- 
tions covered by applications MC 39099 and Sub. No. 1, which, 
the Commission observed, would be the subject of a separate 
report. 

“Applicant makes no attempt to control the operation of 
the vehicles of the motor carriers with which it interchanges 
traffic or which it engages to perform collection and delivery 
service,” the report said. “They are free to conduct their busi- 
nesses independently as they choose... .” 


SHORT LINE RAILROAD CLAIMS 


The Commission, division 4, in a report in Finance No. 
6266, Upper Merion & Plymouth Railroad Co. Settlement Under 
Section 204, has dismissed the claim of that railroad under 
section 204 of the transportation act, 1920, as amended Jan- 
uary 7, 1941. The dismissal order said the company had con- 
ceded it could not furnish data required by the Commission 
in the proceeding and had assented to dismissal of its claim. 

The Commission, division 4, in a report in Finance No. 
4622, Deficit Status of Magma Arizona Railroad Co., has dis- 
missed a claim of the railroad in the amount of $41,887.46, on 
a finding that provisions of section 204 of the transportation 
act, 1920, as amended January 7, 1941, do not apply to this 
railroad, since, in the federal control period, it did not com- 
pete with a carrier under federal control and suffered no losses 
through federal control of the truck lines such as the rerouting 
of traffic and failure to supply equipment. 


EX-LAKE GRAIN FROM TOLEDO 


In a report in No. 28428, Toledo Board of Trade vs. Balti- 
more & Ohio, et al., the Commission, by division 2, with Com- 
missioner Alldredge dissenting in part, has found rates on ex- 
port ex-lake grain, in carloads, from Toledo, O., to Baltimore, 
Md., not unreasonable but unduly prejudicial to Toledo and un- 
duly preferential of Buffalo, N. Y., “to the extent that the rates 
from Toledo exceed or may exceed the winter and summer 
rates that are or hereafter may be concurrently maintained on 
like traffic from Buffalo by more than 2 cents and 1.5 cents, 
respectively.” The lawful relations prescribed are to be estab- 
lished on or before July 6. 

Commissioner Alldredge, in his partial dissent, said it 
seemed to him that the complaint should be dismissed because 
of the procedural defects, in that some of the railroads par- 
ticipating in the routes were not made parties to the proceed- 
ing, or, in lieu thereof, that complainant be given a reasonable 
time in which to ask for a further hearing. 


P.. 0. & D. Abandonment, Ete. 


Acting on a part of the application and deferring action 
on a part to which objections had been raised at the hearing, 
the Commission, division 4, in a report in Finance No. 13545, 
Pennsylvania, Ohio & Detroit Railroad Co. Et Al. Abandon- 
ment, has authorized abandonment by the Pennsylvania, Ohio 
& Detroit of that part of its Dresden branch extending from 
Trinway, O., through Tunnel Hill and Warsaw Junction to Bliss- 
field, O., approximately 21.25 miles, and abandonment of opera- 
tion by the Pennsylvania Railroad Co. of the portion thereof 
between Tunnel Hill and Blissfield, 10.4 miles, all in Muskingum 
and Coshocton counties, O 

The report observed that the Commission, in Pennsylvania, 
Ohio & Detroit Railroad Co. Abandonment of Operation, 217 
I. C. C. 21, authorized abandonment of operation by the Penn- 
sylvania, Ohio & Detroit and the Pennsylvania of the portion of 
the Dresden branch from Trinway to a point about 80 feet be- 
yond the north portal of a tunnel near Tunnel Hill, 10.85 miles. 
No service had been rendered south of the tunnel since 1937 and 
no traffic had been offered or service rendered on the line north 
of the tunnel to Blissfield since 1936, except in the vicinity of 
Warsaw Junction, said the report. It added that the tunnel 


had been in unsafe condition since 1931 and that the cost of 
placing the line in condition was estimated at $376,350. It was 
clear, said the Commission, that there was no public need for 
the line and that to require the applicants to rehabilitate it and 
resume operation would impose an undue and unnecessary 
burden on them and on interstate commerce. 
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In a report in Finance No. 13588, Pennsylvania, Ohio & 
Detroit Railroad Co. Trackage Rights, the Commission, division 
4, denied an application of the Pennsylvania, Ohio & Detroit for 
authority to acquire trackage rights over the lines of the Pitts- 
burgh, Cincinnati, Chicago & St. Louis beween Trinway and 
Newcomerstown, O., approximately 29 miles, and the Cleveland 
& Pittsburgh between Dover and Hudson, O., approximately 
71 miles. 

“The applicant,” said the report, “seeks a determination as 
to our jurisdiction under section 5(2) of the interstate com- 
merce act . . . and without prejudice to such legal rights as it 
may have in the matter.” 

The report referred to the three lines directly involved as 
the Ohio, the Pittsburgh and the Cleveland companies. It said 
the Ohio company’s first and refunding mortgage dated April 
1, 1927, provided that no part of the lines of main track or of 
the rights-of-way should be released by the trustee of the 
mortgage if thereby the continuity of the lines of railroad 
mortgaged was broken. It noted the authority granted in 
Finance No. 13545 and said the abandonment therein authorized 
broke the continuity of the Ohio company’s owned lines. 

To preserve the continuity, the Pittsburgh and Cleveland 
companies, at the request of the Pennsylvania Railroad Co., 
proposed to enter into agreements with the Ohio company in 
which they granted to the latter the right and privilege, in 
perpetuity, of joint use of the tracks, facilities, etc., of their 
lines herein described, said the report. It added that in event 
of foreclosure of the Ohio company’s mortgage, the agreements 
and the rights therein “shall constitute an asset of the Ohio 
company and shall pass to and be vested in the purchaser of 
the — of the Ohio company or any successors or assigns 
thereof.” 

“The rights to operate over the lines in question,” it said, 
“would not be undertaken until such time in the future as it 
becomes expedient to do so by reason of the termination of one 
or more of the leasehold arrangements mentioned, or in the 
event of the foreclosure of the Ohio company’s mortgage, and 
then only upon our approval of the payments to be made for the 
use of the lines involved. ... 

“Whether the rights proposed to be acquired will ever be 
exercised is wholly dependent upon contingencies which may 
or may not arise, and if they do arise, operations under such 
rights will begin at a time when the physical situation of the 
three non-operating subsidiaries of the Pennsylvania company 
may be different from what it is at present. It is evident that 
we cannot at this time determine whether the proposed trans- 
action is consistent with the public interest. . . .” 


ADAMS MOTOR EXEMPTION CASE 


That the exemption provision of the act connoted all the 
operations of a motor carrier and that the applicant could not 
be granted a certificate of exemption as to a segment of his entire 
operation in interstate and foreign commerce and at the same 
time hold a certificate of public convenience and necessity as 
to the connecting part thereto were conclusions reached by 
the Commission, division 5, as, in a report in MC 28594 (Sub. 
No. 1) ex, John N. Adams, Spokane, Wash., Application for 
Exemption, it denied an exemption certificate to the applicant. 

The applicant, said the report, was now conducting opera- 
tions in interstate or foreign commerce as a Commission-author- 
ized common carrier of general commodities, with exceptions, 
between Spokane and Wilbur, Wash., over a regular route, 
and, it added, if granted the exemption certificate sought, he 
would be transporting general commodities from Spokane to 
Oroville, Wash. The report noted that the applicant had been 
denied authority in MC 28594, Sub. No. 2, to extend his opera- 
tions over the route now involved in the exemption application. 
It would be “most inconsistent,” said the report, to deny ap- 
plicant an extension of operation because of failure to prove 
public convenience and necessity therefor and then turn around 
and grant him a certificate of exemption, authorizing him to 
perform the same service over the same route. 


Cotton Yarn Rates Adjustment 


An adjustment of rates on cotton fabrics and cotton yarn 
from points in Georgia to West Valley Falls, N. Y., over rail- 
water-rail routes through Boston, Mass., to be established 
on or before July 7, has been ordered by the Commission in 
a report written by Commissioner Aitchison in No. 28462, 
Callaway Mills vs. Atlanta, Birmingham & Coast Railroad Co. 
et al., on finding the present any-quantity rates on such traffic 
unreasonable. 

New any-quantity rates prescribed are $1.02 on cotton yarn 
and $1.14 on cotton fabric from LaGrange, Hogansville, and 
Manchester, Ga., and $1 on cotton yarn and $1.11 on cotton 


fabric from Milstead, Ga., plus the general increase of March 
18, 1942, 
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Complainant alleged that rates sought to be collected on 
many less-carload shipments of cotton fabric and cotton yarn 
shipped since June 28, 1937, over rail-water-rail routes through 
Boston and New York, N. Y., from the four named Georgia 
points to West Valley Falls were inapplicable and unreasonable. 
The Commission found that such rates were inapplicable. 4 
rate of $1.13 was found applicable on a shipment of cotton 
yarn made July 6, 1937, via New York, but unreasonable to 
the extent it exceeded 93 cents. Defendants have been author. 
ized to waive collection of undercharges to the basis found rea. 
sonable on that shipment, and on other shipments of which 
that shipment was representative and on which claims thereon 
were not barred by the statute. The Commission made no 
finding for the future as to rates via New York. On shipments 
through Boston, the Commission found that the applicable rates 
were those that were charged, 93 cents prior to March 28, 1938 
and $1.02 on and after that date, but that the present rates 
were unreasonable. The Commission said its findings were 
made without prejudice to the findings that might be made 
on further hearing in I. and S. No. 3636, Cotton, Woolen, and 
Knitting Factory Products, 211 I. C. C. 692. 

On May 3, 1940, the report said, any-quantity joint com- 
modity rates of $1.08 on cotton yarn and $1.20 on cotton fabric 
were established from LaGrange, Hogansville, and Manchester 
and $1.06 on cotton yarn and $1.17 on cotton fabrics from 
Milstead over rail-water-rail routes through Boston and the 
Boston & Maine beyond. These rates, it said, were 6 cents 
higher than the rates from the same points of origin to Boston 
and Albany over rail-water and rail-water-rail rates. The Bos- 
ton & Albany rates, it added, were also applied at Hoosick 
Falls, Mechanicville, Schenectady, Troy, and Valley Falls, 
N. Y., North Adams, Mass., and Pownal, Vt. In view of the 
proximity of West Valley Falls to these points, the Commission 
said, a rate 6 cents higher to the former was unreasonable “and 
this conclusion is supported by the fact that defendants have 
not undertaken to justify such a difference.” 


Commission Reports 
Matches 


No. 28605, General Match Co. vs. N. Y., N. H. & H. et al 
By the Commission. Report written by Commissioner Aitchi- 
son. Dismissed. Rates charged, matches, shipped between 
June 29, 1938, and May 29, 1939, Reading, O., to Pier 37, East 
River, New York, N. Y., applicable and not unreasonable 
According to the report, combination rates of 70 and 71 cents 
were charged, composed of column 40 rates of 59 cents prior 
to Aug. 15, 1938, and 60 cents thereafter, from Reading to 
Harlem River, plus a lighterage charge of 11 cents applicable 
from Harlem River station to Pier 37. 


Road Oil Demurrage Charges 


No. 28577, Highland Co., Inc. vs. Chesapeake & Ohio, et al 
By the Commission. Report written by Commissioner Aitchi- 
son. Twenty cars loaded with petroleum asphalt (road oil) 
shipped from Louisville, Ky., over interstate route and detained 
at Beauty, Ky., in July, August, September and October, 1938 
found subject to demurrage charges. Complaint dismissed. 


Demurrage Charges on Ore 


No. 28612, Clayton Silver Mines vs. Union Pacific. By the 
Commission. Report written by Commissioner Aitchison. De- 
murrage charges sought to be collected by defendant for 
detention of cars while being loaded with ore and ore con- 
centrates at Mackay, Ida., January 1, 1938, to October 4, 1939, 
inclusive, found not unreasonable. Complaint dismissed. The 
report said failure to ascertain the requirements of the de- 
murrage tariffs was not a basis for finding that charges which 
accrued after the expiration of the free-time allowance were 
unreasonable. 


Butter, la. to Mass. 


No. 28660, Pipestone Produce Co., et al. vs. Boston & Maine, 
et al. By the Commission. Report written by Commissioner 
Aitchison. Rates of $1.19 and $1.13 a hundred pounds prior t¢ 
July 1, 1940, and $1.13 after that date charged and sought to be 
applied on butter, carloads, shipped between May 16, 1939, ané 
November 18, 1940, inclusive, from Sheldon and Sibley, Ia., to 
Boston and Somerville, Mass., found inapplicable. Applicable 
rates found to be $1.13 prior to July 1, 1940, and $1.07 after 
that date. Reparation awarded to First National Stores, Inc. 
parent company of Pipestone Produce Co. 


Horses 


No. 28592, E. L. Foote, et al. vs. Cedar Rapids & Iowa City 
Railway, et al. By the Commission. Report written by Com- 
missioner Aitchison. Freight charges collected on_ horses, 
shipped between Dec. 8, 1934, and Nov. 22, 1936, points in Iowa, 
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Nebraska, North Dakota, and Washington, to destinations in 
New York, based on actual weights, when tariffs provided for 
use of estimated weights, subject to established carload minima, 
in the determination of charges for portions of the movements, 
inapplicable. Reparation, with interest, awarded. The repor* 
said the issue was solely one of tariff interpretation. 


Commission Water Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


*W-540, Peninsular & Occidental Steamship Co., Jackson- 
ville, Fla., common carrier application. By division 4. Cer- 
tificate granted, effective May 6. Passengers and commodities 
generally by self-propelled vessels between Port Tampa and 
Key West, Fla., serving St. Petersburg, Fla., for the trans- 
portation of passengers to and from Key West. The Commis- 
sion found applicant to have been engaged in such operations 
on Jan. 1, 1940, the “grandfather” date and continuously since, 
except for an interruption of service over which it had no con- 
trol. Due to the requisitioning of both applicant’s vessels by 
the Maritime Commission, all service was discontinued on Feb- 
ruary 17, 1942, said the report, adding “it is expected that at 
the end of the national emergency applicant will resume its 
operations.” 

*W-513, Ford Navigation Co., Dearborn, Mich., contract 
carrier application. By division 4. Permit granted, effective 
May 5, for continuance of operation as contract carrier by self- 
propelled vessels of articles produced by motor car manufac- 
turers (including tanks and airplanes), machinery, materials 
and supplies used by such concerns, sugar and copper between 
specified ports on the Great Lakes and specified north Atlantic 
ports by way of the New York State Barge Canal and Hudson 
River to New York, N. Y., and thence the Atlantic Ocean be- 
yond, and between certain north Atlantic ports. 

*W-378, Detroit & Cleveland Navigation Co., Detroit, Mich., 
common carrier application—new operation. By division 4 
Certificate granted, effective May 6. Public convenience and 
necessity found to require operation as a common carrier by 
self-propelled vessels, in the transportation, in the open season 
of navigation, on excursion cruises, of passengers and their 
automobiles, between Harbor Springs and Sault Ste. Marie, 
Mich., on the one hand, and Detroit, Mich., Mackinac Island, 
_ Midland, Ont., Cleveland, O., and Buffalo, N. Y., on the 
other. 

*W-607, Michigan Atlantic Corporation, common carrier 
application. By division 4. Certificate granted, effective May 5. 
Continuance of operation as a common carrier by self-propelled 
and non-self-propelled vessels, of general commodities, except 
inflammable articles, between ports on the Great Lakes, except 
Lake Superior, and ports in New York Harbor and intermediate 
ports on the route of the New York State Barge Canal. Ap- 
plicant was found to have been engaged in such operation on 
January 1, 1940, the “grandfather” date, and continuously since. 


Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission. ! 


*MC F-1737, Roy Cathey and J. T. Carrell, Dallas, Tex., 

purchase, Bilbo Transportation Co., Inc. Authorizes purchase 
by Cathey and Carrell of operating rights and property of 
Bilbo, of Dallas. 
_ MC 86761, Sub. 7, Gulf Transport Co., Mobile, Ala., exten- 
sion. Certificate granted, subject to conditions. General com- 
modities between points in the rail line of the G. M. & O., in 
Miss. and Ala. 

*MC 101887, Motion Picture Delivery, Inc., New Orleans, 
La. common carrier application. Certificate granted. Motion 
picture films, etc., between New Orleans and points in Ala., 
Fla., La., and Miss. 

MC 17227, Sub. 4, Lindner Bros. Trucking, Inc., extension. 
On reconsideration, findings in prior report reversed, and per- 
mit granted as to specified commodities from Chicago, Ill. to 
Points in Wis. Dual operations, by applicant as a contract 
carrier, and by Advance Transportation Co., as a common car- 
rier, authorized. 

“MC 101367, Sidney Berkenfeld, New York, N. Y., contract 
carrier, Permit denied. Specified commodities from and to Lin- 
den, N. J., on the one hand, and New York, N. Y., points in 
Westchester county, and Long Island, N. Y., on the other. 

“MC 55236, Sub. 1, Olson Transportation Co., Green Bay, 
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Wis., extension. Certificate granted. General commodities, 
with exceptions, and canned goods, between specified points in 
Wis., and Ill. 

*MC 39099, Old Colony Forwarding Corporation, New York, 
N. Y., common carrier, embracing Sub. 1, Same, successor to 
Francis M. Ryan and John C. Ryan, dba Ryan Bros. Motor Ex- 
press under MC 87670. Certificate granted in MC 39099 as to 
continued operations, general commodities, with exceptions, be- 
tween Boston, Mass., on the one hand, and points in Essex 
county, Mass., and points in Mass., within 25 miles of State 
House, Boston, on the other, and between points in the New 
York commercial zone. The Commission found applicant in 
MC 39099, Sub. 1, not entitled to a certificate or permit under 
the “grandfather” clauses of the act authorizing operation as a 
common or contract carrier of general commodities between 
any points whatsoever, and denied the application. 

*MC 31465, Sub. 2, Wesley A. Steffke, Wausau, Wis., ex- 
tension. Certificate granted. General commodities, with ex- 
ceptions, between specified points in Wis. 

*MC 30657, Sub. 1, Starling Judson Morris, Atlanta, Ga., 
extension. Permit granted. Specified commodities, Atlanta and 
East Point, Ga., to points in Ala., Fla., Ga., Miss., N. C., S. C., 
and Tenn., with return of rejected or returned shipments. 

*MC 5913, Sub. 1, Verl A. Johnson, Maywood, Ind., exten- 
sion. Permit denied. Bakery products, between Chicago, IIl., 
and points in Ind., and empty cartons from such Indiana points 
to Chicago. 

*MC 102449, R-B Freight Lines, Inc., Aberdeen, S. D., com- 
mon carrier. Certificate granted. Passengers, baggage, ex- 
press, mail and newspapers between Aberdeen and Pollock, 


MC 78670, Montegna & Co., Chicago, III. Permit granted 
for continuance of operation as to packing house products and 
merchandise dealt in by wholesale, retail and chain grocery 
stores and their equipment, materials and supplies, between 
Chicago and points in specified area in Ill. and Ind., over irreg- 
ular routes. Certificate granted for continuance of operation 
as to general commodities, with exceptions, between points in 
Chicago commercial zone, over irregular routes. Dual opéra- 
tions authorized on finding that contract and common carrier 
operations would not be competitive, one with the other, and 
would not conflict with section 210. 

MC 43157. Pennsylvania Truck Lines, Inc., Pittsburgh, Pa., 
embracing MC 19201 (Form BMC 8), Same, and MC 19201, 
Sub. No. 1, Same. On reconsideration, by division 5, findings 
in prior report, 24 M. C. C. 261, modified. In MC 43157, certifi- 
cate granted for continuance of operation by applicant as suc- 
cessor in interest to The Barker Motor Freight, Inc., as to 
general commodities. except household goods, over 21 routes 
in O., Pa., Mich. and W. Va., subject to restriction that service 
over those routes be limited to points thereon which are stations 
on the Pennsylvania railroad. In MC 19201 (Form BMC 8), 
operation by applicant in performance of transfer, collection 
or delivery services for Pennsylvania railroad in the latter’s 
terminal area at Detroit found not subject to part II of the 
act, and authority to extend operation beyond such area denied. 
In MC 19201, Sub. No. 1, certificate granted as to general com- 
modities, except household goods, between Lima, O., and Upper 
Sandusky, O., over specified route, serving Pennsylvania rail- 
road stations and including Nevada and North Robinson, O., 
over specified routes, subject to conditions, including one that 
applicant’s service be limited to service auxiliary or supple- 
mental to rail service of the Pennsylvania. The report said that 
in the prior report the applicant had been authorized to operate 
over 29 routes; that the proceeding was reopened on petition 
of protestants; and that, in MC 43157, conclusions in the prior 
report were affirmed except as to seven routes and parts of 
three other routes. 

MC 66808, Sub. No. 3, Powell Bros. Truck Lines, Inc., 
Springfield, Mo. Certificate granted. Live stock from Dallas 
county, Mo., to National Stock Yards, IIl., over irregular routes; 
general commodities, over regular routes between specified 
points in Mo. and Ill. and over irregular routes between all 
points in Chicago commercial zone and St. Louis, Mo.-East St. 
Louis, Ill., commercial zone, and between all points in area 
comprised of Kansas City, Mo., Kansas City, Kan., and North 
Kansas City, Mo. Division 5 adopted the findings of the ex- 
aminer in his proposed report as its own. 


MC 69297, Crooks Terminal Warehouses, Inc., Kansas City, 
Mo., common carrier, embracing MC 7515, J. P. Wagner, com- 
mon carrier, and MC 36474, Central Storage Co., common car- 
rier. Applications denied on finding applicants not required to 
obtain authority for operations in the transfer, collection, and 
delivery of general commodities for line-haul rail and motor 
carriers at Kansas City, Mo.-Kan., or for the transportation of 
such commodities between points in the Kansas City, Mo.-Kan., 
commercial zone. 

MC 3485, Sub. 1, Archie Tyler, Cleburne, Tex., common 
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carrier. Certificate denied. General commodities, in interstate 
or foreign commerce, between Fort Worth and Mexia, Tex., 
over a specified route. According to the report, the purpose of 
the application was to obtain and substitute a certificate of 
public convenience and necessity for a certificate of registra- 
tion now held by Red Arrow Freight Lines, Inc., under which 
the latter was now operating between Fort Worth and Mexia. 
It found that applicant not being the real party in interest, had 
not established that present and future public convenience and 
necessity required the operation. 

*MC 15643, Peter M. De Nagel, Newark, N. Y. Certificate 
granted. Continuance of operation, household goods between 
points in Conn., Pa., N. J., N. Y., O., Mich., Ill., Ind., N. C., 
Md., D. C., Mo., Va., W. Va., Wis., and R. I., over irregular 
routes. 


PETITIONS FOR REHEARING, ETC. 


MC F-1726, Hayes Freight Lines, Inc., purchase, A. M. Whitney, 
dba Whitney Transfer Co. Hayes Freight Lines, Inc., asks that cer- 
tificate issued to A. M. Whitney, dba Whitney Transfer Co., Bowling 
Green, Ky., under date of March 24, in MC 66817 (Sub 14) be trans- 
ferred to Hayes Freight Lines, Inc., pursuant to whatever authority 
is authorized in MC F-1726 on final determination thereof. 

Ex Parte MC 20, trunk line territory motor carrier rates. In a 
seventy-first petition, Middle Atlantic States Motor Carrier Conference, 
Inc., asks reopening, reconsideration and modification of orders in 
connection with eggs; cellulose film; ethylene dichloride and orthodi- 
chlorbenzol; drugs, medicines, chemicals and toilet preparations; gen- 
erator parts; bakery goods; jute yarn; macaroni, noodles, spaghetti 
and vermicelli; and cocoa butter. 

No, 28443, E. I. du Pont de Nemours & Co. vs. A. C. & Y. et al. 
Complainant asks reopening and reconsideration. 

MC F-1773, D. Graff & Sons, purchase, J. L. Greene Trucking Co. 
D. Graff & Sons asks Commission to grant it authority to operate the 
business of J. L. Greene Trucking Co., temporarily until the disposi- 
tion of MC F-1773, and in no event for a period over 180 days. 


MOTOR FINANCE CASES 

MC F-1518, Frisco Transportation Co., lease—Missouri-Arkansas 
Transportation Co. Lease by Frisco Transportation Co., of St. Louis, 
Mo., of certain operating rights and property of Missouri-Arkansas 
Transportation Co., of Joplin, Mo., approved and authorized. 

MC F-18111, Urban J. Haas and Cyril Wissel, purchase—Reliable 
Transit Co. (John Chatz, trustee). Petition for authority under sec- 
tion 210a(b) of Urban J. Haas and Cyril Wissel, a partnership, doing 
business as H. & W. Motor Express Company, of Dubuque, Iowa, for 
temporary operation of certain motor-carrier rights of Reliable Transit 
Co., John Chatz, trustee, granted April 6, 1942, subject to conditions. 

MC F-1817, Riss & Company, Inc., and E. E. Pick, purchase—Mon- 
ark Motor Freight System, Inc. Petition for authority under section 
210a(b) of Riss & Company, Inc., of Kansas City, Mo., for temporary 
operation of motor-carrier rights and properties of Monark Motor 
Freight System, Inc., of Chicago, Ill., granted April 3, 1942, subject to 
conditions. 

Petition of E. E. Pick, also of Chicago, for temporary authority 
under section 210a(b) to lease a portion of the rights of Monark Motor 
Freight System, Inc., dismissed. 


COMMISSION ORDERS 


MC F-1018, Safeway Trails, Inc., merger, Eastern Trails, Inc. Or- 
der of August 12, 1940, to the extent it authorized said merger, vacated 
and set aside effective 30 days from April 2, unless good cause why 
such action should not be taken is shown within said time. 

MC F-1681, C.A.B.Y. Transportation Co., purchase, Bradford-Buffalo 
Transfer, Inc. Application dismissed. 

MC 78344, Paul Goncz, common carrier application; MC 18588, Na- 
tional Movers of Boston, Inc., common carrier application; and MC 
18587, Same, broker application. Denial order of January 22 further 
modified to become effective June 15 instead of March 31. 

MC C-166, Takin Bros. Freight Line, Inc. vs. Lawrence E. Young, 
dba Young Truck Line, et al. Complaint dismissed on complainant’s 
request. 

MC C-227, Merrill M. Pregler and Louise J. Fosse, dba Dairy 
Despatch Co. vs. Central West Shippers, Inc. Complaint dismissed on 
complainant's request. 

MC C-299, Watertown Chamber of Commerce vs. Harry Hess, dba 
Hess Motor Express et al. Complaint dismissed on complainant’s re- 
quest. 

MC 52516, Sub. No. 2, Shephard Warehouses, Inc., extension, Flor- 
ida. Matter reopened for further proceedings. Order entered Feb- 
ruary 12, only in so far as it refers matter to joint board 205, vacated 
and set aside. Matter referred to Examiner W. J. Cave for appropriate 
proceedings and for recommendation of an appropriate order on further 
consideration, accompanied by reasons therefor. 

MC 103199, Harry Burnett, common carrier application. Matter 
reopened for further proceedings. Matter referred to joint board 21 
for appropriate proceedings and for recommendation of an appropriate 
order on further consideration, accompanied by reasons therefor. 

MC F-1795, Mashkin Freight Lines, Inc., purchase, Louis A. An- 
genola. Compliance period specified in order of March 2 as modified 
March 17 extended to expire April 30. 

MC 925, Doyle Transfer Co., Inc., contract carrier application. Or- 
der which by its terms was to have become effective March 21 modified 
to become effective April 30. 

MC C-181, Mid-Western Motor Freight Tariff Bureau, Inc., vs. W. A. 
Burch, dba Burch Truck Line et al. Complaint dismissed. 


TRAFFIC WORLD 


MC C-182, Mid-Western Motor Freight Tariff Bureau, Inc., vs. Bar. 
bour Transportation Co., Inc. et al. Complaint dismissed. 

MC 39132, Reid Bros. Express, Inc., contract carrier application; 
and MC 39132 Sub. No. 1, Reid Bros., Express, Inc., extension of opera. 
tions. MC 39132 reopened for further hearing at time and place to 
be fixed, solely with respect to right of applicant to continue opera- 
tions as a common carrier of general commodities between points in 
Massachusetts, on the one hand, and points west of Buffalo, N. Y., as 
more fully described in application and petition of applicant for fur. 
ther hearing, on the other hand. 

MC 61486, Milton J. Zabarsky and Harry D. Zabarsky, common 
carrier application. Denial order of February 21 modified to become 
effective May 1 instead of April 6. 

MC 14658, National Movers of New York, Inc., common carrier 
application; and MC 67652, Same, broker application. Denial order of 
February 24 modified to become effective May 7 instead of April 7. 

No. 28150, industrial sand within western Pennsylvania. Petition 
filed by Allegheny-Ludlim Steel Corporation and others and petition 
filed by Erie and others requesting rehearing, denied. 





UNCONTESTED FINANCE CASES 
Supplemental report and order in F, D. 13216, Chicago, Milwaukee, 
St. Paul & Pacific Railroad Co. trustees’ equipment trust certificates, 
modifying report and order of April 17, 1941, so as to permit the 
substitution under the equipment trust of certain equipment. Approved, 


FINANCE APPLICATIONS 


Finance No. 13685. The Covington and Cincinnati Elevated Rail- 
road and Transfer and Bridge Co, asks authority to issue a ten-year 
promissory rote without interest, in the amount of $4,325,000, to be 
dated as of March 17, 1942, to evidence outstanding indebtedness to 
the Chesapeake & Ohio Railway Co., owner of all outstanding stock 
and of the bonded indebtedness of applicant, for cash advanced to 
applicant for construction purposes. On approval of this application, 
says applicant, there will be substituted for what is in effect a de- 
mand obligation an obligation which it will not be required to discharge 
before March 17, 1952, and applicant will be relieved from payment 
of any interest on that debt, with a consequent saving of 5% per cent 
per annum on the amount thereof. 

Finance No. 13682. St. Louis & Hannibal Railroad Co. asks au- 
thority to abandon and dismantle that portion of its so-called Branch 
Line extending 17.8 miles from Ralls Junction to Perry, in Ralls 
County, Mo., because of insufficient traffic due to truck competition, 

Finance No. 13683. Texas & New Orleans Railroad Co. asks au- 
thority to abandon and remove 2.2 miles of branch main line and .29 
mile of sidings between Fournet and Cleon, St. Martin Parish, La., 
because ‘‘there is no present or prospective carload freight or pas- 
senger business offering and less than carload freight, express and 
mail is handled by applicant by means of motor truck.”’ 

Finance No. 13684. Louisville & Nashville Railroad Co. asks au- 
thority to issue and assume obligation and liability in respect of 
$11,000,000 of series K equipment trust certificates so as to acquire, 
under an equipment trust and lease, new equipment estimated to 
cost $14,268,966. The equipment is to consist of 2,100 hopper cars, 
1,000 box cars, 100 flat cars, 14 steam freight locomotives, and 8 Diesel- 
electric passenger locomotives. The certificates are to be dated April 
15, 1942, mature semi-annually in 10 years, and bear an annual dividend 
rate to be determined. 

MC F-1822. Reinhardt Transfer Co., Portsmouth, O., asks au- 
thority to purchase the motor carrier operating authority under MC 
11225 of Ray Lykins, dba Lykins Transport Co., Maysville, Ky. 

Finance No. 13687. Nevada County Narrow Gauge Railroad Co. 
asks authority to abandon its entire line extending between Colfax 
and Nevada City, Calif., approximately 20.65 miles, together with all 
sidings, spur tracks and appurtenances, on the ground that it ‘‘can- 
not be continued in operation for any substantial length of time with- 
out very héavy expenditures which are not justified by the traffic 
available.”’ 

Finance No. 11915. Erie Railroad Co. asks for an order authoriz- 
ing it to issue, subject to approval of the district court for the north- 
ern district of Ohio, eastern division, not more than $739,231 of its 
first consolidated mortgage 4 per cent bonds, series B, $443,196 of 
its general mortgage 4//2 per cent income bonds, series A, and $443,1% 
of its preferred stock, series A (or scrip for any or all of such bonds 
or preferred stock), to be exchanged for $1,471,600 of prior lien 5 per 
cent bonds of the New York & Greenwood Lake Railway Co. Exhibits 
attached to the application show that the Erie had operated the line of 
the New York & Greenwood Lake under a lease; that the Erie trustees 
on Dec, 12, 1941, disaffirmed the lease claiming the operation was be 
ing conducted at a deficit of more than $750,000 a year, and that the 
Erie rejected a guaranty of the principal and interest on the prior 
lien bonds. The exhibits showed also that the receivers of the New 
York & Greenwood Lake disputed the formula on which the Erie's 
alleged deficit was based, saying it was not applicable to the New 
York & Greenwood Lake, and that the validity of the Erie’s dis- 
affirmance of the lease and of the guaranty of the prior lien bonds was 
contested by the New York Trust Co. It was stated that if no settle 
ment was reached this matter alone would be productive of extended 
and expensive litigation. Therefore, it was stated, the offer of the 
Erie represented a fair compromise of the conflicting positions, and the 
receivers of the New York & Greenwood Lake recommended to holders 
of the prior lien bonds that they accept the offer. 


NEW MERCHANTS’ MOTOR FREIGHT SERVICE 


Merchants’ Motor Freight, Inc., has instituted daily over: 
night truck service between Cedar Rapids and Waterloo, Iowa, 
and Chicago, in addition to the services it has been offering 
to and from those points and others in Illinois, Iowa, Missou! 
and Nebraska. 
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Proposed Reports in I. C. C. Cases 


Railroad, Water, and Motor Transport 





Gulf Water Carrier Status 


In a proposed report in W-525, Coast Transportation Co., 
Inc. Common and Contract Carrier Application, Examiner 
Carl A. Schlager has recommended issuance of a certificate to 
the applicant, under the grandfather clause of part III of the 
act, authorizing continuance of operation as a common cCar- 
rier by water by self-propelled vessels and non-self-propelled 
vessels with use of separate towing vessels of general commodi- 
ties between the ports of New Orleans, La., Gulfport, Miss., 
Mobile, Ala., Pensacola, Panama City, Port St. Joe and Apal- 
achicola, Fla., over regular routes and to all intermediate ports 
over irregular routes. 

He recommended, further, a finding that the past and pro- 
posed operations of the applicant, with respect to transporta- 
tion of general commodities between New Orleans, La., and 
Tampa, Fla., including Port Tampa and East Tampa, Fla., and 
between those ports and Gulfport, Mobile, Pensacola, Panama 
City, and Port St. Joe, over regular routes and to all inter- 
mediate ports over irregular routes were operations of a com- 
mon carrier, and he proposed issuance of a certificate authoriz- 
ing continuance of such operations. Applicant, said the ex- 
aminer, desired to continue serving New Orleans, Tampa and 
intermediate ports as a common carrier and at the same time 
to continue as a contract carrier from Tampa, Port Tampa and 
East Tampa to New Orleans so as to retain the phosphate rock 
tonnage it had been transporting under a contract with Swift 
& Co., explaining that “we need the tonnage to stabilize our 
operations.” 

“Applicant when operating as a contract carrier,” said the 
examiner, “would be able to transport property for some ship- 
pers at lower charges than those it held itself out in its pub- 
lished tariffs to charge other shippers. . . . Authority to hold 
a permit as a contract carrier by water is denied. The certifi- 
cate .. . does not preclude applicant, if it so desires, from fur- 
nishing service to Swift & Co., provided such service is ren- 
dered under appropriate tariff provisions and charges and is 
made available to the general public under the same circum- 
stances and the same charges.” 


BAKERY PRODUCTS 


MC C-235, Wisconsin Motor Carriers’ Association vs. J. W. 
Cartage Co. By joint board No. 13. Any-quantity minimum 
rate of 20 cents, bakery products, between Milwaukee, Wis., and 
Chicago, Ill., unreasonable to the extent it is less than 20 
cents, minimum 15,000 pounds, 23 cents, minimum 10,000 
pounds, 28 cents, minimum 5,000 pounds, and 31 cents on ship- 
ments less than 5,000 pounds. 


CHEMICAL COMPANY BARGE SERVICE 


_ It appeared that the applicant was really interested in 
private transportation and would use its barges as a common 
carrier for the purpose of keeping them in constant use and to 
reduce operating expenses, said Examiner Horace W. Johnson 
in a proposed report in W-149, The Davison Chemical Corpora- 
tion, Baltimore, Md., Common Carrier Application. He recom- 
mended denial of the application for authority to engage in a 
new operation as a common carrier by water for the trans- 
portation of general commodities between Atlantic ports and 
between Atlantic and Gulf of Mexico ports. 

The original application, he said, also sought a permit for 
continuance of operation as a contract carrier of sulphuric acid 
from Baltimore to points in Delaware, New Jersey, and Virginia 
and to Boston, Mass., Philadelnhia, Pa., and Charleston, S. C. 
At the hearing, he added, applicant asked leave to withdraw 
the application for a permit. He recommended, therefore, dis- 
missal of that part of the application. 


CENTURY SYSTEM, INC., EXPANSION 


Applicant would be more likely to succeed in making 
substantial reductions in its operating deficits if all its efforts 
were concentrated on its present operations, without the diver- 
sion incident to organizing and developing operations over addi- 
tional routes, said Examiner Vernon V. Baker, of the section 
of finance of the Commission’s Bureau of Motor Carriers, in 
& proposed report in MC F-1686, Century System, Inc., Chi- 


cago, Ill.—Purchase—Mid-West Motor Freight Co., Inc., De- 
troit, Mich. He recommended denial of the application. 

“Considering Century’s financial condition, and the operat- 
ing deficits incurred by it and Mid-West,” said the proposed 
report, “the examiner is of the opinion that consummation of 
the proposed purchase would impair the former’s ability to 
perform adequately its duties as a common carrier, and would 
not foster sound economic conditions in motor carrier trans- 
portation.” 

The examiner showed that Century System, Inc., had au- 
thority to operate as a common carrier of general commodi- 
ties over various routes between specified points in Indiana, 
Ohio and Michigan and that it sought approval here of the 
purchase, for $20,000, of operating rights of Mid-West as a 
common carrier of general commodities over many routes be- 
tween specified points in the three states named. Approval of 
the proposed transaction, he said, would give Century an ad- 
ditional route into Detroit where connection would be made 
with its present Chicago-Detroit route and would permit it to 
serve other important industrial areas of Michigan, via Toledo, 
O. As of December 31, 1941, said the examiner, Century’s 
current liabilities were more than three times its current as- 
sets, and its total assets, including $12,180 for intangible prop- 
erty, were $16,899 less than its total liabilities, exclusive of 
capital accounts. 


Flaxing Material Rate Basis 


Rates made 80 per cent of the lime basis, for application 
on fluxing materials, have been proposed by Examiner Alfred 
G. Hagerty in I. and S. No. 5050, Roasted Calcite, W. Va., and 
Ohio to Official Territory. The report also embraces No. 28666, 
Ohio Calcium Co., Inc., vs. Baltimore & Ohio, et al. The exam- 
iner has recommended dismissal of the formal complaint. 

Official territory lines, in the schedules under suspension, 
proposed to establish on ferro-calcite from Lawrence, O., and 
on roasted calcite from Martinsburg, Millville and Engle, W. 
Va., to iron and steel making points in their territory, rates 
the same as those on lime, minimum 50,000 pounds. In the 
complaint case, the complainant alleged, in substance, said the 
examiner, that the present rates from Lawrence, to iron and 
steel making points, on roasted ferro-calcite, the trade name of 
which is calsifer, were unreasonable and unduly prejudicial to 
the extent they exceeded lower commodity rates concurrently 
in effect on roasted calcite, the trade name of which is staflux, 
from the West Virginia origins. 

To get to a conclusion in the matter, Examiner Hagerty 
reviewed in detail many lime cases, the fluxing materials, like 
lime being limestone products, going as far back as 1926. 

Examiner Hagerty’s conclusions were: That since the cal- 
cites and fluxing materials made from limestone, unaffected by 
transportation conditions different from those attending the 
transportation of lime, minimum and maximum reasonable rates 
on those materials in official territory would be the maximum 
rates heretofore basically prescribed on lime within that terri- 
tory subject to a 50,000 pound minimum weight; and that to 
continue in force rates lower on fluxing lime from some pro- 
ducing points such as Bellefonte, Pa., and the Martinsburg dis- 
trict while concurrently maintaining higher rates from other 
producing points such as Lawrence would cause unlawful pref- 
erence and prejudice. 

The examiner found that the testimony in the formal com- 
plaint case did not warrant anything other than dismissal, his 
conclusion being that the proof did not sustain the allegations. 
He said that the suspended schedules should be ordered can- 
celed without prejudice to the establishment of rates on the 
basis therein proposed, namely, 80 per cent of the lime basis 
for application throughout official territory. 


Service from Pipeline Terminals 


To permit Motor Fuels Transport, Inc., of Jacksonville, 
Fla., to join in proportional rates of the Southeastern Pipeline 
from terminals of the latter, which pipeline is being constructed 
from Port St. Joe, Fla., through western Florida and central 
Georgia to Lookout Mountain, Ga., joint board No. 99, with one 
member dissenting, in a proposed report in MC 103104, Sub. 3, 
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Motor Fuels Transport, Inc., Common Carrier Application, has 
recommended that the Commission authorize a change in the 
character of the present bulk petroleum operations of that 
motor carrier from contract to common carriage, and authorize 
service to additional Florida points. Authority heretofore 
granted as a contract carrier, except to the extent it permits the 
transportation of petroleum products in bulk, would remain, 
according to the report. 

Specifically, the report found public convenience and neces- 
sity to require operation by applicant as a common carrier of 
petroleum products in bulk, in tank trucks, between points in 
Florida, Georgia and a certain portion of Alabama, over irreg- 
ular routes. Dual operations, as both a common and contract 
carrier, should be found to be consistent with the public interest 
and the national transportation policy, said the joint board, as 
“there can be no serious objection to the dual type of operation 
where entirely different commodities are to be transported in 
each operation and the Commission has often issued appropriate 
authority in such cases.” 

“This pipe line will be completed in the near future and 
will publish varying proportional rates for application on traffic 
moving through its line to points beyond the several terminals 
which are being built at Bainbridge, Rome, Griffin, Atlanta, 
Athens, Macon, Americus, and Albany, Ga.,” says the report. 
“The Commission has ruled that these proportional rates will 
apply only if the transportation beyond the pipeline is per- 
formed by a common carrier. They are considerably lower than 
the pipeline local rates so it will be to the shippers’ adfantage 
to employ common carriers wherever possible. A portion of 
the traffic which applicant now transports from Savannah will 
be diverted to the pipe line and will be lost to applicant unless 
it secures common carrier authority.” 

The report said that applicant also desired to serve the 
many army camps and naval stations “in this territory’ with- 
out the necessity of entering into a formal contract with the 
shipper. Two oil companies, Pure Oil Co. and Sinclair Refining 
Co., which plan to use the pipeline, it says, will employ ap- 
plicant to transport a portion of their traffic from the pipeline 
terminals and certain other points if the authority sought is 
granted. 

Matt L. McWhorter, the dissenting member, said it ap- 
peared from the record in this proceeding that the only reason 
for the filing of the application was the fact that the shippers 
who had heretofore used the services of the applicant, who now 
held contract carrier permits, was that a pipeline “has been 
constructed” from Port St. Joe through portions of Florida and 
Georgia, and that on account of some process of making rates, 
the pipeline authorities had determined that no carriers could 
transport petroleum products from its terminals except com- 
mon carriers. He said the record failed to disclose that applicant 
had borne the burden of showing that its operation as a common 
carrier was required by public convenience and necessity, or 
“that there was any necessary public convenience to be served.” 
He recommended that the application be denied, “and that 
existing permit of the applicant be amended or enlarged so as 
to permit the applicant to transport petroleum products in 
bulk in tank trucks from the pipeline terminals located in 
Georgia along the lines of the Southeastern Pipe Line Co., to 
the territory now served by the applicant under its existing 
permit.” 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at exptration 
of 20 days from date of service of reports (unless otherwsse stated), 
become effective unless exceptions have been filed within the 20-day 
period or excepttons have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “black face’”’ type, 
with name of town or city ;ollowing.) 


Massachusetts (Mattapan)—-MC 103126, Barney Cohen, 
contract carrier. Denial proposed. Specified commodities be- 
tween Boston, Mass., on the one hand, and points in R. I., Conn., 
Me., and N. H., on the other. 

Massachusetts (Cambridge) —MC 103031, Max Korson, 
common carrier. Denial proposed. Ice cream cones and drink- 
ing straws between Chelsea, Mass., on the one hand, and points 
in R. I., Conn., and N. H., on the other, and returned empty 
containers in the reverse direction. 

South Dakota (Sioux Falls) — MC 100043, Emil Dobash, 
common carrier. Certificate proposed. General commodities, 
with exceptions, between Sioux Falls, S. D., and Spencer, Ia. 

Virginia (Richmond)—MC 88833, Sub. 2, Worley Alexander 
Griffin, Robert Reaves Griffin, and James Hannon Griffin, ex- 
tension. Certificate proposed. General commodities, except 
dangerous explosives, between Richmond, Va., and the Rich- 
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— general depot operated by the U. S. Army near Rich- 
mond. 

New Jersey (North Bergen)—-MC 43061, Sub. 1, Alex W. 
Hartwigsen, extension. Certificate proposed. Batteries, bat- 
tery parts, and advertising materials between North Bergen, 
on the one hand, and Jersey City, Newark, and Linden, N. J., 
on the other. 

Minnesota (Duluth)—-MC 40065, Duluth Van & Storage 
Co., common carrier. Certificate proposed. Continuance of 
operation, household goods, between Duluth and points within 
125 miles thereof. 

Pennsylvania (Du Bois)—-MC 32845, Sub. 1, William Shaw, 
extension. Certificate proposed. Glass bottles, Brockway, Pa., 
to points in Md., and N. Y., with return of empty containers 
and rejected shipments. 

Louisiana (Alexandria)—-MC 28324, Sub. 2, M. A. Butler, 
extension—Leesville, La. Certificate proposed. Passengers, 
baggage, express, mail and newspapers between Simpson and 
Leesville, La. 

North Carolina (Kings Mountain)—-MC 79203, Sub. 1, 
Abron Plato Warlick, extension, embracing Sub. 2, Same, ex- 
tension. Denial of certificate proposed. Specified commodities 
between points in Ala., Del., Ga., Md., N. J., N. Y., N. C., Pa., 
5... Va., and D.C. 

New Jersey (Paterson)—-MC 668, Sub. 25, Inter-City Trans- 
portation Co., Inc., extension. Certificate proposed. Passen- 
gers, baggage, express and newspapers between New York, N. 
Y., and points in N. J. 

INlinois (Maywood)—MC 78261, Sub. 6, Harry Ratner, ex- 
tension. Certificate proposed. Building and insulating mate- 
rials, Waukegan, IIl., to points in Mich., Ind., O., and Ia. 

Ohio (Canton)—MC 37473, Sub. 6, Detroit-Pittsburgh Mo- 
tor Freight, Inc., extension. Certificate proposed. Greases, 
paper, steel, malt beverages and containers between points in 
Mich., N. Y., O., Pa., and W. Va. 

Kansas (Wichita)—MC 30600, Sub. 17, Santa Fe Trail 
Transportation Co., extension. Certificate proposed. Passen- 
gers, baggage, newspapers, mail and express between junction 
of U. S. highway 62 and Oklahoma highway 10 and Gore, Okla. 

Missouri (St. Louis)—-MC 29745, Sub. 2, St. Louis-Eastern 
Truck Lines, Inc., extension. Certificate recommended. Gen- 
—. commodities with exceptions, between points in Mo., and 
Til. 

Washington (Spokane)—-MC 29468, Sub. 2, Arnold Landry 
and Roland Lamb, extension. Certificate proposed. Passen- 
gers, baggage, express, mail and newspapers between Lewiston 
and Grangeville, Ida. 

INinois (Chicago)—-MC 29130, Sub. 22, Rock Island Motor 
Transit Co., extension. Certificate proposed. General com- 
modities, with exceptions, from and to all points within 10 miles 
of the city limits of Minneapolis or St. Paul, Minn., as inter- 
mediate or off-route points in connection with applicant’s pres- 
ently authorized operations. 

INinois (Chicago)—-MC 29130, Sub. 18, Rock Island Motor 
Transit Co., extension. Certificate recommended. General 
commodities, with exceptions, between Omaha and Ft. Crook, 
Neb. 


Virginia (Richmond)—MC 17028, Sub. 2, Lillian F. Cong- 
don, extension. Certificate proposed. General commodities, 
with exceptions, to and from the Richmond general depot lo- 
cated between Richmond and Petersburg, Va., on U. S. high- 
way 1, as an intermediate point in connection with applicant’s 
regular route operations. 


Wisconsin (Boscobel) —MC 13095, Sub. 4, Wunnicke Trans- 
fer, Inc., extension. Dismissal of application for a permit pro- 
posed at request of applicant. Merchandise, etc., as is dealt in 
by wholesale, retail, and chain grocery and food business 
houses, between plants, warehouses, and factories in Wis., on 
the one hand, and points in Ia., and IIl., on the other. 


Wisconsin (Boscobel)—MC 13095, Sub. 3, Wunnicke Trans- 
fer, Inc., extension. Dismissal of application for a permit pro- 
posed at request of applicant. Malt beverages, Minneapolis 
and St. Paul, Minn., to Muscoda, Wis., and empty containers 
on return. 


California (San Francisco)—-MC 1651, Sub. 8, Railway Ex- 
press Agency, Inc., extension. Certificate proposed, subject to 
conditions. General commodities moving in railway express 
service and milk and cream, processed and unprocessed, cheese, 
ice cream mix, samples of milk or cream in test tubes, empty 
containers for milk and cream, and baggage, between San Fran- 
cisco and San Rafael, Calif. 

lowa (Cumberland)—MC 1358, Sub. 5, Harley White and 
Harry White, extension. Denial of certificate proposed. Speci- 
fied commodities, points within the Chicago, IIl., commercial 
zone to Cumberland, Ia., and points within 100 miles of Cum- 
berland. 

Pennsylvania (Lansford)—-MC 103308, John L. Sniscak, 
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common carrier. Denial proposed. Coal, Maryd, Pa., to Ridge- 
field Park and Newark, N. J., and Colmor Manor, Md. 

Kentucky (Walton)—-MC 103251, James Roy Gross, com- 
mon carrier. Denial proposed. Live stock, race horses, house- 
hold goods and lumber, Walton and points in Boone and Ken- 
ton counties, Ky., within 15 miles of Walton to Cincinnati, O., 
returning with household goods, building materials, fertilizer, 
feed and grain. 

Minnesota (Arco)—-MC 103217, Gordon Blegen, common 
carrier. Certificate proposed. Live stock, between Arco and 
points within 8 miles thereof, on the one hand, and Sioux Falls, 
S. D., on the other, and from Brookings, S. D., to Carco, Minn., 
and points within 8 miles thereof. 

Kentucky (Crittenden)—-MC 103115, G. J. Poore, common 
carrier. Certificate proposed. Live stock and agricultural com- 
modities, Crittenden and points in Grant county, Ky., within 
10 miles of Crittenden, to Cincinnati, O. 

South Dakota (Gregory)—-MC 102126, Sub. 1, Gregory 
Farmers Elevator Co., extension. Certificate recommended. 
Farm machinery and parts therefor and building materials be- 
tween Gregory and Sioux City, Ia. 

New York (Huntington Station)—-MC 69051, Sub. 1, Joseph 
Reinhardt, extension. Denial of certificate proposed. Fertilizer 
and fertilizer materials, Lime Crest, Newton, and Kearney, N. 
J., to Long Island, N. Y. 

Minnesota (St. Paul)—-MC 36900, Sub. 1, Allen A. Metcalf, 
extension. Certificate proposed. Household goods between 
points in Minn., N. D., S. D., Neb., Kan., Ia., Mo., Ill., Ind., O., 
Mich., and Wis. 

Ilinois (Chicago)—-MC 12247, Joseph P. Buster, broker. 
License proposed. General commodities between Chicago, II1., 
on the one hand, and points in U. S., on the other. 

lowa (Cumberland)—MC 1358, Sub. 4, Harley White and 
Harry White, extension. Denial of certificate proposed. Speci- 
fied commodities, points within the Chicago commercial zone 
and Peoria and Sterling, Ill., to Cumberland, Ia., and points in 
Ia., within 100 miles of Cumberland. 

New York (New York)—MC 1220, Sub. 1, Joseph Fem- 
minella, extension. Permit proposed. Specified commodities, 
between New Brunswick, N. J., on the one hand, and New York, 
N. Y., and points in N. J., and Pa., within 50 miles of New 
Brunswick, on the other. 

Virginia (Lynchburg)—MC 903, Sub. 7, Charles Warren 
Falwell, Jr., extension. Certificate proposed. Petroleum and 
products, in bulk, in tank trucks, from the terminal of the 
Plantation Pipe Line near Greensboro, N. C., to Martinsville, 
Kohler, Danville, Lexington, Staunton, Charlottesville, Lynch- 
burg, and Roanoke, Va. 

Georgia (Elberton)—-MC 504, Louis Patz, common carrier, 
embracing MC 52653, Anderson Motor Lines, Inc., successor 
in interest to B. L. Anderson, dba Anderson Motor Lines, Inc., 
formerly MC 5711, B. L. Anderson, dba Anderson Motor Lines, 
Inc., Successor to P. H. Atkinson and J. W. Ray, dba Granite 
City Transfer Co., and MC 504, Sub. 1, Louis Patz, dba Harper 
Motor Lines, successor in interest to Anderson Motor Lines, Inc. 
Certificate granted in MC 504, Sub. 1, to applicant, as successor 
in interest to Anderson Motor Lines, Inc., continued operations, 
specified commodities, from and to points in Ga., Tenn., Ky., 
Ind., O., W. Va., Pa., N. Y., Del., N. J., Va., Md., Mich., D. C., 
N. C., and S. C. Application in MC 504 for a certificate to 
applicant, as successor in interest to James R. Harper, to operate 
as a common carrier of general commodities between points in 
Yancy states, proposed to be denied under the grandfather 
clause. 

New York (Watertown)—MC 103517, John Mosher, con- 
tract carrier. Permit proposed. Specified commodities from 
and to points in N. Y. 

Virginia (Halifax)—-MC 103383, N. F. Martin, contract 
carrier. Permit proposed. Petroleum products, in bulk, in tank 
trucks, Greensboro, N. C., and points within 15 miles thereof, 
to points in Va. 

Illinois (Herrin)—-MC 103240, Louis M. Rolando, contract 
carrier. Denial proposed. Beer, St. Louis, Mo., to Herrin, and 
empty beer containers in the reverse direction. 

South Dakota (Presho)---MC 103076, Theodore Boschee, 
common carrier. Certificate proposed. Specified commodities 
in S. D., Neb., Ia., and Minn. 

Kentucky (Mt. Sterling)—-MC 102624, Sub. 3, Ivan Ballard 
Conyers, extension. Permit recommended. Specified commodi- 
ties, Lexington, Ky., to points in O., W. Va., Va., and N. C., 
returning to Lexington with empty containers and rejected 
Shipments. Grant of authority is on condition that applicant 
request revocation of the outstanding permit in MC 102624. 

__ Rhode Island (Victory Highway, in the Mapleville district 
of Burrillville)—MC 100061, Sub. 1, Skylines, Inc., extension. 
Denial of certificate proposed. Passengers and their baggage 
= a operation between Blackstone, Mass., and Pascoag, 
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New Jersey (Elizabeth)—-MC 93951, Charles Kuell, com- 
mon carrier. Certificate proposed. Lumber, between Newark 
and Elizabeth, N. J., on the one hand, and points in N. J., N. 
Y., and Pa., on the other. 

Massachusetts (Taunton)—-MC 74486, Sub. 1, Joseph S. 
Rose, common carrier. Certificate proposed. Specified com- 
modities between points in Mass., and R. I., within a 40-mile 
radius of Taunton, Mass. 

New York (New York)—MC 73727, Interstate Van Lines, 
Inc., common carrier, embracing MC 73728, Same, broker ap- 
plication. Denial of certificate under the grandfather clause 
in MC 73727 and a license in MC 73728 proposed. Applicant 
sought a certificate to transport household goods, non-radially, 
between specified points in U. S., and a license to operate as 
a broker at New York, N. Y., of general commodities, except 
live stock and explosives, in interstate or foreign commerce. 

New Jersey (Bloomfield)—-MC 69260, Modern Omnibus & 
Service Co., Inc., common carrier. Certificate proposed. Con- 
tinuance of operation, passengers and their baggage, in round- 
trip charter operations, from and to specified points in N. J., 
N. Y., Pa., Conn., R. I., Del., Va., and Washington, D. C. 

New Hampshire (Winchester)—-MC 64322, Sub. 1, Ken- 
neth E. Perry, common carrier. Certificate proposed. Speci- 
fied commodities between points in N. H., on the one hand, and 
points in Mass., and Vt., on the other. 

New Jersey (Paterson)—-MC 64202, Sub. 1, James Russo, 
common carrier extension. Certificate proposed. Specified 
commodities between Paterson and Sloatsburg, N. J., and be- 
tween New York, N. Y., and Sloatsburg. 

West Virginia (Inwood)—-MC 60437, Sub. 2, A. J. Mason, 
extension. Certificate recommended. Specified commodities 
from and to points in N. Y., Pa., Va., W. Va., N. J., Md., Del., 
and D. C. 

Missouri (Kansas City)—-MC 59702, Sub. 1, Ray Muckey, 
extension. Certificate proposed. Steel and iron truck and 
trailer tanks, Kansas City to Chicago, Ill. 

New York (New York)—MC 52516, Sub. 2, Shephard Ware- 
house, Inc., extension. Permit proposed on further proceed- 
ings. Specified commodities for a certain class of shipper be- 
tween specified eastern and southern points. 

lowa (Elma)—MC 46880, Sub. 1, Ear] Hayden, extension. 
Certificate proposed. Specified commodities between points in 
Minn., on the one hand, and points in Ia., on the other. 

Minnesota (Wilmot)—MC 45924, Sub. 1, Leo J. Fuersten- 
berg, extension. Certificate proposed. Farm machinery and 
parts, between points in Ia., and IIll., on the one hand, and 
points in Minn., on the other. 

Indiana (Indianapolis) —-MC 45829, Sub. 3, Carolina Motor 
Express Lines, Inc., extension. Dismissal of application for a 
certificate proposed at applicant’s request. Army and naval 
ordnance between all points in Fla., Ga., Ill., Ind., N. C., O., 
S. C., Va., W. Va., and certain portion of Ia., Mo., and Ky. 

New Jersey (Jersey City)—-MC 42261, Sub. 2, Langer 
Transport Corporation, extension. Certificate proposed. Petro- 
leum and products, in bulk, in tank trucks, between Newark, 
N. J., on the one hand, and points in Conn., on the other. 

New Jersey (Jamesburg)—-MC 37070, Sub. 1, Warren P. 
Dey, common carrier. Denial proposed. Specified commodities, 
Baltimore, Md., Philadelphia, Pa., New York, N. Y., and Tren- 
ton and Carteret, N. J.. to points in N. Y., N. J., and Pa., within 
200 miles of New York, N. Y., and returned or rejected ship- 
ments in the reverse direction. 

Virginia (Richmond)—-MC 35541, Sub. 3, Harry Schneider, 
extension. Certificate proposed. General commodities, except 
dangerous explosives, between Richmond, Va., and the Rich- 
mond general depot near Richmond. 

New Jersey (Sea Isle City)—-MC 32505, Sub. 2, Vinci’s Ex- 
press, Inc., extension. Denial of certificate proposed. Asphalt 
roofing, Edge Moor, Del., to points in Md., N..J., and Pa. 

Tennessee (Chattanooga)—-MC 28770, Sub. 4, William S. 
Magill, Jr., extension. Certificate proposed. General commodi- 
ties, with exceptions, between Ducktown and Appalachia Dam 
Site. Tenn. 

Illinois (Peoria)—-MC 26603, Sub. 3, American Freight 
Lines, extension. Certificate proposed. General commodities, 
with exceptions, from and to points in the Chicago, IIl., com- 
mercial zone, except Chicago, as intermediate or off-route points 
in connection with applicants’ present regular route operations. 

Illinois (Chicago)—-MC 22199, Sub. 3, Bates Motor Trans- 
port Lines, Inc., extension. Certificate proposed. General com- 
modities, with exceptions. to and from points within 10 miles 
of the municipal limits of Louisville, Ky., as intermediate and 
off-route points to applicant’s presently authorized regular 
route operations. 

New York (Livingston Manor)—MC 20173, Millard Du- 
mond, common carrier. Denial proposed. General commodities 
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between Livingston Manor, N. Y., and points in N. Y., N. J., 
and Pa. 

New York (New York)—MC 16682, Sub. 1, Mural Delivery 
Service, common carrier extension. Certificate proposed. 
Kitchen equipment, uncrated, between New York, N. Y., on 
the one hand, and points in Md., and Va., on the other. 

Wisconsin (Milwaukee)—-MC 12239, Boulevard Fireproof 
Warehouse Co., Inc., broker application. License proposed. 
Household goods at Milwaukee, between points in Milwaukee 
— Wis., and all points in U. S., except those in Wis., and 
Ill. 

Missouri (St. Louis)—-MC 10872, Sub. 3, Be Mac Motor 
Transport Co., Inc., extension. Certificate proposed. General 
commodities, with exceptions, between points in IIl. 

Indiana (South Bend)—MC 2941, C. & E. Trucking Cor- 
poration, contract carrier. Permit recommended. Packing 
house products and supplies, Chicago, Ill., to Elkhart, Ind., and 
certain intermediate and off-route points; paper boxes, South 
Bend to Chicago and certain nearby points; and rejected ship- 
ments of the aforementioned commodities from original destina- 
tions back to original points of shipment. 

New York (New York)—MC 2835, Sub. 3, Adirondack 
Transit Lines, Inc., extension. Certificate proposed. Passen- 
gers, baggage, express, mail and newspapers, between Sarnac 
Lake and Malone, N. Y. 

Tennessee (Nashville)—-MC 159, Jack Wehby, contract car- 
rier. Permit proposed on further hearing. Packing house sup- 
plies not for resale and packing house products, Nashville, 
Tenn., to points in Ala. 

Rhode Island (Providence)—-MC 103357, William T. Mar- 
key, common carrier. Certificate proposed. Excavating mate- 
rials, road building materials and road building machinery, in 
dump trucks, between points in R. I., and points in Mass., and 
Conn., within 25 miles of the R. I. state line. 

Pennsylvania (Bethlehem)—MC 81304, Sub. 1, Margaret 
A. Pursell, extension. Certificate proposed. Household goods 
between Bethlehem, and points within 5 miles thereof, on the 
one hand, and points in N. Y., N. J., Del., Conn., Mass., R. I., 
Md. and D. C., on the other. 

New York (Brooklyn)—MC 103073, Leo Flaxman, contract 
carrier. Denial proposed. Uncrated new furniture, between 
New York, N. Y., on the one hand, and points in N. Y., N. J., 
Pa., and Conn., on the other. 

North Carolina (Columbia)—-MC 102976, Sub. 2, Ambrose 
B. Hopkins, Jr., extension. Certificate proposed. Lumber and 
wood shingles, Columbia and points within 25 miles thereof, to 
points in Va., and potatoes, Columbia and points within 25 miles 
thereof, to points in Va., Md., Del., Pa., N. J., the New York, 
N. Y., commercial zone, and D. C. 

New Hampshire (Winchester)—MC 102694, Philip Henry 
Lackery, common carrier. Certificate proposed. Specified com- 
modities between Winchester and Keene, N. H., on the one 
hand, and points in Mass., and Vt., within 60 miles of Keene 
and Winchester, on the other. 

New Hampshire (Manchester)—MC 102545, Bertrand Du- 
mont, common carrier. Certificate proposed. Household goods 
between Manchester and points within 5 miles thereof, on the 
one hand, and points in Me., Mass., and Vt., on the other. 

Utah (Salt Lake City)—-MC 101676, Sub. 4, Combes Gas & 
Oil Co., extension. Denial of permit proposed. Crude oil, in 
a in tank trucks, points in Wyo., to points in Wyo., and 
Utah. 

South Carolina (Conway)—MC 89617, Sub. 6, Freeman A. 
Lewis, extension. Certificate proposed. Forest products, points 
- 2 C., and N. C., to points in Va., Md., Del., N. J., Pa., and 

Chio (Toledo)—MC 87555, Midwest Truckers, Inc., com- 
mon carrier. Dismissal proposed at applicant’s request. Gen- 
eral commodities, with exceptions, between points in IIl., Ind., 
O., Pa., N. Y., and Mo. 

West Virginia (Chester)—-MC 83610, Sub. 1, Anna Linger, 
extension. Certificate proposed. Saggers (fire-clay box), New- 
ell, W. Va., to points in O., and Pa. 

Nebraska (Omaha)—MC 70451, Sub. 9, Watson Bros. 
Transportation Co., Inc., extension. Denial of certificate pro- 
posed. General commodities, with exceptions, between Cam- 
eron, Mo., and Chicago, TIl. 

North Carolina (Charlotte)—-MC 61599, Sub. 35, Queen 
City Coach Co., extension. Certificate proposed. Passengers, 
baggage, express, mail and newspapers between Erwin, Tenn., 
and the junction of Tennessee highways 81 and 93 over Ten- 
nessee highway 81. 

Virginia (Bristol)—-MC 60875, Sub. 4, Rutherford Freight 
Lines, Inc., exception. Certificate proposed. General commodi- 
ties, with exceptions, between points in Tenn., W. Va., Va., 
and N. C. 

New Jersey (Perth Amboy)—MC 60847, Sub. 2, Standard 
Trucking Co., contract carrier extension. Permit proposed. 
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Specified commodities, from and to Perth Amboy, N. J., on the 
one hand, and to and from points in Conn., Del., Pa., and N. Y., 
on the other. Issuance of a permit is subject to the condition 
that such permit and the permit issued in MC 60847, Sub. 1, 
to the extent they cover the same operations confer but one 
operating right. 

Missouri (Kansas City)—MC 38183, Sub. 4, Wheelock 
Bros., Inc., extension. Certificate proposed, subject to condi- 
tion. General commodities, with exceptions, to and from points 
in the Chicago, Ill., commercial zone, except Chicago, as inter- 
mediate or off-route points in connection with applicant’s pres- 
ent regular route operations. 

Kentucky (Pikeville)—-MC 30669, Sub. 7, Blake Pinson, 
extension. Certificate recommended. General commodities, 
with exceptions, between the junction of U. S. highway 23 and 
Kentucky highway 80 and the Perry-Knott county line over 
Kentucky highways 80 and 15. 

New Jersey (Newark)—MC 29660, Herman Lozowick 
Trucking Co., Inc., contract carrier. Amended permit proposed 
on further hearing. Prior report, 30 M. C. C. 804, modified, 
and applicant found entitled to operate as a contract carrier of 
specified commodities for a certain class of shippers, between 
New York, N. Y., and Nyack, N. J. 

New York (Johnson City)—-MC 16945, Sub. 4, Earl Lyon 
and C. A. Depue, extension. Certificate proposed. Specified 
commodities between Johnson City and Summer Hill, N. Y., 
and Dupont, Pa., and from Binghamton, and points in New 
York within 75 miles thereof, to Dupont. 

Pennsylvania (Philadelphia)—-MC 1475, James Gallagher, 
Inc., common carrier, embracing MC 52705, Same, forwarder 
application. Certificate proposed. Continuance of collection 
and delivery services of general commodities between points 
in the Philadelphia, Pa., commercial zone. Applications in all 
other respects proposed to be denied. 

Ohio (Cleveland)—MC 1503, Sub. 28, Central Greyhound 
Lines, Inc., extension. Certificate proposed. Passengers, bag- 
gage, express, mail and newspapers between Hackensack, N. J., 
and New York. 

Pennsylvania (Pottstown)—-MC 43599, Sub. 2, Charles A. 
Rock, extension. Certificate proposed. Soil pipe and soil pipe 
fittings, Reading, Pa., to points in Mass., Conn., and R. I., and 
those in Del., other than Wilmington, with rejected shipments 
on return to Reading. 


Cc. & N. W. ABANDONMENT 


Declaring that it was apparent that the line had served 
the purpose for which it was built, Examiner Lucian Jordan, 
in a proposed report in Finance No. 13517, Chicago & North 
Western Railway Co. Trustee Abandonment, has recommended 
that the Commission, division 4, find that the present and fu- 
ture public convenience and necessity permit abandonment by 
Charles M. Thomson, trustee of the C. & N. W., of the so- 
called Hiles branch, extending approximately 9.13 miles from 
Hiles Junction to Hiles, in Oneida and Forest counties, Wis. 
The line was built in 1902 and 1903 to serve an area covered 
with timber. A large proportion of the marketable timber 
has been removed, the remaining being second-growth pulp- 
wood. The examiner said if the line was abandoned most of 
the traffic now handled could be trucked to Argonne, a point 
on the Minneapolis, St. Paul & Sault Ste. Marie Railway, 7 
miles from Hiles by an improved highway. 


Cc. and N. W. Abandonment 


Further hearing was held by the federal court at Chicago, 
April 9, in civil No. 3928, State of Nebraska et al. vs. United 
States, the Commission, and the Chicago and North Western, 
in which the plaintiffs seek to show that the Commission acted 
arbitrarily in refusing to reopen for further hearing Finance 
13172, C. and N. W. abandonment of its branch line between 
Linwood and Hastings, Neb. An injunction is sought to prevent 
application of the Commission’s order of December 20, 1941, 
permitting abandonment of the 103-mile line. 

In January, the State of Nebraska et al. asked for a re- 
hearing to present new evidence intended to show that the 
abandonment should not be permitted, and in February the 
Commission denied the petition to reopen. The federal court, 
composed of M. L. Igoe and P. L. Sullivan, district judges, and 
J. Earl Major, circuit judge, held a hearing in the injunction 
case, February 27, but adjourned the hearing for time to decide 
whether or not to allow the plaintiffs to introduce the new 
evidence which they had asked the Commission to consider on 
—— in the finance case (see Traffic World, March 7, 
p. . 

The court permitted both the plaintiffs and defendants to 
introduce new evidence at the April 9 hearing. The plaintiffs 
introduced evidence intended to show that the line would be 
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needed to handle traffic which, in the past, had been handled 
py truck lines, operations of which would be curtailed because 
of truck and tire rationing in the war period; that the line 
would be needed to handle materials used in constructing and 
maintaining new war production plants, and that the line could 
be operated at a profit, partly because of increased war traffic 
and partly because of increased crop farm traffic. The de- 
fendants placed W. J. Malatesta, Chicago, of the War Produc- 
tion Board staff, on the stand to testify that the government 
needed for steel scrap an approximate 10,000 tons of rail which 
might be salvaged by the abandonment. 

Counsel for the defendants said that the only question 
which the court should decide was whether or not the Com- 
mission had acted arbitrarily in refusing to reopen the hearing 
on the basis of the record before the Commission and the peti- 
tion to reopen. They said that the plaintiffs had submitted 
new evidence which could not be used by the court to decide 
that question, because the Commission could not have acted 
arbitrarily in regard to evidence not before it. They said the 
record made before the Commission showed that the branch 
line was operated at a loss; that other railroad lines adequately 
served the territory involved, and that under the law the rail- 
road should have the right to abandon the line even if it were 
true that truck transportation might be curtailed. 

The court took the matter under advisement. 


SOME ADO ABOUT CHEWING GUM 


The government barge line, showing concern to the extent 
of five typewritten pages, has asked the Commission to sus- 
pend tariffs of railroads, dated to be effective April 11, propos- 
ing to establish storage in transit on chicle or chewing gum 
base, imported through Gulf ports, the privilege to be exer- 
cised at St. Louis and East St. Louis. The barge line objects 
because the storage is to be limited to gum moving on all- 
rail rates. 

The Commission authorized the railroads to publish the 
storage in transit privilege so as to get the gum out of the Gulf 
ports, at some of which there had been indications of conges- 
tion, except by reason of the activities of the railroads in keep- 
ing the freight moving into the interior. 

The government barge line represents that unless storage 
is made available on the barge-rail rates the rail carriers will 
be successful in eliminating legitimate competition. 

The Commission voted April 9 not to suspend the proposed 
rates. But it decided the subject was worthy of further in- 
quiry. It voted therefore to institute an investigation. At that 
time the barge line and others that may be interested in the 
matter may tell the Commission what they think should be 
done about the railroads’ treatment of the carrier by water. 


Grain Transit at Rate-Break Points 


In a brief in No. 28499, the Board of Trade of Kansas City, 
Mo., vs. Chicago, Rock Island & Pacific Railway Co., the com- 
plainant asks the Commission to find, notwithstanding the 
Commission’s decision in Grain From Kansas to Arkansas, 238 
I C. C. 207, 215, that the proportional rates from Kansas City 
to destinations on the defendant’s line in Arkansas should be 
canceled in so far as traffic from origin points in Nebraska 
is concerned. 

“The chief evil sought to be remedied by the complainant,” 
says the brief, “is the imposition of higher through charges 
when transit is taken at Kansas City than are imposed on simi- 
lar shipments transited at other points. Such higher charges 
result solely from the tariff requirement that where a pro- 
portional rate is in effect from the transit point to the destina- 
ton it shall be the only basis of charge from the transit point. 
Proportional rates are in effect from Kansas City, but not from 
such other transit points, hence Kansas City is singled out for 
different treatment. If there were no proportional rates from 
Kansas City to the destinations involved applicable to traffic 
originating at points in Nebraska then the general transit rules 
would allow transit at Kansas City on the basis of the through 
one-factor rates now applicable via Kansas City and thus place 
Kansas City upon an equality with other transit points. There 
's nothing to prevent this relief being accorded to Kansas City— 
the defendants are not bound by any order of the Commission 
a their own initiative could effect this relief if they chose 
0 do so.” 

Prior to July 1, 1935, said the brief, Kansas City was al- 
lowed to transit on any applicable through one-factor rate, 
the same as any other intermediate point and regardless of the 
fact that proportional rates then applied from Kansas City to 
the destinations involved. It said the rates effective July 1, 
1935, allowed stopping for transit at all intermediate points 
on the basis of the through published ratts, except that item 
9 (d) of the governing transit tariff provided that “from points 
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from which proportional rates are published to the transit des- 
tinations no basis lower than such proportional rates will ap- 
ply under transit.’”’ Under this rule, the brief said, the charge 
imposed on Kansas City operators exceeded the charge against 
any of the dealers at any other transit point. It listed 16 
transit points in Iowa, Kansas, Oklahoma, Arkansas and Louisi- 
ana which, it said, were “thus preferred,” and asked that the 
excess charges imposed on Kansas City operators ranged from 
0.5 to 10 cents a hundred pounds. The brief concluded as 
follows: 


A difference in charges is shown which results in an obvious dis- 
advantage as between competing localities and shippers and which is 
not justified by any difference in service or cost or by any other trans- 
portation element. It results from the operation of a rule of general 
but not universal application. The rule has not been enforced outside 
the western district and has been modified within that district. Relief 
can be afforded here by making another simple exception to the gen- 
eral rule or by simply limiting the application of the proportional 
rates so as not to apply on the traffic here involved. Unless relief 
is granted violence will be done to a rule long established and crystal- 
lized in a long line of cases. Section 3 of the act, which forbids undue 
prejudice against transit points, should not be ignored by the Com- 
mission. 


TARIFFS OF FORWARDERS 


Railroad respondents and the American Retail Federation 
have asked the Commission further to postpone the effective 
date, April 15, of its orders in Ex Parte MC 31, Tariffs of For- 
warding Companies, and MC 2200, Acme Fast Freight, Inc., 
et al., Common Carrier Application, striking so-called for- 
warder tariffs from its files, until legislation is enacted to pro- 
vide for the regulation of freight forwarders (see Traffic World, 
April 4, p. 944). 

The Commission April 9 further postponed from April 15 
to July 1 the effective date of its orders in MC 2200 and Ex 
Parte MC 31. 


Southern Live Stock Adjustment 


Arguments in great detail were made before the entire 
Commission April 8 and the following day for and against pro- 
posals made by Examiners T. Leo Haden and A. S. Worth- 
ington, with respect to rates on live stock in I. and S. No. 4779, 
Live Stock to and from the South, and cases joined with it 
(see Traffic World, Jan. 3, p. 17). 

The other cases are No. 28179, Farris & Co. et al. vs. 
Atlantic Coast et al.; No. 28289, Eastern Meat Packers Asso- 
ciation et al. vs. A. & R. et al.; No. 28312, Louisville Live 
Stock Exchange vs. A. G. S. et al.; No. 28365, Bourbon Stock 
Yard Co. vs. A. G. S. et al.; No. 27372, Louisville Live Stock 
Exchange vs. A. G. S. et al.; No. 28425, Louisville Board of 
Trade vs. A. G. S. et al.; No. 28450, Alabama Public Service 
Commission et al. vs. A. & R. et al.; No. 28518, Armour and Co. 
et al. vs. A. & R. et al.; I. and S. No. 4780, Live Stock from and 
to the South; I. and S. No. 4781, Live Stock, South to East; 
I. and S. No. 4782, Live Stock, South to East; and fourth sec- 
tion application No. 18114, Live Stock from and to Points in 
the South. 

Assignments of time for arguments were made to Wilbur 
LaRoe, Jr., for the Eastern Meat Packers Association; E. L. 
German, complainants in Nos. 28312, 28365, 28372, and 28425; 
H. D. Driscoll, complainants in No. 28450 et al.; F. C. Hillyer, 
complainants in No. 28179, C. A. Stewart, Fort Worth Live 
Stock Association; Haskell Donoho, Department of Agriculture; 
L. J. Quasey, National Live Stock Marketing Association; Ross 
D. Rynder, Swift & Co.; E. D. Mohr and R. J. Fletcher, south- 
ern territory lines; F. P. Day, Central Freight Association 
lines, and Harry C. Barron, western lines. 

The fundamental proposal of the examiners was for a mile- 
age scale for application within the south and between the 
south and east, with an arrangement from the west for a com- 
bination of proportionals based on the Mississippi, all of which 
would, if adopted, result in lower charges. The basic scale 
would be somewhat higher than the rate structure in the east, 
the latter being based on a rate between Chicago and New 
York adjusted, roughly speaking, to the percentage grouping 
observed in that territory on class rates. On short hauls the 
proposed scale would be one or two cents higher than the struc- 
ture in the east for the shorter hauls and about the same on 
the longer ones. 

According to Wilbur LaRoe, who might have been regarded 
as speaking for the complainants generally although he was 
strictly speaking only for eastern meat packers, there was no 
reason why the south should be regarded as the country’s 
economic problem No. 1 and that it would not be if the rates 
were on a reasonable basis. But, as he saw the contentions of 
the southern railroads which were opposing the revision in a 
general sense, the carriers were of the idea that the southern 
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live stock men were content with an inferior breed of stock 
and did not know enough to better their position. He did not 
agree with that view. 

Economically, he said, eastern meat packers had been shut 
out of the western animal market and had therefore to depend 
on the south and central territory to supplement the dwindling 
supply of animals from the west. It was his idea that the 
southern rail rates almost precluded the movement of live stock 
by rail, although the east would like a rate adjustment that 
would encourage rail movement, hence their interest in this 
controversy. He said the desire was for a scale in the south 
properly related to the east and to the rates the Commission had 
prescribed or approved from various points in the south to the 
east, particularly from Carolina territory. 


The railroads opposed the revision recommended by the 
examiners mainly on the ground that, if made operative, it 
would result in a loss of revenue. The southern lines said the 
conditions in their territory differed so much from those in the 
western district there was no need of transit, the movement 
from feeding areas to markets being short, the whole south, 
in general having pastures. The western lines opposed in 
particular a proposal to add three cents for crossing the Mis- 
sissippi. 


Charge on Partial Unloading 


A proposal by railroads serving San Francisco, Oakland, 
Alameda and Los Angeles to impose a charge of $1.50 for 
checking and receipting for individual lots of potatoes and 
onions delivered from carloads on team tracks has brought 
requests for the suspension of tariffs therefor from produce 
dealers in those cities. The tariffs are dated to be effective 
April 13. 

Requests for suspension have been received from Asso- 
ciated Produce Dealers and Brokers of Los Angeles, General 
Potato and Onion Distributors, Ltd., of San Francisco, Leon 
Hersh, of Oakland, Jacobs, Malcolm & Burt, and Harry C. Kidd 
of San Francisco. 

The first mentioned of the protestants asserted the pro- 
posed charge was for a service that had been rendered for many 
years by the carriers, which, if not accompanied by a reduction 
in freight rates, would amount to an increased burden of $6,982 
annually on the members of that organization, based on the 
business done last year. That protestant treated the charge as 
unreasonable, the service rendered, according to its view, being 
incidental to the operation of a team track. It said no showing 
had been made that such service required any extra expense 
on the part of the carrier. In addition it alleged undue preju- 
dice and preference the latter being for other fruits and vege- 
tables, prejudice against the user of rail service and preference 
for the user of motor service; and finally preference for other 
markets in California where no such charge would be levied. 

Answering the protests, the railroads took the position that 
if the trade practice of making individual lot deliveries from a 
carload standing on a team track was to be continued it could 
not be continued except in accordance with a charge for a 
service which would be an exception to the classification rule 
saying that where partial deliveries were to be made’ they 
should be made in accordance with tariffs providing for partial 
or split deliveries from a car that had moved to destination on 
carload rates or rating providing for delivery to one consignee 
at destination. They said the shippers objected to any charge 
in excess of a dollar a car at the points where provision is made 
for such partial deliveries. They said they had made a study 
through their agents and reached the conclusion that a charge 
of $1.50 a delivery would be the average cost of the service 
of having the deliveries checked and certified to the consignee 
of the carload. 

The carriers said they had put an expiration date on their 
tariffs, April 1, 1943, in which period they would check the 
matter by keeping track of the cost of performing the service 
which they contended was no part of the transportation service 
they were obligated to perform on carload freight billed to one 
consignee. They also pointed out that the service was optional 
in that if the receivers of the individual lots desired they might 
perform the service for themselves and report the facts to the 
consignee named on the bill of lading. 

The Commission took early action on the matter it refused 
April 8 to suspend the tariffs. Usually action on suspension 
proposals are not taken until a day before the effective date 
of the tariffs. 


LOADING CHARGE AT TEXAS PORT 
“The defendant, having neither collected for its account nor 
retained any proportion of the loading charges, cannot be 
called upon to pay to the complainant any sums for alleged 
loading unless those monies be repaid from freight charges 
collected for services rendered, which would actually con- 





TRAFFIC WORLD 


stitute, if required, a rebate of applicable freight charges.” 
averred a brief for the defendant in No. 28690, Texas Freight 
Co., Inc. vs. Newtex Steamship Corporation. 

The brief said the complainant sought reparation with 
the contention that a loading charge of 2% cents a hundred 
pounds which it had to pay for the loading of shipmenis op 
the defendant’s docks in Houston, Tex., onto trucks completing 
the delivery to the complainant was not specifically provide 
for in the defendant’s tariffs and that, therefore, the defendant 
collected charges which were unreasonable. 

As stated in the brief, the defendant’s position was that its 
tariffs did not provide for any service beyond ship’s tackle 
delivery, with the exception of certain segregation services. | 
said that before complainant or its agents (the trucking com. 
panies) were able to move the merchandise from the pier t 
which it had been transported from New York City by the de. 


fendant it was necessary to move the freight onto the tailgate 


of the truck, that this service was performed by union loaders 
and that complainant was required to pay such union loaders 
2% cents a hundred pounds therefor. Under an arrangement 
with the Shipside Contracting Co., a Houston stevedore, th 
complainant obtained the services of that company to load th 
truck and the defendant paid for that service and was reim-. 
bursed by the complainant. 

The brief contended that the agreement between the com. 
plainant and the Shipside company was one outside the scopy 
of the Commission’s jurisdiction, and that the record was 
“entirely devoid’ of proper or adequate proof that the freigh; 
charges wefe paid and borne by complainant. It asked th 
Commission to dismiss the complaint. 


Truck Drivers and Their Logs 


Desiring to hear more about the troubles of owners of 
bakery and beverage delivery trucks in getting prepared the 
logs the Commission’s safety regulations require the drivers to 
keep, the Commission has set a hearing on that subject at Wash- 
ington, May 5, before Examiner William T. Croft. The hearing 
is to be on petitions of the National Council of Private Motor 
Truck Owners, Inc., and the Eastern Meat Packers Associa- 
tion. 

The drivers in question are those which operate vehicles 
making many stops, for the delivery of goods to retail estab- 
lishments. The petitions were filed in Ex Parte MC-3, Need 
for Establishing Reasonable Requirements to Promote Safety 
of Operation of Motor Vehicles Used in Transporting Property 
by Private Carriers. 

The National Council of Private Motor Truck Owners, Inc. 
said it regretfully informed the Commission that its efforts to 
have the drivers prepare the required logs accurately and in 
strict accordance with the regulations had been largely unsuc- 
cessful. It said it had examined thousands of logs made by 
drivers engaged in multiple-stop operations and it estimated 
that less than 10 per cent were kept in accordance with the 
Commission’s regulations. It pointed out that the Commission 
had already exempted drivers of work-trucks from the require- 
ment of the rules and suggested like exemption for drivers ol 
this sort of vehicles. 

According to the Council the driver’s log is impracticable 
as applied driver-salesmen and other drivers of private motor 
vehicles engaged in multiple-stop operations. The log, it added 
was unnecessary as a basis for enforcement of the Commis 
sion’s hours of service regulations and that records already 
available in the files of these private carriers permitted accu- 
rate approximation of the hours of service, divided substantially 
as required by the driver’s log. 

According to the Eastern Meat Packers’ Association, the 
impractical effect of the requirements of Rule 5(a) of the safety 
regulations as applied to driver-salesmen and others required 
to make multiple-stops was evident from the fact that as many 
as 50 or 60 stops were required in trips of not more than 12) 
miles and that the stops were in the neighborhood of 10 minutes 
or less. 


WATER APPLICATIONS FILED 


The Commission’s Bureau of Water Carriers has announcel 
receipt of the following applications of water carriers for al: 
thority to operate under part III of the interstate commer¢ 
act: 

W-210, National Barge Co., Pittsburgh, Pa., for a perm! 
authorizing a new operation as a contract carrier in the trans 
portation of commodities generally and manufactured products 
by the chartering of vessels to private carriers in Pennsy!vanié 

W-888, V. G. Christensen, Seattle, Wash., for a certifical 
and permit authorizing a new operation as a common and Col 
tract carrier of passengers and commodities generally betwee! 
Astoria and Portland, Ore., serving intermediate Oregon an¢ 
Washington points. 
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Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many sched- 
ules not reproduced here. Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-1994, the Commission has suspended from 
April 6 until November 6, the operation in part of schedules 
MF-I. C. C. Nos. 10 and 11 of C. E. Jones, Wichita, Kan. The 
suspended schedules proposed to establish the following rule: 


Stops allowed: Three stops will be allowed to partly unload at 
ynloading points between Wichita, Kansas, and final unloading point 
at a charge of $2 for each stop. Freight charges will be computed 
on basis of the total weight of the shipment but not less than 15,000 
pounds at the rate from Wichita, Kan., to the highest rated unload- 
ing point at which any part of the shipment is unloaded. (The term 
ynloading point means any point in Oklahoma to which rates are 
named herein.) 


In I. and S. M-1995, the Commission has suspended from 
April 5 until November 5, the operation of certain schedules 
published in supplement No. 2 to tariff MF-I. C. C. No. 21 of 
The Transport Corporation of Virginia, Richmond, Va. In addi- 
tion to a present any-quantity commodity rate of 78 cents a 100 
pounds, the suspended schedules proposed to establish a new 
commodity rate of 68 cents a 100 pounds, minimum 36,000 
pounds, on cigarettes and manufactured tobacco, between Dur- 
ham and Winston-Salem, N. C., and Philadelphia, Pa. 

In I. and S. M-1996, the Commission has suspended from 
April 4 until November 4, the operation of certain schedules 
published in tariff MF-I. C. C. No. 6 of Charles Warren Falwell, 
Jr, Lynchburg, Va. ‘The suspended schedules proposed to 
establish a commodity rate of 79 cents a 100 pounds, minimum 
20,000 pounds, on boots and shoes from Boston, Mass., Provi- 
dence, R. I., and Putnam, Conn., to Lynchburg, Va.; and also 
arule covering consolidation of shipments at Boston. 

In I. and S. 5115, the Commission has suspended from 
April 7 until November 7, the operation of certain schedules 
as published in supplement No. 25 to Agent J. R. Peel’s tariff 
I.C. C. No. 3422. The suspended schedules propose to increase 
the rates On wrapping paper and paper bags, carloads, from 
certain origins in Arkansas and Louisiana to Jacksonville, Fla. 
The following is illustrative: 


From Crossett, Ark., to Jacksonville, Fla. 
38. From Bastrop, La., to Jacksonville, Fla. 


Present, 53; proposed, 
Present, 53; proposed, 54. 


Rates on Textile Products 


The Tennessee Manufacturers Association, of Nashville, 
Tenn., has filed a brief in I. and S. No. 3636, Cotton, Woolen 
and Knitting Factory Products, and related cases, setting forth 
exceptions to the proposed report of Examiner Henry B. Armes 
(see Traffic World, Feb. 28, p. 562) with the contention, among 
others, that “‘the northern carriers have no lawful right to a 
higher level of rates on textile goods from the South to the 
ra than prescribed by the Commission for application within 
the north. 

The brief said that, broadly speaking, the proposed report 
took three grounds: (1) that section 3 issues involving alleged 
undue prejudice to southern shippers could not be relied on to 
the extent urged by southern interests for the reason that the 
major eastern trunk lines involved in these proceedings did not 
effectively participate in both sets of rates from the south and 
New England to destinations in Indiana, Michigan, Ohio and 
New York; (2) that generally speaking the level or rates as a 
whole was higher within the south than within the north and 
that the rates on textiles from the south to the north had always 
been higher than within the north, and (3) that the record 
showed affirmatively that the northern industry, a large major- 
ity of the southern industry, and the railroads serving the entire 
lerritory, both north and south, all wished the present rate 
structure to continue in effect. The brief said the only section 3 
order that could possibly lie in this proceeding involving north- 
bound rates would run against the northern carriers who par- 
Ucipated in both sets of rates. 

_ “Here all that is asked by the southern interests,” it said, 
ls the enjoyment of a level of northbound rates on textile goods 
from the south on a fair relationship with like rates within the 
north. The northern carriers are not entitled to a higher level 
. a ‘s from the south than observed by them within the 

orth.” 


Continuing, the brief said: 


_ It is no valid excuse to say that this unequal rate burden should 
‘© maintained on the shoulders of some of the southern shippers 
merely because they are in the minority. The law makes no distinction 
detween large and small shippers, or big groups as against minority 
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groups. The record in this proceeding shows that the present ad- 
justment is unequal between textile mills in the Carolinas, on the one 
hand, and textile mills in Tennessee, Georgia and Alabama, on the 
other. There is no justification for this either under sections 1 or 3 
of the act. Even though absolute equality may not be obtained in 
all circumstances, there is still the obligation and duty resting on 


this Commission to accord all shippers just and reasonable rates free 
from undue discrimination, and for this we pray. 





Water Authority and Carolina Case 


Suggesting the use of the decision of the U. S. Supreme 
Court in the Carolina Freight Carriers Corporation case, de- 
cided March 2, 1942, as a guide, the River Lines (the Cali- 
fornia Transportation Co., and Sacramento & San Joaquin 
River Lines, Inc.), have asked the Commission to reconsider 
its report of February 23, 1942, in W-522, Nickols Transporta- 
tion Co., Common Carrier Application, authorizing operation 
as a common carrier of commodities generally between all 
ports and points on San Francisco Bay and its tributarial 
waters, including the San Joaquin River and the Sacramento 
River below and including Sacramento. 

The petitioners said their petition was based principally 
on the ground that the certificate granted authorized the trans- 
portation of “commodities generally” between San Francisco 
Bay points, on the one hand, and Stockton and Sacramento, on 
the other; whereas services of applicant Nickols, one of sev- 
eral operators that are generally designated as “delta carriers,” 
between those points were confined to a very narrowly limited 
class of commodities as to Stockton, while no commodities of 
any description whatsoever appeared to have been transported 
to or from Sacramento. 

The principles which should govern the determination of 
prescriptive operative rights, the petitioners said, were quite 
fully set forth in the Carolina case, which principles conformed 
fully with decisions rendered by the Commission in connection 
with “regular route” motor carriers under the motor carrier 
act. 

“In the instant proceeding we are not concerned with 
differentiation between so-called regular or irregular route 
carriers but are only concerned with legal principles according 
to which ‘grandfather’ rights should be determined as indicated 
by the holding out of the operator and the actual scope of its 
services,” say the petitioners. ‘For this purpose the decision 
of the Supreme Court will serve as a sufficient guide.” 

The petitioners said the applicant neither held itself out 
to transport nor did it carry “such a variety of traffic’ between 
San Francisco Bay points and Stockton, between San Fran- 
cisco Bay Points and Sacramento, or between Sacramento 
and the delta (the delta comprises the area below Sacramento 
and Stockton and above Collinsville or the confluence of the 
Sacramento and San Joaquin rivers at the upper entrance to 
Suisun Bay “as to satisfy in the slightest degree the require- 
ments for a ‘general commodities’ certificate with respect to 
such points.” 

The question, the petitioners said, was purely one of fact 
and “we are certain that no difficulty should be experienced 
in determining the true nature and scope of the applicant’s 
services in connection with a reconsideration such as is desired.” 


N. Y. O. & W. Financing 


To make available funds to continue the operation of the 
New York, Ontario & Western Railway Co. as an essential war 
facility, that road, by its trustee, Frederic E. Lyford, has ap- 
plied to the Commission, in Finance No. 13690, for approval of 
the sale of $2,000,000 par value of trustee’s certificates to the 
Reconstruction Finance Corporation. The certificates are pro- 
posed to be dated May 1, 1942, or such other date as agreed on, 
and to have such maturity, interest rate and other terms as 
may be agreed on with the R. F. C. 

“Since the outbreak of the war it has become apparent 
that the continued operation of the railroad is essential to the 
war effort,” says the application, pointing out that the road was 
engaged in the hauling of troop trains and handling a large 
tonnage of essential war and raw materials directly or indi- 
rectly for the use of the government; that it was, owing to the 
shortage of tankers, now handling large shipments of oil in 
train-load lots consigned to New England points, which ship- 
ments were expected to increase; and that the opening of navi- 
gation on Lake Ontario should bring large shipments of bitu- 
minous coal for the Canadian industry and increased shipments 
of other commodities. 

“Continued operation of the railroad is threatened by in- 
ability to raise funds,” says the application. “Some of the 
municipalities to which the applicant has large tax indebted- 
ness have, because of their own needs, felt the necessity of 
pressing their claims. It is essential that means be provided 
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to relieve that pressure and to place the road in a position 
where it can furnish its services without abandonments or pro- 
tracted litigation.” 

In August, 1941, according to the application, applicant in- 
formally applied to the R. F. C. for a loan. The loan, however, 
was not granted. Applicant said it was its belief that recent 
developments, including the outbreak of the war, had so changed 
the circumstances relating to it that reconsideration of the sub- 
ject in more definite form was in order. 

Since the matter was taken up with the R. F. C. last Au- 
gust, says the application, “a most serious effort has been made 
to place certificates in private channels but this has proved 
to be impossible.” 

Developments of the last few months had resulted in sub- 
stantial improvement in the business of the road and in prospec- 
tive revenues, says the application. It pointed out that, owing 
to decreases in real estate assessments negotiated with local 
tax districts, local real estate taxes had been reduced by ap- 
proximately $175,000 per annum. 

“The funds applied for through the purchase of the certifi- 
cates will make possible the continuance and development of 
the full service of the property as well as furnishing a basis 
for the permanent reorganization and rehabilitation of the rail- 
road,” says the application. 

Outstanding taxes aggregating $1,630,300, according to the 
application, are to be discharged. 


Protective Service Contracts 


Examiner F. L. Sharp and F. E. Hinman, of the Commis- 
sion’s accounting staff, held a further hearing at Chicago, 
beginning April 9, in Ex Parte 137, contracts for protective 
service. The proceeding involves charges for compensation paid 
by railroads for protective service against heat or cold fur- 
nished by them and car-line express companies. The power of 
mandatory regulation of such contracts was given to the Com- 
mission under section 14 (b) of the transportation act of 1940. 
The Commission approved a number of such contracts in an 
order issued in August, 1941, and Commissioner Eastman, 
December, 1941, issued a list of protective service units to serve 
as the basis of the contracts (see Traffic World, Dec. 6, 1941, 
p. 1451). 

Walter H. Rogers, auditor for the Pacific Fruit Express, 
San Francisco, testified that his company had signed contracts 
with the Southern Pacific, Union Pacific, and Western Pacific, 
that conformed to the unit system set up by the Commission; 
that each unit charge was based on detailed studies of costs 
involved in each service unit performed, and that the prices 
established would not adversely affect the public. J. P. Finke- 
naur, secretary and auditor, American Refrigerator Transit 
Company, testified similarly concerning contracts between his 
company and the Missouri Pacific and Wabash, adding, how- 
ever, that prices set up under those contracts were subject to 
revision in 1943 because the contractors were not certain of 
costs involved for the services. Both witnesses testified that the 
contracts provided that the railroads retain revenues received 
from the protective service, which the shippers paid, but com- 
pensate the car-line express companies on an agreed basis for 
each unit of service involved. 

It was stated that the various contracts provided for dif- 
ferent unit prices, caused by differences in the cost of providing 
the services in various parts of the nation. 

Examiner Sharp and Mr. Hinman met with the parties 
April 7 and 8 to confer regarding details of the contracts under 
consideration. The contracts had been submitted to the Com- 
mission prior to January 1, 1942, and the hearing was held to 
permit witnesses to testify that the contracts complied with 
the Commission’s rulings. It was expected that the hearing 
would continue the rest of the week. 


RAIL-OWNED TRUCK LINE SERVICE 


Saying that the practical effect of the proposed extension 
of operations would be no different from that which would be 
brought about by the institution of a new route serving the 
points in question, and that it followed that restrictions were 
needed to exactly the same extent as they would be needed if 
the application were, in fact, one for the establishment of such 
a route, the Railway Labor Executives’ Association, in a brief 
in MC 50544, Sub. No. 19, Texas & Pacific Motor Transport 
Co. Extension of Operations, excepted to the proposed report 
of joint board No. 77. on the ground that it did not contain 
“adequate” restrictions. 

The R. L. E. A. suggested that additional restrictions be 
imposed so as to prohibit applicant from serving or inter- 
changing traffic at any point not a station on the rail line of 
the Texas & Pacific Railway Co. and so as to require that ship- 
ments transported by applicant be limited to those it received 


TRAFFIC WORLD 


from or delivered to the Texas & Pacific Railway Co. under 
a through bill of lading covering, in addition to movement by 
applicant, a prior or subsequent movement by rail. 

“The applicant,” said the brief, “is now conducting motor 
truck operations over U. S. Highway 80, between the cities o; 
Dallas and Abilene, Tex. It seeks authority to extend this 
service to four points which are off-route as far as applicant's 
operations are concerned, but which are on the line of railroad 
operated by the Texas & Pacific Railway Co. between these 
termini. This authority, if granted, would place the applicant 
in a position to institute truck service to all or substantially 
all the local stations on this rail line between the cities of 
Weatherford and Ranger, both in Texas. The application, 
therefore, is not materially different in scope and effect than 
it would be if it sought authority to institute truck service be. 
tween these termini via the rail station points to be served.” 


NEW HAVEN REORGANIZATION 


A compromise plan for the reorganization of the New York 
New Haven & Hartford so as to include in the New Haven 
system both the Old Colony and the Boston & Providence ha; 
been filed with the Commission in Finance No. 10992, New 
York, New Haven & Hartford Railroad Co. Reorganization, 
It was submitted by a compromise committee appointed by 
Judge Hincks of the federal court for Connecticut having juris. 
diction of the matter; the New Haven; the Insurance Group; 
the Mutual Savings Bank Group; and the Old Colony Railroad 
Co. Plan Committee. 

In its plan for the reorganization of the New Haven the 
Commission made provision for the inclusion of the Old 
Colony, except the part of that road as to which abandonment 
proceedings had been begun, and the Boston & Providence, 
in the reorganized system. The court, when it considered the 
Commission’s plan, expressed the opinion that the inclusion of 
the two roads would put too much of a burden on the New 
Haven. 

The plan that has been submitted undertakes to modify 
the terms and conditions under which the reorganized New 
Haven shall acquire and operate the two parts of the old sys- 
tem, which, in the opinion of the court, would have constituted 
too great a burden for the reorganized company to carry under 
the Commission’s terms. 


AUTOMATIC SIGNAL INSTALLATION 

Six railroad brotherhoods have joined in a brief in opposi- 
tion to an application of the Chicago Great Western Railway 
Co., in No. 28000, Sub. No. 74, for permission to install auto- 
matic signal and smash-board protection in lieu of mechanical 
interlocking at Taopi, Minn. Parties to the brief are the 
Brotherhood of Locomotive Engineers, the Brotherhood of 
Locomotive Firemen & Enginemen, the Order of Railway Con- 
ductors, the Brotherhood of Railroad Trainmen, the Brother- 
hood of Railroad Signalmen and the Order of Railroad Teleg- 
raphers. 

At Taopi, says the brief, the main line of the Milwaukee 
between Austin, Minn., and Calmar, Ia., crosses the main track 
of the Chicago Great Western line between St. Paul, Minn, 
and Oelwein, Ia., and a passing track of the C. G. W. This 
crossing, it says, is at present protected by a mechanical inter- 
locking plant located in a tower near the intersection of the 
two railroads and operated manually by three employes whose 
hours of duty cover the entire 24-hour period of each day. The 
brief argued that the primary purpose for the application was 
one of economy, as the services of the three men now employed 
at the crossing would not be required, that a witness for the 
applicant said the proposed changes would maintain “about the 
same degree of safety,” and that applicant had not introduced 
“one scintilla of evidence” that the proposed changes would 
promote safety. 


B.-R. |. ABANDONMENT 


The Commission, by Commissioner Porter, acting on 4 
petition of Joe T. Steadham, chairman of the joint legislative 
board of the transportation brotherhoods, has extended from 
March 19 to April 18 the effective date of the certificate issued 
in Finance No. 13561, Burlington-Rock Island Railroad C0. 
Abandonment, permitting abandonment of the portion of the 
road’s branch line extending 22.53 miles northwesterly from 
Mexia to Hubbard, Tex. In a petition, Steadham asked for re 
consideration of the action of division 4 in approving the abat- 
donment and that the Commission “give special consideration 10 
the rights of employes affected by said ruling, and exercise its 
authority granted by the Supreme Court of the United States 
in the case of Interstate Commerce Commission vs. Railway 
Labor Executives Association, No. 223.” The petitioner declared 
that employes of the line were left stranded without the pro 
tection that the law contemplated and afforded. It submitted 
that the application be not granted and that the ruling of 
division 4 be set aside. 
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U. S. Supreme Court Decisions 





Strike on Board Ship Unlawful 


With Justices Reed, Black, Douglas and Murphy dissent- 
ing on the ground they could see no justification for “an iron 
rule that a discharge of a striker by his employer for some 
particular unlawful conduct in furtherance of a strike is suf- 
fcient to bar his reinstatement as a matter of law,” the Su- 
preme Court of the United States, April 6, in an opinion by 
justice Byrnes in No. 320, Southern Steamship Co., petitioner, 
ys, National Labor Relations Board and National Maritime 
Union of America, upheld the action of the steamship com- 
pany in discharging seamen who went on strike while on board 
ship. The court reversed the U. S. Circuit Court of Appeals 
for the third circuit. ; 

The steamship company was accused by the National 
Labor Relations Board of violating the national labor relations 
act in that it refused to bargain with the National Maritime 
Union. The board said that, as a result of this refusal a strike 
had occurred on July 18, 1938, aboard petitioner’s S. S. City of 
Fort Worth while docked at Houston, Tex., and that, on the 
vessel’s return to Philadelphia on July 25 five members of 
the crew were discharged because of their membership and 
activity in the union and particularly because of their par- 
ticipation in the strike, and that as a result of these discharges 
other members of the crew of the Fort Worth had gone on 
strike while the vessel was at home dock in Philadelphia. The 
board ordered the steamship company to reinstate with back 
pay the five men discharged and to do other things specified 
in the order. The Circuit Court, which petitioner asked to 
set aside the order, entered a decree enforcing the order. 

Disposing of contentions except that involving discharge 
of the five striking seamen, Justice Byrnes said the situation 
was one in which an employer indulged in an unfair labor 
practice, a strike resulted, and several men were discharged 
for participating in the strike. 


“If there were no more to the case, and the board found 
that it would serve to effectuate the policies of the act to re- 
instate the strikers, an order requiring reinstatement would 
undoubtedly be enforceable,” said Justice Byrnes, citing Na- 
tional Labor Relations Board vs. Stackpole Carbon Co., 105 
F. 2d 167. “But there is more to this case. The strike was 
conducted by seamen on board a vessel and away from home 
port. The question is whether this circumstance renders it 
an abuse of discretion for the board to order reinstatement of 
the strikers. We think that it does.” 

Continuing, he said: 


Ever since men have gone to sea, the relationship of master to 
seaman has been entirely different from that of employer to employe 
on land. The lives of passengers and crew as well as the safety of 
ship and cargo are entrusted to the master’s care. Every one and 
‘very thing depend on him. He must command and the crew must 
obey. Authority cannot be divided. ‘These are actualities which the 
law has always recognized. On the one hand, it has imposed numerous 
prohibitions against conduct by seamen which destroys or impairs this 
authority. We shall consider in a moment the nature and scope of the 
triminal sanctions imposed in case of revolt and mutiny. But it is 
worth noting here that the form of the ‘“‘shipping articles’’ which the 
master and every member of the crew must sign prior to the voyage 
has been carefully prescribed by Congress, and that these articles con- 
lain this promise: ‘‘And the said crew agree . . . to be obedient to the 
‘awful commands of the said master . . . and their superior officers 
everything relating to the vessel, and the stores and cargo thereof, 
whether on board, in boats, or on shore...’ U.S. C., Title 46, §§ 564, 
3. On the other hand, workers at sea have been the beneficiaries of 
‘xtraordinary legislative solicitude, undoubtedly prompted by the limits 
ipon their ability to help themselves. The statutes of the United States 
tontain elaborate requirements with respect to such matters as their 
medicines, clothing, heat, hours and watches, wages, and return trans- 
dortation to this country if destitute abroad. U.S. C., Title 46, §§ 651- 
2, 1131. It is in this setting of fact and law that we must test the 
validity of the board’s order of reinstatement. 

Petitioner contends that the strike aboard the City of Fort Worth 
atthe dock in Houston was mutiny and violated Sections 292 and 293 
of the Criminal Code. . The board’s defense to this contention is 
Wo-fold. It argues, first. that the conduct of the strikers did not 
Vilate either of these sections, and, second, that even if it did the 
“lation does not bar their reinstatement. 

First. We think that the strike aboard the City of Fort Worth 
July 18 was in violation of §§ 292 and 293. It may hardly be dis- 
Puted that each of the strikers resisted the captain and other officers 
e the free and lawful exercise of their authority and command, within 
we meaning of § 293. or that they combined and conspired to that 
‘id, within the meaning of § 292. Deliberately and persistently they 
feed direet commands to perform their duties in making ready for the 
Parture from port. It is true that they did not engage in violence 
‘prevent the other men and officers from proceeding with prepara- 



















tions for the voyage. But short of that, they did what they could to 
prevent the ship from sailing. In the words of the striker Tracey, 
had they not believed that their demands had been satisfied, ‘‘we 
would still be sitting there.’’ There is no doubt that they undertook 
to impose their will upon the captain and officers. 

None of these facts is denied by the respondents or by the Circuit 
Court. Indeed it is admitted that had the strike occurred on the 
high seas, the participants would have been guilty of mutiny. But 
a distinction is said to lie between strikes at sea and at dock. To 
determine the validity of this distinction we turn first to the words 
of the statute. They are plain enough: ‘“‘Whoever, being of the crew 
of a vessel of the United States, on the high seas, or on any other 
waters within the admiralty and maritime jurisdiction of the United 
States,’’ etc. It has long been settled that the admiralty and maritime 
jurisdiction of the United States includes all navigable waters within 
the country. The Genesee Chief, 12 How. 443. The water in the 
harbor of Houston is certainly navigable, and a boat at dock there is 
obviously within the territorial limits of the United States. The words 
of the statute alone, therefore. do not warrant an exception in the 
case of a vessel situated as the City of Fort Worth was when the 
strike occurred. 

Nor are we referred to the decision of any court in which such 
an exception has been implied. Under the original mutiny act of 1790, 
Justice Story held without hesitation that a refusal to work while a 
vessel was in an American harbor was a violation of the statute. The 
act of 1790 was supplanted in 1835 by a statute which, with only minor 
changes, now appears as Sections 292 and 293 of the Criminal Code, 
set out above. Since 1835, whenever the question has arisen, the courts 
have held that a mutiny may occur in a harbor, either foreign or do- 
mestic, as well as at sea. It is true, however, that in none of these 
cases does it expressly appear that the vessel was tied to a dock as 
was the City of Fort Worth in this case. And in the Rees case, the 
court specifically reserved the question of whether the Mutiny Act 
bars a strike on board a vessel so situated. 95 F. 2d 784, at 792. 

It was therefore strictly accurate for the Circuit Court of Appeals 
to observe that ‘‘the question of the right of seamen to strike under 
the circumstances of the case before us is still an open one.’’ On this 
assumption however, it proceeded to conclude that the necessity for 
absolute authority in the master is so considerably diminished when 
the ship is moored in a ‘‘safe’’ port that a strike in such circumstances 
should not be held to violate the act. This theory has been regarded 
with favor by a number of courts and commentators and is said to 
conform more closely to changed conceptions with respect to the free- 
dom of workers on land or sea to organize, to bargain, and to use 
economic weapons to enforce their demands. 

The difficulty with the contention is that it ignores the plain con- 
gressional mandate that a rebellion by seamen against their officers 
on board a vessel anywhere within the admiralty and maritime juris- 
diction of the United States is to be punished as mutiny. If this man- 
date is to be changed, it must be changed by Congress and not by 
the courts. If further proof be needed of a congressional belief that 
the requirements of discipline during a voyage do not vary with each 
change in circumstance, it may be found in the shipping articles to 
which we have already referred. For in those articles the members 
of the crew are obliged to promise to obey lawful commands ‘‘whether 
on board, in boats, or on shore.’’ And before a seaman’s certificate is 
issued by the Bureau of Marine Inspection and Navigation the appli- 
cant must take an oath to “ .. . carry out the lawful orders of my 
superior officers on shipboard.’’ The lower court expressed the opin- 
ion, ‘‘Upon reason, however, there is no sound basis for depriving 
seamen of this right [to strike] when as here their vessel is moored 
to the dock in a safe domestic port.’’ But the soundness or unsound- 
ness of the reasoning is for the determination of Congress. As re- 
cently as 1939 two bills were introduced in the House of Representa- 
tives for the purpose of limiting the scope of Sections 292 and 293 to 
vessels ‘‘under way on the high seas.’’ H. R. 3427, 3428, 76th Congress, 
1st Session. The United States Maritime Commission communicated 
to the House committee on merchant marine and fisheries its firm 
objecticn to the measures, and they were never enacted. When the 
legislative purpose is so plain, we cannot assume to do that which 
Congress has refused to do. 

In any event, a sweeping requirement of obedience throughout 
the course of a voyage is certainly not without basis in reason. The 
strategy of discipline is not simple. The maintenance of authority 
hinges upon a delicate complex of human factors, and Congress may 
very sensibly have concluded that a master whose orders are subject 
to the crew’s veto in port cannot enforce them at sea. Moreover, it 
is by no means clear that a ship moored to a dock is “‘safe’’ if the 
crew refuses to tend it, as the strikers did at Houston. At the very 
least, steam must be maintained to provide light and fire protection. 
The damage to the Normandie is grim enough proof that the hazard 
of fire is ever present. It is not enough to say that in the case before 
us the strikers did not prevent these precautions from being taken; 
only the efforts of others averted the dangers to which they opened the 
door. 


Justice Byrnes concluded that the Circuit Court of Appeals ° 
erred in holding that the strike at Houston did not violate sec- 
tions 292 and 293. 


Limits to Board’s Discretion 


Secondly, said the justice, the board, assuming that the 
strike did violate these sections, contended that the reinstate- 
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ment provisions of its order were nevertheless valid. He ad- 
mitted that the authorization in section 10(c) of the labor rela- 
tions act permitting the board to require an employer who had 
committed an unfair labor practice to take “such affirmative 
action, including reinstatement of employes . . ., as will effec- 
tuate the policies of the act,” was of considerable breadth, and 
that the courts might not lightly disturb the board’s choice of 
remedies. 

“But it is also true that this discretion has its limits, and 
we have already begun to define them,” said Justice Byrnes, 
citing National Labor Relations Board vs. Fansteel Metal- 
lurgical Corp., 306 U. S. 240, and Republic Steel Corp. vs. N. L. 
R. B., 311 U. S. 7. 

“A complete definition of course was not and could not 
have been attempted in those cases. Nor will it be attempted 
here. It is sufficient for this case to observe that the board has 
not been commissioned to effectuate the policies of the labor 
relations act so single-mindedly that it may wholly ignore other 
and equally important congressional objectives.” 

“We cannot ignore the fact that the strike was unlawful 
from its very inception,” said Justice Byrnes. “It directly con- 
travened the policy of Congress as expressed in sections 292 
and 293, and it was more than a ‘technical’ violation of those 
provisions. Consequently, and despite the initial unfair labor 
practice which caused the strike. we hold that the reinstatement 
provisions of the order exceeded the board’s authority to make 
such requirements ‘as will effectuate the policies of the act’.” 

Justice Byrnes said the board and the union could have 
obtained the assistance of the courts in forcing the steamship 
company to bargain and commented that if they had done so 
the strike might have been averted. 

“And what is more, nothing that we have said would pre- 
vent the union from striking, picketing or resorting to any other 
means of self-help, so long as the time and place it chooses 
does not come within the express prohibition of Congress,” 
said he. 

The case was remanded to the lower court with instructions 
to limit its decree of enforcement to those provisions of the 
board’s order requiring petitioner to bargain with the N. M. U. 
and to post notices to that effect, but to eliminate the other 
provisions of the order. 


Dissenting Views 


Justice Reed wrote the dissenting opinion. He said that the 
court’s position ‘“‘unduly expands judicial review of the board’s 
discretionary power of reinstatement under section 10(c) and 
is not supported by the Fansteel decision.” 


In the Fansteel case, said the dissenting justices, 95 men 
were discharged for the seizure and retention of buildings, they 
disobeyed a court injunction order to surrender the factory, and 
at first successfully resisted by force the sheriff's efforts to 
enforce it. Continuing, they said: 


Nothing approaching such disorder occurred here. The seamen’s 
conduct did not affect the safety of the vessel. The only evidence of 
violation of the statutes is that the orders to load were ignored. We 
may assume, for this dissent. that this resulted in a violation of the 
criminal statutes. The board found that the respondent refused to 
bargain collectively with the Union, that primarily this precipitated 
the strike, and that the respondent was not warranted in discharging 
any employe solely because of the strike. It further found that the 
strikers did not hold the ship in defiance of the owner nor did they 
trespass. The board found in each instance that the discharges were 
not for disobeying orders but for striking, for peacefully, albeit un- 
lawfully, resorting to self-help in retaliation against denial of their 
rights. On the basis of these findings, supported by substantial evi- 
dence, the board exercised its discretion to reinstate these men. 

We think that under these circumstances, it acted within its au- 
thority. We can see no justification for an iron rule that a discharge 
of a striker by his employer for some particular, unlawful conduct in 
furtherance of a strike is sufficient to bar his reinstatement as a matter 
of law. Fansteel teaches that there are extremes of conduct which 
leave no discretion to the board. We think that the acts here fall on 
the other side of the line and that the Circuit Court of Appeals prop- 
erly so determined. 


ARKANSAS MOTOR DECISION 


The Supreme Court of the United States in No. 1060, 
Duck, appellant, vs. Arkansas Corporation Commission, on 
appeal from the Arkansas Supreme Court, has granted a mo- 
tion to dismiss and has dismissed the appeal for want of a 
substantial federal question. The lower court held that pro- 
visions of the Arkansas motor carrier act providing for licens- 
ing of brokers, as applied to the operator of a travel bureau, 
were not unconstitutional because of discrimination. 


Cc. N. S. & M. REORGANIZATION 


Counsel for three holders of Chicago, North Shore and 
Milwaukee Railroad bonds filed two petitions in the federal 
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district court at Chicago, April 7, asking for reorganivzatioy 
of the company, which has been in receivership since 1932. The 
petitions, filed for Robert C. Reed, Bessie Reed, and F. w 
Croll, Jr., say that economies can be effected by a reorganiza. 
tion, and that, by elimination of stockholders interests and ag. 
justment of respective bondholding interests, the company cay 
be operated at a profit. Attorneys said the two petitions wey 
filed because of the ambiguous status of the company as a rail. 
road. One petition asked for reorganization under Section 77 
of the bankruptcy act, governing steam railroads, and the othe; 
asked for reorganization under Chapter 10 of the Chandler Act 
governing corporations, including electric railways. Attorneys 
said the Commission had not made it clear, in past decisions 
whether the company was a steam railroad or an electric rail. 
road. They said that under present equity receivership pro. 
ceedings there was no prospect for removing the railroad from 
costly court supervision in the next few years. 


TRUCKERS’ SUIT AGAINST FORWARDERS 


Trial in the federal district court at Chicago in Civil No 
2773 et al., in which three trucking companies seek to have 
three forwarders pay to plaintiffs approximately $100,000 for 
alleged undercharges, has been postponed from April 6 to 
June 4 at the request of the parties. The plaintiffs are the 
Rock Island Transit and Storage Company, Reliable Transit 
Company, and Indianapolis Forwarding Company. The de. 
fendants are the National Carloading Company, Acme Fast 
Freight, and Universal Carloading and Distributing Compan 
(see Traffic World, Dec. 6, 1941, p. 1459). 


KAIER ON RATE MAKING PRINCIPLES 


Whether or not the United States Supreme Court, in a 
recent decision in Federal Power Commission vs. Natural Gas 
Pipe Line Company of America, had, in effect, decided that 
government rate making agencies could ignore the principle of 
fair return on investment in fixing rates, was discussed by E. A. 
Kaier, assistant general solicitor, Pennsylvania Railroad, at a 
luncheon meeting of the Chicago chapter of the Association of 
Interstate Commerce Commission Practitioners April 3. 

That case, he said, involved an order by the Federal Power 
Commission eliminating “going concern value” as a basis for 
fixing reasonable rates to be charged by the defendant, a nat- 
ural gas utility company. He said the high court had upheld 
the commission on the grounds that courts could not revoke 
rate making orders if such orders were supported by conclusive 
evidence, and that the commissions were not bound to any 
single formula in prescribing rates. Justices Black, Douglas 
and Murphy, he continued, concurring in the decision, took the 
position that, properly interpreted, the majority decision meant 
the courts could not review rate orders even if such orders re- 
sulted in confiscation of property through inadequate return 
on invested capital. Those three justices, he said, indicated 
that public utility companies might well, in some instances, be 
“confiscated” if the public could not afford to pay rates neces- 
sary to give the utility companies a fair return on investment. 
He said he believed the majority of the high court probably 
would not permit a rate-making body to fix minimum rates 
which would not cover out-of-pocket costs. 


STOCK YARD SPECIAL CHARGES 


By agreement among parties to Civil No. 1414, Union Stock 
Yards and Transit Company vs. Baltimore and Ohio et al., the 
federal district court at Chicago postponed from April 6 to May 
25 hearing on the plaintiff’s petition for an order directing the 
defendant railroads to pay approximately $500,000 allegedly due 
as charges for special services performed by the plaintiff in 
handling live stock at loading and unloading platforms at Chi 
cago (see Traffic World, Feb. 7, p. 369). 


STRANDED EXPORT FREIGHT STORAGE 


Trunk line railroads have been advised by the Commission 
that they may not retroactively apply tariffs effective February 
21 to stranded export freight which had been placed in public 
warehouse storage before the date of the tariffs permitting such 
storage. Inquiry was made on that point by N. W. Hawks, 
chairman of the freight traffic managers committee of the 
Trunk Line Association (see Traffic World, Feb. 28, p. 586). 

The ruling, sent out over the signature of Secretary Bartel, 
was made to the railroad traffic men at the request of exportel’. 
The ruling was made by the Commission’s Bureau of Informal 
Cases. That agency advised the inquirers that if they desired 
to make retroactive application of the tariffs in specific cases, 
it would give consideration to such applications and the facts 
cited in their support. 
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Motor Act Prosecutions 


(Digests of statements issued by the Secretary of jhe Commis- 
sion concerning prosecutions, in federal courts, for violations of 
motor carrier provisions of the interstate commerce act or of Com- 
mission rules and regulations thereunder, appear below.) 


Massachusetts district, at Boston Erving Paper Mills, of 
grving, Mass., a shipper of pulp and paper products, was fined 
4 total of $350 on pleas of guilty March 31 to informations 
charging it with accepting rate concessions and aiding and 
abetting the Mackin Truck Co., a motor common carrier of 
Millers Falls, Mass., in unauthorized transportation. Separate 
informations are pending in the same court against Mackin 
Trucking Co. for participation in the violations. 

Massachusetts district. Crawford W. Fleming, of Fair- 
haven, Mass., a motor common carrier of fish, was fined $750 on 
pis plea of guilty to a criminal information charging him with 
ansporting property in interstate commerce without having 
fled with the Commission a rate or charge for such transporta- 
tion, With having failed to issue a receipt or bill of lading, with 
failing to issue freight bills, and with inducing and procuring 
employes operating his trucks to prepare drivers’ logs contain- 
ing false entries, and on his plea of guilty to another criminal 
information charging him with transporting fish from New Bed- 
ford, Mass., to points in New Jersey and Pennsylvania without 
authority from the Commission. L. S. Eldridge & Son, Inc., of 
New Bedford, Mass., a shipper, was fined $250 on a plea of nolo 
contendere to an information charging it as aider and abettor 
of Fleming in the unauthorized transportation of fish to New 
Jersey and Pennsylvania points. 

Massachusetts district. David Aronson, of Boston, Mass., 
a motor common carrier, dba M & A Trucking Co., was fined 
$300 on his plea of guilty to an information charging him with 
sranting rate concessions to a furniture shipper and with 
transporting small shipments of new furniture from Fall River, 
Mass., to points in New Hampshire, Rhode Island and Con- 
necticut without authority from the Commission and without 
having filed rates. Flint Furniture Co., of Fall River, Mass., a 
shipper, was fined $350 on its plea of guilty to an information 
charging it with aiding and abetting Aronson in the unauthor- 
ized transportation of furniture and in engaging in such trans- 
portation without published rates. 

New Jersey district. John S. Ewell, of East Earl, Pa., a 
motor common carrier, was fined $3,000 on a plea of guilty to 
an information charging him with transporting property in 
interstate commerce without authority from the Commission 
and with engaging in such transportation without having rates 
on file with the Commission. The defendant was required to 
pay $500 of the fine in cash, and payment of the balance was 
suspended for a probationary period of two years. 

Southern Alabama district, at Mobile. United Warehouse 
Co, Inc., a motor common carrier, dba Independent Freight 
Line, of Mobile, and J. Albert Schock, a majority stockholder 
and in control of the corporation, were fined $250 and $100, 
respectively, April 4, on a plea of guilty by the corporation and 
aplea of nolo contendere by Schock to an information charging 
the corporation as principal and the individual as aider and 
abetter, with operating as a common carrier without authority, 
transporting property without rates on file, and operating as 
such a carrier in violation of the insurance regulations pre- 
scribed by the Commission. The fine against the corporation 
was paid. The fine against Schock was remitted, and he was 
placed on probation for 12 months. 


BEER RATES INQUIRY 

An investigation into and concerning the reasonableness 
and lawfulness otherwise of minimum rates and charges, etc., 
on beer from Baltimore, Md., to Kinston, N. C., and empty 
containers in the reverse direction maintained by Herbert C. 
Gough and Herbert C. Gough, Jr., doing business as Herbert 
C. Gough & Son Transfer, Baltimore, Md., has been instituted 
by the Commission, division 2, on its own motion, in MC C-338, 
Beer—Baltimore, Md., to Kinston, N. C., Empties Returned. 
The carrier named has been made respondent to the proceeding 
which has been referred to Examiner T. F. Kilroy for hearing 
May 15 at the Public Service Commission, Baltimore, Md. 


AS TO MOTOR RATES IN THE PAST 

Denying that the Commission had ever decided that it had 
the power to pass on the reasonableness of a motor rate in the 
bast, Elgar Watkins, Jr., attorney for the defendants in MC- 
C-57, Dixie Mercerizing Co. vs. E. T. & W. N. C. Transporta- 
lon Co., says that if that is true, it seems obvious that the only 
purpose of a Commission’s decision to that effect would be for 
he purpose of influencing a decision of a court in a later pro- 
ceeding. That he said would clearly be an attempt on the 
part of ‘he Commission to “usurp the powers of the court which 
S without the jurisdiction of any administrative body unless 
(early authorized by law.” 

This argument about the power to pass on the reasonable- 
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ness of a motor rate in the past is made in support of an ex- 
ception taken by the defendants to the declaration of a joint 
board handling this case to the effect that in W. A. Barrows 
Porcelain Enamel Co. vs. Cushman M. Delivery, 11 M. C. C. 
365, the Commission found it was authorized to determine the 
lawfulness of rates charged in the past. It added that a sim- 
ilar conclusion was warranted in this proceeding. Watkins re- 
torted that the Commission had never passed on the question 
and that the decision quoted was made by division 5. He said 
that that decision was contrary to law. He asserted that Con- 
gress, having in mind Part I of the interstate commerce act, 
purposely had left out language governing reparation. 

“For the Commission to assume jurisdiction to pass upon 
the reasonableness of rates in the past,” said Watkins, ‘‘would 
be only for the purpose of affecting reparation cases and such 
would be contrary to the expressed intent of Congress.” 


SHIPPER THREAT BRINGS RESULT 


A shipper’s threat to divert traffic from motor common 
carriers to private carriage is sufficient justification of a pro- 
posal by the Middle Atlantic States Motor Carriers’ Con- 
ference, Inc., to amend a tariff provision as desired by the 
shipper. That is the implication of an argument made by that 
organization, in Ex Parte MC 20, Trunk Line Territory Motor 
Carrier Rates for the free return of empty egg cans. 

The conference proposes that the Commission modify its 
order in this case so that it may provide for the return of 
empty tin cans to the point of origin on the rates heretofore 
applicable on frozen eggs in cans from points in New York 
state to the two rate zones in New York City, without addition 
to the rate. 

In support of the matter the proponent emphasized the 
point, said the conference, that the shipper had made a gen- 
uine threat that unless return of empty cans was included in 
the rate on eggs, they would move in equipment which would 
be leased by the shipper for that purpose. The conference 
called the attention of the Commission to the fact that there 
was a rate on cheese between the points of movement of this 
neavy egg traffic which provided for the return of the empty 
containers in the rate for the hauling of the cheese. The rate 
in question there was a rail rate. The conference said that 
while the rail rate on eggs did not provide for the return of the 
empty containers, the principle was the same and that the 
motor rate on eggs should provide for the return of the empty 
cans to the point of origin. 


AIR SERVICE IN WASH., ORE. AND CALIF. 

Western Air Lines, Inc., in an application assigned docket 
No. 733, has asked the Civil Aeronautics Board for authority 
to transport mail and property by the pick-up method over the 
following routes, via various intermediate points: (1) Calexico 
and Los Angeles, Calif.; (2) San Diego and Los Angeles; (3) 
Fresno and Los Angeles; (4) Fresno and San Francisco, Calif.; 
(5) Santa Maria, Calif., and San Francisco; (6) San Francisco 
and Eureka, Calif.; (7) San Francisco and Medford, Ore.; (8) 
Medford and Portland, Ore.; (9) Portland, Ore., and Seattle, 
Wash.; and (10) Seattle and Port Angeles, Wash. 

In an application docketed as No. 734, United Air Lines 
Transport Corporation asks the Civil Aeronautics Board for 
authority to institute daily scheduled air transportation of 
property and mail on feeder routes in Washington, Oregon and 
California. 


AIR MAIL COMPENSATION 


The Civil Aeronautics Board has fixed the “fair and reason- 
able” rates of mail compensation on Continental Air Lines’ 
routes between Denver, Colo., and El Paso, Tex., and between 
Pueblo, Colo., and Tulsa, Okla. As a result of the decision 
Continental will receive approximately $85,000 in back pay to 
cover the period from October 13, 1941, the date on which the 
rate proceeding was inaugurated, according to the board. 

“The rate increase will allow the company about $200,000 
more mail revenue per year based upon present operations,” 
the board said. “The company will receive a base rate of 48.5 
cents per airplane mile based upon average mileages to be 
flown per month.” 

The Civil Aeronautics Board proposes to raise the mail 
rates on routes Nos. 26 and 48 of Mid-Continent Airlines, Inc., 
according to a statement of tentative findings and conclusions 
issued by it. A system rate of 4.83 cents an airplane mile is 
proposed and would allow the company approximately $180,000 
a year increase in mail revenue, according to the board. About 
$60,000 in retroactive pay would be designated to cover the 
period from December 30, 1941, the date on which the pro- 
ceeding was started, until the rate order becomes effective. 

Mid-Continent Airlines, according to a board order, is al- 
lowed twenty days in whith to file notice of any objections it 
may have to the tentative findings of the board in regard to 
its rates, and 15 additional days are allowed for the filing of 
written answer and any supporting documents. 
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THE OPEN FORUM 


A Department for the Discussion by Readers of THE TRAFFIC WORLD 
of Questions of Interest to Traffic Men 


(No anonymous communications will be published and writers must identify themselves in their signatures or in the body of their letters. Mere names are not sufficient. 





Need for Waterways 


Editor The Traffic World: 

The articles in your March 14 issue with respect to the 
War Department civil function and the river and harbor au- 
thorization bills have come to our notice. We hope that you 
will believe that the following facts will be interesting to your 
readers. 

Now, when the fate of the democratic world depends largely 
on American help, supplies, and materials, how desperate the 
situation would be but for the nation’s waterways. In such 
event, there could be no navy yards nor shipyards; no battle- 
ships, submarines or destroyers; no merchant vessels, car-floats 
or lighters: The cost of transporting over 90 per cent of the 
nation’s tremendous quantity of iron ore would be multiplied 
again and again. The oceans, the Great Lakes, the Gulf of 
Mexico, the great river systems would all be useless but for 
the connecting links to the land through improved waterways. 

Yet, even at this solemn moment—increditable as it seems 
—selfish and sectional interests and the uninformed combat 
and criticize expansion and improvement of the nation’s un- 
paralleled waterways. 

In peacetime, transportation—water, rail, truck—is the 
lifeblood of the nation. In wartime, it is that and more; it is 
the material implement to which democracy will owe most 
when it emerges triumphant over the predatory hordes now 
plundering the civilized peoples of the earth. 

Striking events are demonstrating the real value to the 
nation of its federal waterway system. We are doing all that 
we can to be helpful in that direction. 

America has the greatest potential inland and intracoastal 
waterway system on earth; development and expansion are 
making it a priceless national asset, producing benefits and 
economies for all the people. 


S. Willson Richards, 
Editor The Marine News. 
New York, N. Y., March 31, 1942. 


Professionalization of Traffic 


Editor The Traffic World: 

I have read with a great deal of interest Mr. Frederick’s 
letter of March 31 on the subject, “Professionalization of 
Traffic.” 


I agree with what he suggests because there is a definite 
lack of understanding of the term “traffic management” or 
“transportation management.” 

Whereas, I am familiar with the efforts of the Associated 
Traffic Clubs in behalf of professionalization of traffic manage- 
ment, nevertheless, I understand that, because of the war in- 
tervening, there is some doubt as to whether it would be ex- 
pedient to continue plans set forth by this splendid organization. 

Personally, I believe that now is the time to continue this 
activity more strongly than ever before, and in stating this I am 
also aware of the fact that certain members of the bar associa- 
tion are continuing their efforts to deprive duly qualified traffic 
and transportation men from representing their companies in 
matters pertaining to transportation such as are reviewed by 
the Commission and various state regulatory bodies. The re- 
newed activity on the part of the bar association has been 
recently demonstrated by a memorandum submitted in support 
of proposed amendment to be added to subdiyision (c) of Rule 
VIII of the Rules of Practice. I have specific reference to 
brief recently filed by Julius Henry Cohen, chairman of the 
committee on unlawful practice of law of the New York State Bar 
Association. While I believe everyone concerned is familiar 
with this brief, nevertheless Appendix A, which contains the 
resolutions unanimously adopted by the New York State 
Bar Association at its annual meeting in New York January 
23 and 24, 1942, should have careful consideration of the traffic 
and transportation men in this country who are entitled to pro- 
fessional status, because the establishment of such professional 
status would definitely remove the persistent and continued 


efforts of certain members of the bar association to bring 
pressure upon regulatory bodies to prohibit professional appear. 
ance of such qualified transportation men in behalf of the 
companies they represent on matters brought for considera- 
tion before such regulatory bodies. 

Needless to say, these various groups of the bar associa. 
tion lay stress on the fact that their members have spent many 
years in professional schools and must pass rigorous tests 
and examinations before they can secure their license to prac. 
tice, but in so doing they naturally overlook the many years of 
study which the transportation man must make in order to 
deal intelligently with matters such as come under the jurisdic. 
tion of the Commission and other regulatory bodies, and with 
which subjects the average lawyer who does not specialize in 
traffic matters is wholly unfamiliar. 

There should be no further delay in professionalization of 
traffic men, and, whereas, every individual engaged in this 
specialized line of work is unquestionably busily engaged in 
matters pertaining to the emergency created by the war, we 
can, I believe, take enough time out to realize this goal. 

J. C. Beck, Assistant General Traffic Manager, 


Gulf Oil Corporation 
Pittsburgh, Pa., April 6, 1942. 


Freight Handlers’ Pool 


Editor The Traffic World: 

The demand for freight cars in relation to the supply of 
freight cars is a matter of much concern to everyone—railroad 
men, shippers and receivers, and the general public. The freight 
car supply, however, is not something which you can put your 
finger on. It is not a fixed quantity. Car supply, as railroad 
men well know, is a “potential.” It is the number of cars times 
the trips per car. And, although the number of cars may be 
fixed, the trips per car are limited only by the ingenuity of op- 
erators and users of railroad transportation. 


Car supply is a dependent variable. It depends upon car- 
service, car-use and transportation service, which, in turn, are 
in fairly delicate adjustment. Disrupt one and you disrupt 
another. With the number of surplus cars low, minor changes 
in any one of the independent variables can easily throw the 
whole car-supply situation out of adjustment. Even though this 
fact is well appreciated, the situation is such that maintenance 
of transportation schedules and adherence to car service rules 
are going to become increasingly difficult. The situation may 
become such that shipping-room schedules can, perhaps, be less 
closely tuned to train service. Should this develop, the ship- 
ping room will alternately have too many and too few cals 
on track. Car use will be seriously interfered with. 

If “maximum efficiency in the use of present equipment” 
is to be a guiding principle of war transportation, every effort 
should be exerted to see that cars are loaded promptly, moved 
expeditiously and unloaded promptly, ad infinitum. It may be 
that carloading companies have overlooked an opportunity and 
that shippers (receivers) have been deprived of a service which 
would increase the efficiency of car use. To the best of my 
knowledge, shippers (receivers) moving full cars, or part cals 
for that matter, load and unload their own freight. They have 
their own shipping (receiving) rooms and their own crews. 

Efficient operation: of such a department depends on 4 
closely adjusted schedule. The basis of such a schedule would 
be presumably the minimum requirements. Variations, neve!- 
theless, occur daily and, in practice, the department may be of 
such size as to meet the average daily requirements. With this 
organization, however, periods of glut and famine exist and 
car-use becomes inefficient. 

Is it conceivable that, at this time, carloading companies 
might take on the additional job of operating a pool of freight! 
handlers who would be on call to various industries as needed 
—a stevedore service for freight cars. If such a service }§ 
feasible the carloading companies, with their skill, would 4? 
pear to be the logical ones to provide it. 

By working closely with the railroads, receivers could be 
informed as to the number of cars to be placed and the a 


Apri 


prox 
woul 
able, 
nece: 
Job | 
rai Ir 


ways 
a mi 
total 
480,7 
accol 
those 
were 
from 


1942, 
149.6 
last : 
307,6 
The 

in Ja 


Janu 
and | 
$1,12 
tena! 
(othe 
tion 


1942 
$49,¢ 
for, 

489 § 
for | 


the 

an it 
side) 
an | 
the» 
wag 
The 
tratc 
com: 


Cali: 
Sper 


roll, 
E. E 


Mur 


of } 
ato 


the 





fi cient. 
es, 


> bring 
appear- 

of the 
isidera- 


aSSOCia- 
it many 
iS tests 
O prac- 
ears of 
rder to 
urisdic- 
nd with 
alize in 


ation of 
in this 
aged in 
var, We 


ser, 
oration 


ipply of 
railroad 
. freight 
ut your 
railroad 
rs times 
may be 
y of op- 


yon Car- 
urn, are 
disrupt 
changes 
row the 
ugh this 
itenance 
ce rules 
ion may 
, be less 
he ship- 
ew cal’s 


\ipment’” 
"y effort 
, moved 
may be 
nity and 
“e which 
t of my 
art cars 
ey have 
rews. 

ds on 4 
le would 
;, never- 
ay be of 
Vith this 
xist and 


mpanies 
f freight 
; needed 
arvice 1s 
ould ap- 


could be 
the ap 





April 11, 1942 


proximate time. Such advance information from yard offices 
would enable receivers, if “peak removing” crews were avail- 
able, to make such adjustments in their forces as might be 
necessary. The motto might well be: “Adapt the Crew to the 
Job not the Job to the Crew.” That is, as you know, what the 
railroads do. 
Alfred A. Brown, 
Assistant Research Professor in Marketing. 
Massachusetts State College. 
Amherst, Mass., March 30, 1942. 


RAIL WAGE STATISTICS 


For the year ended December 31, 1941, Class I steam rail- 
ways, exclusive of switching and terminal companies, reported 
a mid-monthly average of 1,139,753 employes and compensation 
totaling $2,336,212,728 as compared with 1,026,956 and $1,964,- 
480,706, respectively, for the year ended December 31, 1940, 
according to a Commission compilation of wage statistics of 
those roads, statement M-300. Returns for December, 1941, 
were the first to reflect the increase in wage rates resulting 
from the mediation award of 1941. 


The total number of employes as of the middle of January, 
1942, reported by the roads, was 1,167,743, an increase of 
149,648, or 14.7 per cent over the number reported for January 
last year. The total compensation for January, 1942, was $225,- 
307,639 as compared with $169,724,834 for January last year. 
The total number of hours paid for was 17.44 per cent greater 
in January, 1942, than in January, 1941. 


Compensation for “time paid for but not worked” for 
January, 1942, was reported as follows: Executives, officials 
and staff assistants, $32,001; professional, clerical and general, 
$1,124,944; maintenance of way and structures, $65,225; main- 
tenance of equipment and stores, $832,153; transportation 
(other than train, engine and yard), $142,905; and transporta- 
tion (yardmasters, switch tenders and hostlers), $76,744. 


In the train and engine service, compensation for January, 
1942, was reported as follows: Straight time actually worked, 
$49,913,388; straight time paid for $60,207,933; overtime paid 
for, $6,203,043; constructive allowances, $2,078,860; total, $68,- 
489,836. Miles actually run totaled 485,588,744 and miles paid 
for but not run totaled 56,513,502. 


MINIMUM RAIL WAGES 


Administrator Walling, of the wage and hour division of 
the U. S. Department of Labor, has issued an order creating 
an industry committee for the railroad carrier industry to con- 
sider the question of raising the minimum wages of 33 cents 
an hour for short line railroads and of 36 cents an hour for 
the trunk line railroads. Under the wage and hour act, these 
wages may be increased to not more than 40 cents an hour. 
The committee is to meet April 28 in the office of the adminis- 
trator at 165 West Forty-sixth Street, New York, N. Y. The 
committee is made up as follows: 

For the public: George E. Osborne, chairman, Palo Alto, 
Calif.; Charles S. Johnson, Nashville, Tenn.; William Homer 
Spencer, Chicago, Ill.; and Arthur D. Hill, Sr., Boston, Mass. 

For the employes: George Wright, Chicago, Ill.; T. C. Car- 
roll, Jacksonville, Fla.; H. A. Bacus, Cincinnati, O.; and George 
E. Brown, New York, N. Y. 

For the employers: H. E. Jones, New York, N. Y.; Edward 
Murrin, Chicago, Ill.; H. H. Huntt, Washington, D. C.; and 
A. J. Bier, Washington, D. C. 





RAIL EMPLOYMENT 


Employes of Class I steam railways, excluding switching 
and terminal companies, totaled 1,190,416 at the middle of 
March, an increase of 13.16 per cent over March last year and 
an increase of 1.85 per cent over February this year, according 
to a Commission compilation based on preliminary reports. By 
the various classes of employes, the employment at the middle 
of March was reported as follows: Executives, officials, and 
Staff assistants, 12,708; professional, clerical, and general, 
192,209; maintenance of way and structures, 216,735; mainte- 
nance of equipment and stores, 340,576; transportation (other 
than train, engine and yard), 141,946; transportation (yard- 
masters, switch-tenders, and hostlers), 14,790; and transporta- 
tion (train and engine service), 271,452. 


MEDIATION BOARD APPOINTMENT 


The National Mediation Board has announced appointment 
of Ernest A. McMillan of San Francisco, to its staff of medi- 
ators, effective April 1. Formerly with the Southern Pacific, 
Mr. McMillan for the last three years has been a member of 
the Board of State Harbor Commissioners of California. 


T. P. & W. Arbitration 


Appointment of an arbitrator in the labor dispute on the 
Toledo, Peoria & Western and request addressed to George P. 
McNear, president of the road, to notify the board, “if and when 
you are ready to proceed with arbitration,’ were announced 
late April 3 by the National War Labor Board. 


The board said that by unanimous vote it had appointed 
Justice Benjamin C. Hilliard, of the Supreme Court of Colorado, 
as arbitrator of all labor dispute issues between the T. P. & W. 
and the Brotherhood of Locomotive Firemen and Enginemen 
and the Brotherhood of Railroad Trainmen. It said the appoint- 
ment was made in accordance with its decision of February 27 
(see Traffic World, March 7, p. 639), ordering arbitration of 
the dispute. It said that when Mr. McNear refused to comply 
with the board’s order, President Roosevelt “on March 21 
ordered federal seizure and operation of the road.” Continuing, 
the board in its statement said: 


Mr. McNear was asked by wire to notify the board if and when 
he is ready to proceed with arbitration. ‘‘Final settlement of the 
controversy will depend upon your compliance with President’s order 
that the dispute be arbitrated,’’ the telegram to Mr. McNear stated. 

In the Executive Order of March 21, the President said that the 
Director of the Office of Defense Transportation should manage the 
railroad ‘‘pending such termination of the existing labor dispute as 
may be approved by the National War Labor Board.’’ The telegram 
to Mr. McNear reads as follows: 

“The War Labor Board by unanimous vote has appointed Judge 
Benjamin C. Hilliard, Colorado Supreme Court, to serve as arbitrator 
of labor disputes on Toledo, Peoria and Western Railroad which ied 
to government seizure of road. Final settlement of controversy will 
depend upon your compliance with President’s order that the dispute 
be arbitrated. Following wire was sent to Judge Hilliard today: Quote: 
The National War Labor Board by unanimous vote requests you to 
serve as arbitrator of all labor dispute issues involved in the Toledo, 
Peoria and Western Railroad case. George McNear, president of the 
railroad, and railroad brotherhoods involved are being notified today 
that you will serve the United States Government as arbitrator if and 
when both sides to dispute are ready to proceed with arbitration, 
subject to arrangements which meet with your convenience. Joseph 
B. Eastman, Federal Director of Transportation, is also being noti- 
fied of War Labor Board’s action in premises. War Labor Board sug- 
gests that arbitration hearings be held in Chicago, Illinois, after par- 
ties notify War Labor Board they are ready to proceed. All details will 
be handled by War Labor Board, and you will be notified accordingly. 
Please wire collect your acceptance. End quote. Please notify War 
Labor Board if and when you are ready to proceéd with arbitration.” 


In a telegraphed reply, April 4, to the board’s notification 
of the appointment of Judge Hilliard as arbitrator, Mr. McNear 
called attention to the fact that that appointment was incon- 
sistent with the board’s order of February 27 that the arbi- 
tration be carried on through the National Board of Mediation 
under the railway labor act. He asked whether the appoint- 
ment of an arbitrator directly by the War Labor Board meant 
that that board was “now proposing a fair form of arbitration 
such as we expressed willingness to consider at the morning 
session of a hearing before your board February 27.” (See 
Traffic World, March 7, p. 639.) 

“Does this also mean that the order which the board en- 
tered requiring us to arbitrate under section 8 of the rail- 
way labor act and under the auspices of the National Mediation 
Board is now definitely revoked and abandoned and of no 
further force and effect”? he asked. 

Chairman Davis, of the National War Labor Board, April 
9, sent the following telegram to Mr. McNear: 


In reply to your wire of April 4, I call your attention to the fact 
that the executive order of March 21, 1942, reads in part: ‘‘The Direc- 
tor of the Office of Defense Transportation shall manage or arrange 
for the management of said railroad under such terms and conditions 
of employment as he deems advisable and proper pending such de- 
termination of the existing labor dispute as may be approved by the 
National War Labor Board.”’ 

Your railroad was seized under said executive order because of 
your defiance of your government in time of war manifested by your 
refusal to arbitrate the then existing labor dispute. The executive order 
of March 21 imposes upon the War Labor Board the obligation to 
finally settle the dispute. It is the unanimous decision of the War 
Labor Board that, under the terms of the executive order, you must 
be considered as remaining in defiance of your government until such 
time as you do arbitrate the dispute. In accordance with its powers, 
the National War Labor Board has appointed Judge Hilliard, of Colo- 
rado Supreme Court, to stand by ready and willing to arbitrate the dis- 
pute in accordance with the procedure contemplated by section (8) of 
the railway labor act, but under the auspices of the National War 
Labor Board, provided you agree without delay to arbitrate the dis- 
pute. If you fail to notify the War Labor Board immediately that 
you will arbitrate the dispute as ordered by the National War Labor 
Board, the board will proceed without delay to take such steps as are 
necessary to determine the merits of the dispute Ex Parte. 

In answer to questions contained in your telegram, please be ad- 
vised that the board is not revoking or abandoning its order of February 
27. The board is proceeding in accordance with that order and in 
accordance with the obligations imposed upon it by the executive 
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order of March 21, seizing your railroad. The only change in circum- 
stances is the seizure of your railroad under an executive order which 
now places the final responsibility for the determination of the labor 
dispute upon the National War Labor Board. 

The other question in your letter of April 4 is so worded that it 
constitutes a clear misrepresentation of fact. At no time at the hearing 
of February 27 did you express a willingness to arbitrate the dispute. 


The inconsistency of the two War Labor Board statements 
was called to the attention of Wayne L. Morse, public member 
of the board, April 7, in Chicago. He said that, when the War 
Labor Board notified the National Mediation Board that con- 
ditions on the railroad under government management had 
reached a state of sufficient stability to proceed with the arbi- 
tration, Chairman Lewis, of the Mediation Board, refused to 
appoint the arbitrator, despite an earlier understanding be- 
tween the two boards that the matter would be handled by 
the Mediation Board. Chairman Lewis took the position, said 
Mr. Morse, that, since the Mediation Board had formally closed 
its files in the matter it was foreclosed by statute from enter- 
ing into it again, despite the position of the War Labor Board 
that, under the procedure proposed, the Mediation Board would 
be acting merely as an arm of the War Labor Board. The 
latter board, therefore, had no recourse other than to make 
the direct appointment of the arbitrator, said Mr. Morse, add- 
ing that the War Labor Board had sent a letter to the Presi- 
dent explaining the situation. 


McNear on Trial 


Mr. McNear, as president of the T. P. & W., and H. H. 
Best and Bruce Gifford, superintendent and trainmaster, re- 
spectively, of the railroad, went on trial in federal court at 
Peoria April 6, on indictments charging them with having in- 
terfered with organizing activities of the Brotherhood of Rail- 
road Trainmen and the Brotherhood of Locomotive Firemen 
and Enginemen on the road, and coercion of workers to prevent 
their joining those unions. The trial was expected to last a 
week or ten days. 

Early witnesses testified for the unions that the railroad 
officials threatened to revise seniority lists to give preference 
to men who had left the railroad in an earlier strike, in 1929, 
if the brotherhoods succeeded in putting their organizations on 
the road. C. B. Ullrich, assistant to Mr. McNear from 1929 
to 1934, subpoenaed by the government, testified as to the or- 
ganization of the Association of Train Service Employes, the 
organization superseded by the brotherhoods after their suc- 
cessful organization efforts. The attempt was to show that 
the earlier organization had been organized and financed by 
the railroad—that it was, in fact, a “company union.” Mr. 
Ullrich testified that, although corporation lawyers assisted in 
drawing up the contracts of that union at the request of the 
workers, the corporation had contributed no funds to it and 
none of its officers attended its meetings. 


T. A. of A. Protest 


The Transportation Association of America, in a letter to 
its members and to farm, trade and civic organizations, April 8, 
said that “the recent government seizure of the T. P. & W. 
is disturbing.” It said the association was “bitterly opposed to 
government ownership or operation” which was “never free 
from political influences.” 


After recounting the history of the dispute that led up to 
the seizure, the letter says that “it would have been infinitely 
better had an emergency board been appointed so that the 
public might have been enlightened on all aspects of the dis- 
pute.” Government had the right and duty to take property 
necessary to the “preservation of its very life,” it says, but 
there was at least a difference of opinion whether that neces- 
sity existed in the T. P. & W. case. Government, it continues, 
ought to “lean over backwards to abide by the letter and spirit 
of the Constitution, which prescribes that property shall not be 
taken without due process,” it adds, asserting that due process 
“ought to have included an emergency board.” 

On the theory that the government will negotiate a scale 
of pay rates and a set of working rules on the railroad, the 
latter says that “whatever scale the government puts in effect 
should be specifically limited to the period of government 
tenure.” 

As to the possible effect of the government actions, as 
precedent, the letter says: 


This is a small railroad and the total number of employes involved 
is something around 100. Perhaps it is because of that, that the public 
has not felt aroused and has, as a matter of fact, seemed apathetic. 
There is more involved here than a small railroad and a mere handful 
of employes. What was done here might well be made the pattern 
after which seizures of greater properties would be embarked upon. 
Encroachments on the Constitution should always be sturdily resisted. 
We see in this incident a threat to democratic ways. We hold no brief 
for McNear; we do not know the man; we write impersonally. But 
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in the halls of Congress, in the press, and by radio, he has been do- 
nounced as a traitor, as unpatriotic, etc., and yet he has merely stood 
for what he considered his rights. Is it a crime in this republic of ours 
for a man to hold steadfast for his rights? God forbid that we sha|| 
ever have a pure democracy where a bare majority could wreak iis 
will on a minority. The real democracy, the one which we can revere, 
is the one where there is control by the majority but every protection 
for the rights of the minority. So far as our investigation reveals, 
McNear always stood within the law. Only one question can be raised: 
whether the War Labor Board really had authority to order arbitra- 
tion? If it had, then McNear was wrong to have defied that order, 
But it isn’t clear that the War Labor Board does have such power, 
and just so long as there is debate and doubt on that point, McNear 
is entitled to the benefit of that doubt. 


McNear’s Report 


Mr. McNear has prepared a special report on the con- 
troversy for “friends of the railroad.” It was prepared, he 
said, because it was impossible for him to answer individually 
the many letters and telegrams from all parts of the country, 
the “tremendously overwhelming majority” of which expressed 
support and encouragement. He refers particularly to the 
President’s letter of March 16 (see Traffic World, March 21, 
p. 781) which, he says, “criticized the railroad and its man- 
agement” and questioned their patriotism. 

“We still conceive it to be our duty to our country and 
to the shippers we have served to urge better utilization of 
manpower and more efficient operation wherever possible dur- 
ing this time of war,” says he. 

The seizure of the railroad by the government was not 
necessary, he asserts, adding that the C. I. O. and the A. F. of 
L. had agreed to withdraw their pickets before the order to 
take over was issued and that, in consequenc, the railroad 
was ready to resume full service. The strike would never have 
taken place, he adds, had the National Mediation Board ac- 
ceded to his request to recommend to the President the appoint- 
ment of an emergency board and had such a board been ap- 
pointed. Continuing, he says: 


This procedure is clearly provided for in the railway labor act for 
just such situations. We want public opinion, the very thing that 
an emergency board represents, to pass on the wasteful practices of the 
featherbed rules which the railroad brotherhoods have saddled on the 
railroads of this country and which, with new contracts containing all 
the trimmings, they were trying to impose on us. The brotherhoods 
were opposed to a public airing of their wasteful practices for which 
the shipping pablic must pay. In this time of war emergency, they 
would become a national scandal if fully disclosed. 


Written before the War Labor Board appointed an ar- 
bitrator and notified Mr. McNear that he was expected “to 
proceed with arbitration,” the report discusses the matter on 
the theory that ‘‘the government is now in the railroad busi- 
ness” and that it would “negotiate a settlement with the strik- 
ing unions.” In that case, it says, “there will be widespread 
interest in the terms and conditions of employment which one 
agency of the government—the Office of Defense Transporta- 
tion—will be called on to accept from another government 
agency—the War Labor Board.” 

Discussing the seizure of the railroad by the government, 
the report says: 

“The executive order does not disclose the law or laws un- 
der which the properties of the railroad were seized. However, 
the federal manager has orally stated that the laws under 
which the properties were seized do not provide for any com- 
pensation to the railroad and that, to obtain compensation for 
the properties seized, it will be necessary for the railroad to 
take its chances on Congressional legislation or await the out- 
come of lengthy proceedings before the United States Court 
of Claims. In any event, whatever has been done or will be 
done subsequent to 6:00 p. m. March 22, in connection with 
the railroad’s properties, before the War Labor Board or other- 
wise, is and will be done solely by and for the account of the 
federal manager. The changes which the federal manager has 
instituted are all at the government’s responsibility. The rail- 
road still retains its schedules of rates of pay, rules and work- 
ing conditions which it lawfully inaugurated December 29, 1941, 
as well as the seniority list of its men who bravely and more 
successfully than ever before were operating the railroad at 
the time it was seized.” 


NIAGARA FRONTIER TRAFFIC LEAGUE 


The Niagara Frontier Industrial Traffic League will hold 
a meeting at MacDoel’s Restaurant April 13. J. J. Hailey will 
report on the quarterly meeting of the Great Lakes Regional 
Advisory Board held March 25. He also will discuss ‘“Dunnage 
Allowance Authorized for Closed Cars.” W. H. Burns will 
speak on O. D. T. general order No. 1; O. D. Wheaton will dis- 
cuss subjects to be considered at a special meeting of the Na- 
tional Industrial Traffic League at Cincinnati, April 14, and 
J. W. LeRoy will report for the motor transportation committee. 
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April 11, 1942 


Morse on Labor Policies 


National wartime policies “will abridge many peacetime 
rights and practices,” said Wayne L. Morse, public member 
of the Nattional War Labor Board, in an address on “Peaceful 
Settlement of Labor Disputes” at the annual dinner of the 
Junior Traffic Club of Chicago April 7. Some will protest 
“against the loss of what they think are fundamental rights 
and they will be heard to argue that, if certain democratic 
customs or guarantees are inherent in our form of government 
in peacetime, they must not be abridged in wartime.” Such 
arguments, he added, “take on the coloring of special plead- 
ing,” when it is understood that, at present “the sovereignty 
of government is threatened” and that “that government, even 
though it be a democratic one, must waive or declare a mora- 
torium on those rights of individuals or groups which, if exer- 
cised, will endanger the sovereign state itself.” 

On that basis, he said, labor would have to lay aside the 
weapon of the strike and industry its weapons of economic 
force until the war was done. In foregoing those rights, how- 
ever, he said, both parties should be able to look to the gov- 
ernment for protection. That, he said, was the theory on 
which the War Labor Board was set up as an impartial .body 
to protect the interests of both labor and capital in the term 
when stoppages of work. however brought about, were an 
impairment of the war effort. The board would settle those 
disputes, he said, “in the interests of national security ir- 
respective of differences of opinion which may exist as to the 
merits of a given decision.” 

So far, he said, the plan was working, although “there 
have been those who have taken refuge in the sanctuaries 
of our bill of rights and, thus protected, have practiced un- 
bridled license to the end of confusing and disuniting our 
citizenry. The result is that judicial processes have too fre- 
quently been circumvented by direct action or extralegal tactics. 
Jn some cases, even in the railroad industry, there has been 
defiance of a war government and refusal to submit disputes 
on their merits to arbitration.” 

More than 1.700 attended the dinner, at which William 
Noorlag, Jr., assistant traffic director, Chicago Association of 
Commerce, retiring president of the club, presided. Ray De- 
Groote, general western freight agent, Luckenbach Steam- 
ship Company, was inducted as the new president. 

Henry W. Coffman, general westbound agent, New York 
Central, chairman of the club’s army and navy committee, an- 
nounced that those attending had donated more than 1,000 
hooks for the men in the military services. 


Revenue Freight Loading 


Loading of revenue freight the week ended April 4, totaled 
828,890 cars, according to the Association of American Rail- 
roads. The increase above the corresponding week in 1941 was 
145,488 cars or 21.3 per cent, and above the same week in 1940 
was 226,055 cars or 37.5 per cent. Loading of revenue freight 
for the week ended April 4 increased 24,144 cars or three per 
cent above the preceding week. 

All districts reported increases compared with the corre- 
sponding weeks in 1941 and 1940. 





1942 1941 1940 
@ Weeks Of JONUATY «cise cic ccceciens 3,858,273 3,454,409 3,215,565 
4 weeks of February ............... 3,122,773 2,866,565 2,465,685 
SOC OE SERIO. 6 v6si ke vie oshi esa ws 3,171,439 3,066,011 2,489,280 
Se Rc Od iwlcn casete sees 828,890 683,402 602,835 
WO kacscses san oacswexewues Rees 10,981,375 10,070,387 8,773,365 


Revenue freight loading by districts the week ended April 
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4 and for the corresponding period last year was reported as 
follows: 


Eastern district: Grain and grain products, 6,450 and 6,696; live 
stock, 1,016 and 1,099; coal, 29,283 and 14,188; coke, 3,680 and 2,834; 
forest products, 1,930 and 1,810; ore, 4,984 and 2,076; merchandise, 
L. C. L., 38,812 and 42,876; miscellaneous, 80,623 and 85,574; total, 
1942, 166,778; 1941, 157,153; 1940, 133,234. 

Allegheny district: Grain and grain 
live stock, 732 and 856; coal, 39,140 and 16,056; coke, 6,514 and 4,387; 
forest products, 1,016 and 1,010; ore, 8,930 and 4,783: merchandise, 
L. C. L., 27,684 and 30,552; miscellaneous, 91,443 and 87,580; total, 1942, 
179,519; 1941, 149,826; 1940, 122,412. 

Pocahontas district: Grain and grain products, 219 and 280; live 
stock, 75 and 97; coal, 38,511 and 8,562; coke, 599 and 545; forest 
products, 1,007 and 667; ore, 142 and 301; merchandise, L. C. L., 4,627 
and 6,025; miscellaneous, 8,726 and 8,293; total, 1942, 53,906; 1941, 
24,770; 1940, 41,257. 

Southern district: Grain and grain products, 2,652 and 2,487; live 
stock, 748 and 691; coal, 21,406 and 10,154; coke, 698 and 377; forest 
products, 17,304 and 12,304; ore, 2,050 and 1,576; merchandise, L. C. L., 
23,758 and 28,944; miscellaneous, 62,758 and 52,275; total, 1942, 131,374; 
1941, 108,808; 1940, 98,766. 

Northwestern district: Grain and grain products, 8,717 and 8,220; 
live stock, 2,176 and 2,058; coal, 5,910 and 3,428; coke, 1,958 and 1,693; 
forest products, 12,670 and 10,453; ore, 33,054 and 3,948; merchandise, 
L. C. L., 15,481 and 19,057; miscellaneous, 38,339 and 37,819; total, 
1942, 118,305; 1941, 86,676; 1940, 71,245. 

Central] Western district: Grain and grain products, 
9,191; live stock, 5,998 and 5,011; coal, 9,486 and 4,568; 
237; forest products, 8,718 and 7,717; ore, 
dise, L. C. L., 20,886 and 25,041; 
total, 1942, 115,704; 1941, 105,207; 1940, 92,200. 

Southwestern district: Grain and grain products, 3,682 and 3,929; 
live stock, 1,241 and 1,025; coal, 4,080 and 1,885; coke, 184 and 87; 
forest products, 5,770 and 4,721; ore, 311 and 430; merchandise, L. C. L., 


8,550 and 10,447; miscellaneous, 39,486 and 28,438; total, 1942, 63,304; 
1941, 50,962; 1940, 43,721. 


products, 4,060 and 4,602; 


9,550 and 
coke, 212 and 
5,573 and 5,124; merchan- 
miscellaneous, 55,281 and 48,318; 


W. P. B. Control of Rolling Stock 


The Traffic World Washington Bureau 


War Production Board control of the production and allo- 
cation of railroad freight cars and locomotives in 1942 became 
effective April 8 with announcement by it of limitation on 
the number of cars and locomotives to be manufactured and of 
its allocation plan. Shortage of materials for war needs was 
the reason given for the action taken. 

The announcement was made following the holding of a 
closed session with members of the railroad industry ad- 
visory committee. 

“The railroad industry was advised by the War Production 
Board today that materials will be allocated during the re- 
mainder of 1942 for construction of an additional 18,000 freight 
cars and 300 locomotives for domestic use in an effort to assure 
adequate transportation of war supplies,” said the W. P. B. 

These cars and locomotives, it was explained, would be in 
addition to the 36.000 freight cars, 248 locomotives. 58 electric 
locomotives and 620 Diesel locomotives, for which materials 
were pledged under the original 1942 railroad construction 
plan, announced January 2 by the former Supply Priorities 
and Allocation Board. That was the production program for 
February, March and April. It was stated that, of the 36,000 
freight cars. as of April 1, about 19,000 had not been delivered 
and that, thus, with the 18,000 additional now authorized, the 
total new deliveries for 1942, under the present announcement 

and plans, would be approximately” 31,000 cars. 

The announcement April 8 and the” meeting held that day 
followed a W. P. B. announcement the night of April 4 that 
all finished railroad locomotives and freight and passenger cars 
in the hands of producers had been frozen by orders issued that 
day by it. 


The orders, L-97 and L-97-a, prohibited production or 





Revenue Freight Car Loading—Week Ended Saturday, April 4 


Grain and Live 
Grain Prod. Stock Coal 
{ 1942 35,330 11,986 147,816 
Total all roads April 4......... 4 1941 35,405 10,837 58,841 
(1940 30,108 9,999 100,626 
Preceding week Mar. 28........... 1942 33,714 10,797 156,048 
Per cent increase over.........-.. 1941 10.6 151.2 
Per cent decrease under.......... 1941 2 
Per cent increase over .......... 1940 ¥7.3 19.9 46.9 
Per cent decrease under ........ 1940 
: (1942 546.883 161,439 2,184,110 
Cumulative 14 weeks to April 4) 1941 446,066 150,462 2,058,979 
| 1940 434.207 156,743 1,949,143 
Per nt increase over............ 1941 22.6 7.3 6.1 
Per cent decrease under.......... 1941 
Per cent increase over .......... 1940 25.9 3.0 12.1 
Per cent decrease under ........ 1940 


—_—_— 


Per cent to 15 year average, 120.8. 


Forest Mdse. 
Coke Products Ore L.C. L. Miscellaneous Total 
13,845 48,415 55,044 139,798 376,656 828,890 
10,160 38,682 18,238 162,942 348,297 683,402 
7,331 31,640 10,375 149,766 262,990 602,835 
13.846 45,921 30.154 143,550 370,716 804.746 
36.3 25.2 201.8 8.1 2h 
14.2 
88.9 53.0 430.5 43.2 37.5 
6.7 
197,736 625,272 244,612 2,031,457 4,989,866 10,981,375 
189,980 535,267 187,988 2,126,681 4,374,964 10,070,387 
145,228 427.637 139.285 2,015,920 3,505. 102 8,773,365 
4.1 16.8 30.1 14.1 9.0 
1.5 
36.2 16,2 75.6 8 12.4 2 
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Mass Production Calls 











To War Contractors and 

Other Manufacturers 

Who Need More Werking 
Capital 


rt Capital that you now have tied 
up in raw materials and undeliv- 
ered goods can be released for 
additional financing . . . quickly, 
conveniently, profitably. 

The “Tidewater Method” pro- 
vides the means; your own bank 
supplies the funds. Goods remain 
on your premises, adequately safe- 
guarded, and may be drawn upon 
as needed. Write for particulars. 


= 


TIDEWATER FIELD WAREHOUSES, INC. 
17 State St., New York City 
Joseph E. Lowe, Vice President 
Associated with the Chain of Tidewater 
Terminals and Inland Warehouses. 








YRLD 


.) 








April 11, 1942 


OLLING off assembly lines 


from coast to coast, there 






moves a steady flow of 
defense materiels and consumer 
goods far greater than the world 
has ever known. They go by train, 
by cargo vessel, by motor trans- 
port, by air... and to all points 


of the compass. 


Only in America, with its 
matchless rail and water facili- 
ties and its almost countless 
miles of surfaced highways, could 
such a gigantic transportation 


task be performed. 


Where does all this tremendous 
volume go? Much of it is shipped 
direct to our armed forces. Much 
is sent to other defense projects. 
Millions of tons go to the coun- 
try’s warehouses for transship- 
ment or for storage. Thus Ameri- 


ca’s warehousing enterprises, too, 


have become a vital factor in our 
national ‘‘all-out”’ effort. 


Among these terminal and 
warehousing enterprises now 
serving the Government are the 
members of the great Chain of 
Tidewater Terminals and Inland 
Warehouses. Located in strategic 
shipping and distributing areas, 
they provide advantages of major 


importance. 


Though demands may seem to 
be almost overwhelming, the 
“Chain” is still working closely 
with old and new customers... 
endeavoring to cooperate with 
them as completely as emergency 
conditions permit. Naturally, 
Government requirements re- 
ceive primary consideration. 
Thus space available for ‘*Chain”’ 
customers must be regulated by 


those requirements. 
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ass Storage Facilities 


The Chain of Tidewater Terminals 


AND INLAND WAREHOUSES 
WALTER B. McKINNEY, President - Broad Street Station Bldg., Philadelphia 








MERCHANTS WAREHOUSE COMPANY 


NEWARK TIDEWATER TERMINAL, INC. 
10 Chestnut St., Philadelphia 


Port Street, Newark, New Jersey 


is 


3 George M. Richardson, Vice President eee J. A. Lehman, V. P. and General Manager er 4 
TERMINALS 
T BAYWAY TERMINAL CORPORATION paying , ey ae 
= ERCHANTS WAREHOUSE COMPANY 
: , (operated by Lincoln Tidewater Terminals) WAREHOUSES mate 


453 Commercial St., Boston, Massachusetts 


Bayway (Elizabeth), New Jersey T. W. Haskell, Manager 


R. S. McElroy, Manager 





NORFOLK TIDEWATER TERMINALS 
Norfolk, Virginia 
James A. Moore, Vice President 
and General Manager 


KEYSTONE WAREHOUSE COMPANY BOSTON TIDEWATER TERMINAL, INC. 
Seneca and Hamburg Sts., Buffalo, N.Y. 666 Summer St., Boston, Massachusetts 
W. J. Bishop, Vice President T. W. Haskell, Vice-President 
and General Manager and General Manager 
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delivery except as permitted by W. P. B. They stipulated that 
manufacture of locomotives and cars should conform to the 
schedules to be determined without regard to any preference 
ratings heretofore assigned. 

The orders stated they were issued, “whereas the fulfill- 
ment of requirements for the defense of the United States has 
created a shortage in the supply of railroad cars for defense, 
for private account and for export, and it has now become 
necessary in the public interest and to promote the national 
defense to provide for the orderly scheduling of production 
and delivery” of such cars. The order as to locomotives con- 
tained an identical statement. 

Nothing more specific was stated as to the reason for the 
action taken, but W. P. B. officials said the shortage of steel 
and other materials used, because of the demands for such 
materials in the construction of ships, tanks, and other things 
being made for war, made the action necessary. 

Additional materials, it was stated, would be made avail- 
able to complete army and lend-lease equipment orders. No 
assistance would be given for passenger car production beyond 
that already authorized by W. P. B., it was stated, it being 
explained that passenger car production had been limited on the 
basis of priorities granted for specific production. 

The W. P. B. program, approved by the W. P. B. require- 
ments committee, was announced at the industry conference 
by Andrew Stevenson, chief of the W. P. B. transportation 
branch. 

Mr. Stevenson said that, if necessary, materials would 
continue to be made available for the initial program for Feb- 
ruary, March and April. He said inventories now held by 
the entire industry would have to be used for that purpose, and 
that pooling of materials might be necessary. He said that, 
though locomotive output was ahead of schedule. all car build- 
ers probably would not be able to finish the intial production 
program by April 30. 

The requirements committee. Mr. Stevenson said, agreed 
that, for the nine months ending December 31, materials should 
be allocated for an additional 250 steam locomotives, 50 Diesel 
locomotives, and 18,000 freight cars. He said no materials 
would be made available for further production of refrigerator 
cars, and that provision would be made for materials for “only 
a minimum number of tank cars” as determined by the W. P. B. 
transportation branch in consultation with the Office of De- 
fense Transportation. 


Construction of the additional Diesel locomotives must 
not interfere with output of Diesel engine crankshafts for mili- 
tary use, the industry representatives were told. The addi- 
tional freight cars, Mr. Stevenson said, “shall be constructed 
with the fullest possible substitution of wood for steel in their 
superstructure.” 

The requirements committee, which March 17 announced 
anproval of the railroad industry’s 1942 requirements for 
1,260.000 tons of heavy rail, also has agreed to the allocation 
of about 450,000 tons of materials for the rail program for 
the three months beginning April 1, it was stated at the W. P. 
B. Approximately 350,000 tons were made available in the first 
quarter of this year. 


Mr. Stevenson said the transportation branch would sched- 
ule the construction of all new equipment, so that added facili- 
ties could be made available for war work as the construction 
program proceeded. That branch also would direct the types 
of locomotives and cars to be built and would determine to 
whom they should be delivered, acting on recommendations of 
the O. D. T., he said. 


“The idea behind the construction and delivery scheduling 
plan.” he said, “is to make sure that the equipment needed most 
in our war program is made available, and that it is delivered 
to those areas where there is the greatest requirement for it.” 

The railroads had on order, March 1, 70.602 new freight 
cars. On that date they had 651 new locomotives on order, of 
which 300 were steam and 351 were electric and Diesel. These 
are the latest available figures on orders (see Traffic World, 
March 21, p. 779). 


In the meeting of the committee April 8, attended by about 
50 men, including representatives of the O. D. T. and of the 
Association of American Railroads, discussion centered on the 
question of determining whether the production of freight 
cars and locomotives for the rest of the year should be con- 
centrated and limited to the railroad shops, or to one or two 
car builders, or whether all the car and locomotive plants 
should share in the construction program, W. P. B. officials 
said. They said one proposal by car builders was that they be 
permitted to proceed with the filling of orders now on hand. 
on a “first come, first served” basis, until the 37.000 cars 
allowed for delivery in the remainder of this yvear had been 
built. Passenger coach construction, a W. P. B. spokesman 
said, was now subject to individual priority ratings already es- 
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tablished, and such equipment was not discussed by Mr. Steven. 
son in the committee session. 

The O. D. T. representatives in the meeting took no par; 
in the discussion, it was stated. It was indicated that the cay 
builders accepted the limitation announcement without pro. 
test and that the principal question debated was the question 
of allocation of the construction. 

After the session, one of the O. D. T. representatives who 
had attended it said, when asked for comment, that “all tha 
ground had been plowed before.” Hastening away to an. 
other conference, he did not elaborate on that observation. 

Director Eastman indicated that the allocation was much 
less than he had recommended. However, he declined to say 
what his recommendations had been or to indicate how much 
less the allocations were than what he deemed to be essential 
to enable the railroads to handle prospective traffic. 

Director Eastman said he could not make comment on the 
War Production Board’s allocation. He indicated that the al. 
location was much less than he had recommended. However, 
he declined to say what his recommendations had been or to 
indicate how much less the allocations were than what he 
deemed to be essential to enable the railroads to handle pros. 
pective traffic. 

Eastman Perturbed 


Director Eastman, of the O. D. T., in an address April 9 
before the Atlantic States Shippers Advisory Board at Philadel- 


phia, Pa., revealed a critical attitude toward developments in 


Washington with respect to transportation. 


He expressed the hope that the War Production Board | 
would modify its conclusions as to the need of the railroads | 


for rolling stock this year, meaning that the railroads should 
have more equipment than authorized April 8 as reported else- 
where. 


He said he was “quite unable to comprehend” why, in the | 


organization of the War Production Board, transportation was 
classed, as it was, with “civilian supplies.” Without trans- 
portation, he said, “we could not fight at all.” 

“We are at war with half the world,” said he, adding +the 
remark about without transportation we could not fight at all. 

“In these days there is nothing which enters into war, from 
troops to bullets, which is not dependent absolutely on trans- 
portation. It is the one thing which is not only indispensable 
but all-pervasive, whether it be, for example, the transporta- 
tion of iron ore from the mines, the transportation of wheat 
from the farms, the transportation of tank or airplane parts, the 
transportation of troops and their armaments, or the trans- 
portation of workers to and from war production plants.” 

So long as the machinery of transportation was clicking 
smoothly, said he, it was easy to overlook the vital part which 
it played in the war effort. Once it began to skip and falter 
at any point, “we hear about it from every quarter.” 

Director Eastman said it was a pleasure to be able to say 
that thus far “no industry has functioned more admirably in 
the war effort than the transportation industry.” 

He spoke, as he had heretofore, of the effective cooperation 
of shippers and carriers and commended such cooperation. He 
had not come, however. “to pat you on the back but to point 
out the dangers which lie ahead.” 

“IT do not wish to be an alarmist,” said he, “‘but let us take 
account of stock.” 

He referred to the war production program and said that 
notwithstanding the record figures of 1941 there would be much 
more traffic to move in 1942 and still more in 1943. The rail- 
roads had lost the help of the intercoastal and most of the 
coastwise shipping. A great tonnage had been diverted from 
water to rail. Most of it was long haul traffic and the end was 
not yet in sight. Not so long ago, tank cars were almost a 
drug on the market; now they were carrying more than 500,000 
barrels of oil daily, with a heavy demand for more. That was 
merely an illustration. 

“All this has imposed a great strain on cars and an even 
greater strain on motive power,” said he. “Ton miles are in- 
creasing at double the rate per carloadings. On top of this is 
the fact that there is a heavy and a continually increasing move- 
ment of troops and the impediment of furloughed men, with 
a new and abnormal trend of traffic over the long routes to the 
Pacific coast area.” 

Mr. Eastman spoke of the effect of the rubber shortage 
on the operation of trucks and passenger busses. A tremendous 
load would fall on the railroads, he indicated, if the rubber 
shortage cuts down highway transportation service. 

He said it might be said that the answer to all this was 
to build more cars and locomotives. more barges and more pipe- 
lines and in whatever amounts might be necessary. That would 
be an answer, said he, and it was one of his principal duties 
to do everything he could to see to it that the carriers got the 
materials, equipment and facilities that they needed, 
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“But the decision on that point lies, not with me, but with 
the War Production Board,” said he. 

He referred to the tremendous demand on the limited stock 
of steel and other critical war materials and said that there 
was not enough to go around. 

“J fear that the board, in view of the enormous programs 
for armaments and ocean shipping, may make the mistake of 
taking the greater chance with domestic transportation than 
may be wise,” said he. “Certainly, you may be sure that the 
carriers Will not have an abundance of locomotives and cars. 
They will need before long to bring every ounce of their reserve 
power into play and to make the maximum possible use of 
what they have got. The carriers will need the same sort of 
creative imagination, versatility and ability to improvise which 
characterizes modern warfare in the field of combat. They 
will need to operate much more nearly as a unit than in nor- 
mal times, to make cooperation the watchward instead of com- 
petition, to share not only their freight cars but their passenger 
equipment and locomotives, and to pool their resources in many 
instances.” 

He referred to his general order No. 1 to bring about an 
increase in 1. c. 1. freight loading minima. Some were doubtful 
of that order and feared it might not work, said he, but he 
believed it would, ‘‘and certainly it is clear that it is directed 
to an outstanding case of inefficient use of equipment which in 
these times ought not to be tolerated if there is any possible 
way of avoiding it.” 

Reduced to simple terms the way to get the maximum use 
out of the freight car was, first, to load to capacity and second, 
to keep it rolling as fast as possible and by reasonably direct 
routes. He said figures showed that the cars spent more than 
five times as much time in terminals as they did on the road. 
For a considerable part of that terminal time the carriers were 
responsible, he said. The shippers were also responsible. He 
urged improvement there and quick loading and unloading of 
cars. The weakest point right now in shipper performance was 
in loading. The time had gone by for the luxury of commer- 
cial minimums and the half-loaded cars of which there still 
were many, said he. Being in the worst war this country 
had ever fought, it was not too much to ask shippers to do 
their bit by loading cars to capacity “even if it means not only 
inconvenience but sacrifices. We hope to give them some help 
in the form of tariff changes.” 


Another thing of great benefit that the shippers could do 
was to spread the load as much as possible over the year. 
The railroads have had to provide equipment for a peak in 
traffic demands which, for the country as a whole, normally 
came each year in October. There were indications that the 
peak was becoming a plateau, but perhaps it could be reduced 
to something like a plain. He urged the shipping of coal in the 
spring and summer months. It would be necessary to make 
the best possible use of all the other forms of transportation 
as well as railroads. There was some spare capacity south- 
bound on the Mississippi River system. The waterways service 
could be expanded if new towboats and barges could be built. 
So far as the trucks were concerned, the shortage of rubber 
and other critical materials stood in the way of any new supply. 
He said the service which they could provide was not an ex- 
panding but a diminishing quantity. The truck problem was to 
keep the existing supply in service as long as possible and to 
avoid every wasteful or unnecessary use. His office was ex- 
tending its aid in this situation and it also planned to ship 
trucks from places of excess supply to locations where they 
were needed “but always with regard for the just rights of 
their owners.” 


Speaking very broadly, he continued, truck service was 
more efficient and economical for short hauls than railroad 
service, which in turn was more economical for long hauls. 
That being so, said he, there were those who proposed that 
definite limits be set to the hauls which each of these types of 
carriers might be permitted to perform. He said the fact was 
that this broad rule had many exceptions, and disadvantages in 
cost were often outweighed by advantages in service. He said 
it was not a situation where arbitrary standards could with 
any wisdom be applied. There were, however, many clear cases 
which demanded action. For example, tank trucks should most 
certainly be used in place of tank cars for short hauls of oil 
and other liquids, and such substitution, he said he was glad 
to Say, was now going on all over the country. 

_ _He also spoke of bus transportation and of the need for 
it although there was considerable present waste in bus opera- 


— which could and must be eliminated. In conclusion he 
said: 


Coming back to freight service, with which you are chiefly con- 
cerned. I hope that I have not painted too gloomy a picture, and I 
do not wish you to think that I am prophesying any immediate or near 
car shortage. What I am concerned about is the somewhat more dis- 
tant, but not remote, future; and about that I am very greatly con- 
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cerned. Since October 1, 1939, railroad traffic has, as you know, very 
greatly increased, and there is not a forecaster that I know of that 
does not predict a continual increase for so long as the war continues, 
entirely apart from any effect of the rubber shortage. In the same 
period, since October 1, 1939, the number of freight cars which the 
railroads own has increased by only 74,147, or less than 5 per cent, 
and there has been an actual decrease in the number of locomotives, 
although the total tractive effort has increased. The War Production 
Board now proposes to permit the construction in the remaining months 
of 1942, in addition to the completion of equipment already authorized 
but still under construction, of 250 steam locomotives, 50 diesel-electrics, 
and 18,000 freight cars with wood substituted for steel to the extent 
practicable. 

Notwithstanding the meager additions to equipment which have 
been made since 1939 in the face of a tremendous increase in traffic, 
the railroads have met all needs, with a few minor and temporary ex- 
ceptions, adequately and efficiently. Everyone must concede that they 
have done an outstanding piece of work. I know that, regardless of 
how many new cars and locomotives they are permitted to have, they 
will do everything in their power to continue their excellent perform- 
ance, drawing upon their reserve capacity to the last drop. I know, 
also, that the shippers will rally to their support to the full extent of 
their ability. I know, further that the Office of Defense Transporta- 
tion will do everything in its power to help them. 

The new locomotives and cars which the War Production Board is 
proposing for the remainder of this year fall far short of what I have 
believed to be necessary for the successful prosecution of the war effort. 
The conversations in regard to this matter will continue and I hope 
that they will eventuate in modified conclusions. I say that, however, 
with full appreciation of the fact that the Board is confronted with a 
most difficult situation and that my particular problem, domestic trans- 
portation, is only one phase out of many which it must consider. Most 
sincerely I hope that the Board is right and that I am wrong, and I 
know that you, as well as I, will do everything that we can do to make 
them right, if they do not modify their present conclusions. 


A. A. R. Won’t Talk 


J. J. Pelley, president, Association of American Railroads, 
said he had no comment when asked for a statement about the 
W. P. B. action. Request had been made for a statement as to 
the effect the action would have on the railroads’ ability to 
meet traffic demands this year. Neither Mr. Pelley nor other 
A. A. R. officials familiar with the car supply and traffic de- 
mand situations would answer that question. Instead they 
asked questions. One said the situation was too full of un- 
certainties as to the future. 


many lines under W. P. B. orders, it was stated, was a question 
that could not be answered now. Another question put by an 
A. A. R. official was with respect to the movement of coal to 
New England. It was: “How much coal will have to be trans- 
ported by rail to that region because of lack of boats in the 
coastwise trade?” A point was made of the fact that the 
railroads were now moving in excess of 500,000 barrels of oil 
daily to the eastern seaboard as against estimates last summer 
that they could move around 200,000 barrels a day. A predic- 
tion last fall that the railroads could move as much oil as they 
were now moving, it was said, would have sounded silly at the 
time. 

There was no effort to hide the fact, however, that the 
A. A. R. officials were disappointed at the limits placed by 
W. P. B., particularly with respect to freight cars. Relatively, 
the situation would be better with respect to locomotives than 
to freight cars, it was believed, and it was pointed out that the 
obtaining of power was most important. 

It was also indicated at the A. A. R. that an effort was 
being made to obtain an increase from W. P. B. in the authori- 
zations, and that help along that line might come from Director 
Eastman. Support for the view that Mr. Eastman would help 
came in an address he made April 9 (reported elsewhere) in 
which he expressed the opinion that the totals announced by 
the W. P. B. were too low. 


The railroads obtained about 8,100 new freight cars in Jan- 
uary. Adding this figure to the 36,000 authorized for Feb- 
ruary, March and April, and the 18,000 authorized for the 
remainder of the year, a total of 62,100 additional cars for the 
entire year of 1942 is obtained. 

The railroads reported to defense production officials in 
January that, in order to handle a 10 per cent increase in traffic 
in 1942, they would need 121,827 new freight cars and 974 new 
locomotives (see Traffic World, Jan. 24, p. 234). As to freight 
cars the W. P. B. action, as indicated, provides for about one- 
half of the railroad estimate. 

As to locomotives the picture appears more favorable. The 
authorized program for February, March and April totaled 926 
locomotives. The additional authorization is 300, making a 
total of 1,226 locomotives as against the 974 new locomotives 
estimated by the carriers in January. The railroads obtained 
115 new locomotives in January and February this year. 

It was reported that Director Eastman had made a pre- 
liminary estimate of 130,000 new freight cars for the railroads 
this year but he refused to confirm or deny that report. 

When the Supply Priorities and Allocations Board au- 


How much would civilian traffic = 
fall off due to the discontinuance of civilian manufacturing in : 


1 ae ER 


ORE Als I ebay . 
een Tn 


PANE OR CIEE 
PR uy 


+ 


PARA emrecne ey + 








992 


thorized the Office of Production Management to grant priori- 
ties and other help the first quarter of the year to provide 
materials for 36,000 new freight cars in February, March and 
April, and for 926 locomotives for the same period, it estimated 
that weekly carloadings would reach a level of about one 
million cars as early as May this year and said that building 
of 36,000 cars would “just permit the roads to meet this peak 
at full operating efficiency.” Revenue freight loading the week 
ended April 4 totaled 828,890 cars, it was pointed out in that 
connection. Ore loading increased 24,890 cars above the pre- 
ceding week, a total of 55,044 cars. A million cars a week in 
May was believed at the A. A. R. not to be in sight. 

Mr. Stevenson stated that of the 18,000 additional cars 
allowed for 1942, about 2,000 would have to be cars for hauling 
ore. He said that the 18,000 cars represented the maximum 
new addition to the car supply that would be allowed this year. 

The W. P. B. orders provide that, irrespective of the terms 
of any contract of sale or purchase or of any other commit- 
ment, no producer shall produce or deliver any cars, except as 
authorized by W. P. B. 

It is understood that W. P. B. is planning to issue an order 
requiring substitution by purchasers of new rail or old rail up 
to 90 per cent of the new tonnage—that is, the purchasers 
would have to “turn in” the old rail. The order also may pro- 
hibit the sale of old rail without authorization by W. P. B. 

P. A. Hollar, acting director of the O. D. T. section of 
materials and equipment; V. V. Boatner, director of the division 
of railway transport, and J. W. Barriger, associate director of 
the division of railway transport, and federal manager of the 
T. P. & W. were present at the conference at which Mr. Steven- 
son announced the limitation and control program. 


Ss. D. TRAFFIC PLAN 


The South Dakota commission plans no further action on 
a plan for the allocation of traffic between railroads and trucks 
according to the length of haul involved, following a second 
conference on the subject, held at Pierre, S. D., March 31 (see 
Traffic World, March 28, p. 859). Representatives of about 35 
common carrier trucking companies and of five railroads op- 
erating in the state attended the conference at which it was 
pointed out that Director Eastman’s order on less-carload traf- 
fic was intended to obviate some of the conditions that had 
given rise to the allocation suggestions. It was agreed that 
the proposal should be held in abeyance, at least until it was 
ascertained how the O. D. T. order would work. 

The Associated Motor Carriers of North Dakota has ap- 
pointed a committee to confer with the railroads in the mat- 
ter, should further discussions be deemed necessary. Similarly, 
the western railroads have assigned the matter to a committee 
consisting of representatives of the North Western, the Mil- 
waukee Road, the Burlington, the Great Northern and the 
Omaha. 


Kendall on Car Shortage 


There appeared to be at present an “open season” on pre- 
dictions of an impending car shortage, said W. C. Kendall, 
chairman, car service division, Association of American Rail- 
roads, in an address at the meeting of the Atlantic States Ship- 
pers’ Advisory Board at Philadelphia April 9. No one at pres- 
ent would “care to predict positively that a car shortage during 
this year of 1942 will not occur,” he said, but that was “a far 
different thing from saying, as some have, that a serious car 
shortage is imminent.” There were too many intangibles for 
a fair prediction, he continued, one of which was the answer 
to the question: 

“Will the railroads be permitted to share in industry pro- 
duction to the point of securing materials needed to build loco- 
motives and cars on order and which have been on order for 
months, and to maintain existing equipment at its present level 
of operating efficiency?” 

A prediction that the fall peak would reach 1,250,000 cars 
a week, with a sustained period of more than 1,000,000 a week, 
made in an eastern paper, said he, was “the effort of an am- 
bitious reporter with spring fever rather than one written fol- 
lowing a careful analysis of available facts.” The actual in- 
crease in the first quarter of 1942 over the first quarter of 1941 
was only .3 per cent, he added, and the railroads were not now 
predicting a level of carloadings of 1,250,000 cars a week in 
the fall of this year. 

There had never before been a time in railroad history 
when the shippers were ‘“‘so enthusiastic in their efforts to pull 
their fair share of the load,” said he. There were, as always, 
he continued, “a certain few who do not sense the necessity 
for individual action, but proceed according to the plan which 
is now commonly referred to as ‘business as usual.’ Something 
must be done to bring home the all-too-evident fact that there 
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is an emergency in which every individual has a part to per. 
form.” Continuing, he said: 


The rail transportation performance for 1942 will approximate 
about what the railroads, the shippers and receivers, in their joint 
efforts, will it to be. Each must do their part, and doubtless more 
than each has ever done before. The railroads must do their job 
promptly and thoroughly, keep cars moving, and not permit them 
to remain on industry track or team track after release. The shipper 
must load cars promptly and heavily. The peak load should be leveleg 
to the extent possible by using transportation facilities when available 
for building up inventories—storage of coal, for example. The re 
ceivers must order loads which will test the capacity of the cars ang 
unload it promptly upon receipt. Failing this latter, he may expect 
an embargo, for the service agents of the Interstate Commerce Com. 
mission and the car service agents of the car service division are on 
watch. If all these things are done, and if the materials needed fo; 
new equipment ordered and for repairs are forthcoming, there will be 
no ‘“‘serious car shortage’’ in 1942. 


Car Supply Situation 


Approximately 100 operating officers of railroads in the 
Chicago area met at Chicago, April 6, to discuss operating 
problems affecting car supply. J. J. Mahoney, general super. 
intendent, Santa Fe System, presided. Homer -C. King, direc- 
tor of the Commission’s bureau of service, and John R. Turney, 
director of the traffic division of the Office of Defense Trans. 
portation, in off-the-record talks, spoke on the reasons for 
issuance by the Commission of its car service order No. 71 
and by the O. D. T. of its general order No. 1. Asked, after 
the meeting, what he had told the operating men about sery- 
ice order No. 71, which, among other things, provides for the 
pooling of live stock cars at terminals, Mr. King said the 
discussion on the subject was in closed session for the infor- 
mation of the railroad men only. 

W. C. Kendall, chairman, car service division, Association 
of American Railroads, Washington, D. C., said, after the 
meeting, that he had told the operating men that the petro- 
leum tank car situation was far more satisfactory than rail- 
road men in Washington had expected it would be when they 
studied the matter six months ago. He said that there was 
a shortage of flat cars needed to move army tanks and motor- 
ized equipment, and that it would be absolutely essential to 
“forget ownership privileges” with respect to the use of those 
cars for moving civilian materials. He said that there were 
10,000 more open-top cars owned by eastern railroads on west- 
ern lines than there were in March, 1941, and urged that the 
western lines return those cars to eastern lines at once. He 
praised the activities of car vigilance committees, saying that 
in the past three or four weeks 200 local vigilance commit- 
tees had speeded up the movement of thousands of cars ap- 
proximately 10 per cent by calling on some 3,000 shippers and 
consignees whose loading and unloading systems had _ been 
inefficient. 

A statement on the location of box cars was made by L. 
M. Betts, manager, closed car section, A. A. R. car service divi- 
sion. The percentage of home box cars on-line for all rail- 
roads was only 43.3 on March 15, 1942, compared with 544 
for the same time last year, it said. Western ownership in- 
creased from 308,251 to 328,351 in the year ending March 1), 
1942, and on-line cars in the west increased from 280,395 to 
306,894 in the year, it said. Comparable figures for eastern 
and southern railroads showed an increase in ownership from 
yey to 413,721 and in cars on-line from 414,545 to 435,110, 
it said. 

No formal action was taken at the meeting. There was 
discussion of operating problems in handling refrigerator, tank, 
box, coal, live stock, and interchanged cars. 


CAR SURPLUS REPORT 


U. S. railroads reported a daily average surplus of 57,337 
freight cars for the week ended April 4, according to the car 
service division of the Association of American Railroads. The 
surplus was made up as follows: Plain box, 20,355; auto box, 
3,095; total box, 23,450; flat, 1,622; gondola, 6,989; hopper, 
9,716; total coal, 16,705; and miscellaneous, 15,560. 


Cc. OF C. TRAFFIC MAN CONFERENCE 


Allen Dean, manager, transportation bureau, Detroit Board 
of Commerce, has asked Chamber of Commerce traffic men 
planning to attend the special meeting’ of the National Indus- 
trial Traffic League at Cincinnati, O., April 14, to meet the pre 
ceding day at the Netherland Plaza Hotel to consider the ques 
tion “What should a Chamber of Commerce traffic man be 
doing for his members in these warring days?” Recommenda- 
tions may be made to the League for consideration at it 
meeting. 
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Defense Transportation Office 


Noting that at no time for which there were records, 1926 
and onward, did the loading of less-carload merchandise aver- 
age the six tons required as an initial minimum by Director 
Eastman’s order No. 1 on that subject, Allen Dean, manager 
of the traffic department of the Detroit Board of Commerce, 
has taken steps for consideration of the subject by Detroit 
shippers. The latter at Mr. Dean’s request discussed the sub- 
ject at a meeting April 5. 

In a letter to the chief traffic officers of Detroit lines, with 
a copy to Director Eastman, he said the shippers had discussed 
the matter as thoroughly as possible in the light of information 
available at the time. They requested him, he said, to make 
certain requests of the Detroit lines, the first of which was for 
a meeting April 16 of the rail traffic men with the shippers 
which had discussed the subject at their meeting. Mr. Dean 
sent the railroad men copies of forms to be used by them for 
making reports as to the weights of inbound and outbound 
merchandise cars for the first two months of this year. He 
also sent the railroad men a statement of the average weight 
of both carloads and merchandise cars received and forwarded 
over a period of the last 15 years. 

“Observing,” said Mr. Dean, “that in none of the periods 
did the average weight of our cars rise to the initial require- 
ment of 6 tons specified in order No. 1, you will appreciate the 
concern of the shippers as to future sailings. Will you please 
endeavor to provide us with the required information suffi- 
ciently in advance of our April 16 meeting so that it may be 
stenciled and distributed to the shippers. Will you also state 
whether you are agreeable to the joint meeting of that date?” 

The heaviest loading shown in the 15-year period, of mer- 
chandise traffic was 5.4 tons a car in February, 1942. 

The requests Mr. Dean laid before the traffic officials of 
the Detroit lines, on behalf of Detroit shippers, were: 


Second, they desire to determine what merchandise cars are being 
loaded from and received at Detroit, together with the actual daily 
weight in such cars for the first two months of 1942, It is their 
thought that with this information they will be able to make some 
determination of the schedules which must be rearranged to provide 
necessary service. Our purpose in seeking the information for two 
months is that it is felt one month might not be a representative period 
for all cars. 

Third, they would like to know what schedules are proposed effec- 
tive May 1, 1942, to comply with the terms of the order. Under Para- 
graph 5 and the six subdivisions thereof, you are required to formulate 
and submit to the Office of Defense Transportation plans designed to 
accomplish the purposes of the order. In order that there may be as 
little confusion as possible among Detroit shippers, they are anxious 
that information as to the Detroit plan be given as wide publicity here 
as is possible before May 1. 


Harrison Protests G. O. No. 1 


George M. Harrison, president of the Brotherhood of 
Railway Clerks, has protested Director Eastman’s General 
Order No. 1, establishing minimum weight limits on loadings 
of cars carrying less than carload civilian freight, in a letter 
sent to all general chairmen, grand lodge officers, representa- 
tives and organizers. He also wrote to other railroad labor 
organizations. 

Harrison charged that the order was likely to result in 
serious and widespread unemployment and dislocation of rail- 
road employes belonging to his organization and many others. 
He asked his chairmen to make a nation-wide canvass of the 
effects of the order. 


He charged that Director Eastman was attempting to re- 
vive “in more subtle form” a program he tried to put into effect 
when he was Federal Coordinator of Transportation. 

“This order came as a bombshell,” said Labor, the organ 
of the railroad brotherhoods and unions. 

Harrison said no labor representative was even consulted in 
its preparation though its effect on workers was far-reaching. 

“Protections set up by Congress in the transportation act 
of 1940 against consolidation, pooling, and other joint actions, 
except on authority of the Interstate Commerce Commission, 
are swept aside,” said he. “Benefits and protections provided 
by Congress for the rights and interests of employes have ap- 
parently been disregarded.” 


He said the order would undoubtedly drive from the rails a 
great deal of less-than-carload lot merchandise traffic. He 
said truck lines and freight forwarders would get the traffic 
and that the order probably would cause many consolidations 
by railroads of handling and forwarding of this class of traffic. 
He asserted that there was no shortage of railroad labor or 
any congestion of operations on the railroads, and that the 
order might prove to be a handicap in the war effort because 
of diverting traffic to motor carriers and causing an increased 
peed for rubber tires when there was a serious shortage 
of rubber. 
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“Labor” said John R. Turney was Eastman’s assistant 
when he was coordinator and was now director of Eastman’s 


division of traffic. It said he had recently done legal work 
for one of the nation’s major freight forwarding companies. 


Traffic Council Less-Carload Action 


The executive committee of the industrial traffic council of 
the Chicago Association of Commerce, meeting April 9, adopted 
a motion authorizing a special council committee to contact 
railroad officials in an effort to formulate a plan for effective 
utilization of rail facilities used to handle less-carload mer- 
chandise freight. It was said that the action had been taken 
for the reason that, unless shippers and railroads worked to- 
gether to coordinate facilities, arrange for pooling merchandise 
freight, etc., as recommended by Director Eastman, package 
car service would very likely be very unsatisfactory. 

The committee went on record as opposed to proposals, 
allegedly being formulated by the Chicago Switching Commit- 
tee and Illinois Rate Committee, asking that the O. D. T. in- 
crease the minimum weight of trap carloadings from 6,000 to 
10,000 pounds. The proposals were opposed on the ground 
that no reason existed at present to modify General Order 
No. 1, which fixed the allowable minimum at the smaller figure. 


O. D. T. Warehousing Plan 


A group warehousing plan designed to permit more effi- 
cient use of storage facilities and to simplify dealings between 
warehousing companies and government procurement agencies 
has been worked out by the Office of Defense Transportation, 
the War Department, and other government agencies, it was 
announced April 9. 

“The plan calls for the pooling of available storage space 
through emergency warehouse associations formed by public 
merchandise warehousemen in distribution centers throughout 
the country,” said the O. D. T., adding: 


The plan is already in operation in Kansas City, Mo., where a 
contract has been signed on behalf of the War Department and a newly- 
formed Federal Emergency Warehouse Association of Kansas City, 
made up of 11 local warehousing companies. The O. D. T.’s division 
of storage, of which Colonel Leo M. Nicholson is director, is aiding 
in the establishment of similar associations in New York City, Phila- 
delphia, Boston, Chicago, and other cities where shortages of storage 
space are expected. 

Under the group warehousing plan, a government procurement 
agency, instead of negotiating separate contracts with a number of 
individual companies, signs a single contract with a local warehouse 
association for a large block of space. A single government order may 
be issued for storage or shipment of materials by different companies. 
Each company is bonded to the association, to which it bills all charges. 
The manager of the association in turn bills all charges to the govern- 
ment, 


All group contracts drawn up under the plan will be carefully 
studied by the O. D. T. to assure that the rates to be charged, and 
the terms and conditions of storage, are reasonable. The plan will be 
conducted on a voluntary basis, all owners of storage facilities in a 
given locality being given an opportunity to take part in the pool. 
Under an arrangement agreed to by the Department of Justice, ware- 
house operators entering into group contracts which have been ap- 
proved by the O. D. T. during the war emergency will not be subject 
to prosecution under the anti-trust laws. 


By making it possible for government agencies to obtain small units 
of storage space operated by many different companies, the pooling 
plan is expected to result in fuller use of existing warehouse facilities, 
while reducing the need for construction of new facilities to meet 
expanding war production needs. 

The simplified procedure saves time and paper work both for gov- 
ernment agencies and for warehouse operators. At the same time, 
storage of materials and supplies in warehouses in different parts of 
a city reduces the danger of loss by fire or sabotage. 

The approximately 110,000,000 square feet of public merchandise 
warehouse space in the United States is now about 80 per cent occupied. 
Much of the vacant space, however, is located in areas where no gov- 
ernment demand for storage facilities has developed. The group ware- 
housing plan is expected to make available to government agencies 
about 10,000,000 out of the 22,000,000 square feet of space not now 
occupied. 


New Appointments 


Director Eastman has announced the appointment of Edwin 
M. Fitch and Dorothy Sells to the staff of the division of trans- 
port personnel. In his announcement, he said: 


Mr. Fitch, former chief statistician of the Railroad Retirement 
Board, will serve as assistant to Otto S. Beyer, director of the division. 
Mr. Fitch has had extensive experience in governmental administra- 
tive work and research in the fields of labor, transportation and social 
security. He served on the staff of the Federal Coordinator of Trans- 
portation from 1934 to 1936. He is a graduate of Yankton College, 
South Dakota, and Oxford University, England. He received his Ph. D. 
degree from the University of Wisconsin in 1923. 

Miss Sells has been named chief of the personnel supply section 
of the division of transport personnel. She will serve as the link 


between the division and the Selective Service Administration and will 
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have charge of all matters relating to the employment of women in the 
transportation industry. 

Miss Sells, who has been head of the research division of the 
Maritime Labor Board, is a graduate of Wellesley College and received 
her Ph. D. degree from the London School of Economics. During 
World War I, she served as employment manager for women at the 
Watervliet Arsenal. Beginning in 1920, she spent seven years in 
England conducting studies dealing with the employment of women. 

upon her return to the United States she became Assistant Pro- 
fessor of Social Economy at Bryn Mawr College. In 1937 she was sent 
to Great Britain by the U. S. Department of Labor and the Interna- 
tional Labor Organization to undertake an investigation of state wage 
control in that country. The results of this study were published in 
book form by the Brookings Institution in 1939. 


Eastman on Car Seizure 


Addressing the House of Representatives while the subject 
of “destruction of small business” was under discussion, Rep- 
resentative Andresen of Minnesota, asserted that Joseph East- 
man of the Interstate Commerce Commission, stated “that the 
government would requisition and seize privately owned cars.” 
‘the declaration was said to have been made in a speech at St. 
Louis. He made a speech at Kansas City, March 25 (see Traffic 
World, March 28, p. 860), newspaper reports of which he thinks 
may have misled the Minnesota congressman into making the 
declaration. 

In that Kansas City speech Director Eastman, discussing 
the rubber problem said it was of huge proportions and that 
he could not tell his hearers what would have to be done to 
solve it. But he said that all unused tires must be so 
rationed that the best possible use would be made of them. 
from the point of view of the war effort.” 

“It is possible, also,” said the director, “that various 
vehicles and their tires which are not now used for essential 
purposes, may ultimately have to be requisitioned and rationed 
in a similar way.” 


C. M. F. A. Merchandise Freight Meeting 


The Central Motor Freight Association has called a 
meeting of its business development section, to be held April 
14 at the Stevens Hotel, Chicago, to discuss problems arising 
for common carrier truckers under O. D. T. order No. 1. The 
call says the meeting is necessary because “many questions 
regarding this order have come up from the carriers and their 
employes” and it is considered advisable to hold a session “for 
the purpose of interpreting the order and to answer questions 
in regard to it.” At the meeting there will also be a discus- 
sion of standardization of methods of identification for drivers 
entering defense plants. 


Marking of War Materials 


Detroit shippers, desiring to avail themselves of all the 
privileges granted in Director Eastman’s Order No. 1, relating 
to the loading of merchandise cars, have asked John R. Turney, 
director of Traffic Movement of the O. D. T. whether they 
may show on their bills of iading that a particular shipment is 
of ‘“‘war materials’; or whether they may paint those words 
on the materials themselves. 

The inquiry is made because order No. 1 exempts such 
materials from the requirements that the loading must be at 
least six tons in each car. The Detroit Shippers’ Conference 
says the War Department is touchy about such a designa- 
tion of materials. For that reason the members of the con- 
ference have raised the question with Mr. Turney. Frankly 
they say they are unable to see how the exception will be work- 
able unless a prominent display is made, in some way, as to 
the character of a shipment, entitled to be moved, without 
regard to the six-ton iimit. 


Bus and Train Reservations 


Director Eastman has asked all government agencies to 
issue instructions to their personnel to make bus and train 
reservations well in advance of train departures and where 
possible at city ticket offices, to make reservations only for 
journeys reasonably certain to be made, and to cancel reserva- 
tions as soon as possible if they are not to be used. 

“Carriers have legitimately complained of undue cancella- 
tion and last-minute cancellation on an inexcusable scale, and 
it is obvious reservations are being made to provide for con- 
jectural rather than prospective travel,” said he. 

Director Eastman said he issued the instructions “in the 
interest of efficient rail and bus transportation in the face of 
mounting demands upon carrier facilities.” 


Rationing of Vehicles 
Director Eastman has announced establishment of a spe- 
cial appeal board in Washington, D. C., to consider apneals 


from decisions of the O. D. T.’s local allocation offices under 
the commercial-vehicle rationing program. 
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The special board has been set up pending creation of 
local appeal boards in the field. 

Members of the board are M. V. Fredehagen, liaison 
officer, Board for Civilian Protection, Office of Civilian Defense, 
Washington, D. C.; W. Foster Banks, president, Motor Hav!- 
age Co., Brooklyn, N. Y.; and J. B. Pymer, secretary-treasurer, 
The City Baking Company, Baltimore, Md. 

Rationing of all types of new trucks, truck tractors and 
trailers, under the terms of General Conservation Order M-100, 
has been in effect since March 9. The program is administered 
jointly by the O. D. T. and the War Production Board. 


Petroleum Haulers Meeting 


With a view to a better understanding, S. F. Niness, chicf 
of the petroleum section of the Motor Transport Division of 
the O. D. T., called a meeting of the petroleum transporters of 
the eastern district in which the shortage of petroleum products 
has created a supply and transportation problem to be held in 
the main hearing room of the Commission, April 10. Mr. Niness 
told the haulers he desired to talk with them about their prob- 
lems and tell them of the problems of the division. 


Truck Conservation 


“Thousands of dollars worth of automotive parts that 
are now finding their way into scrap piles can be saved by reg- 
ular check-ups and by building up worn areas by approved 
methods,” William J. Cumming, chief of the vehicle mainte- 
nance section of the Office of Defense Transportation, told a 
safety school for truck and bus operators at the University of 
South Carolina, Columbia, S. C., April 7. 

In an appeal to truck owners and repairmen to give ve- 
hicleS special maintenance attention to prolong truck life and 
conserve gasoline, parts and tires, Mr. Cumming emphasized 
the necessity of rebuilding and repairing worn parts instead of 
sending them to the junk yard. 

Mr. Cumming also said that no automotive conservation 
program could be separated from the safety program. 

“There was a time,” he said, “when we could breathe a 
sigh of relief if one of our vehicles had been involved in an 
accident as soon as we learned no one had been injured or 
killed. That time is past. In a total war every vehicle is a 
part of war transportation. With a scarcity of materials, 
damage caused by accident may cost the lives of a whole com- 
pany of men at the front because they were not supplied with 
the implements of war necessary to protect themselves to the 
greatest possible degree.” 

Mr. Cumming said it was the patriotic duty of truck own- 
ers to: (1) Make regular mechanical check-ups of all trucks. 
(2) Guard against overloading. (3) Instruct drivers to make 
daily checks of the trucks. (4) Employ only competent driv- 
ers. (5) Conserve worn parts by rebuilding. 

Similarly, Mr. Cumming said, the patriotic driver would: 
(1) Avoid accidents. (2) Operate his vehicle with care so as 
not to cause unnecessary wear. (3) Check tires daily. (4) Re- 
port on the condition of his truck daily. 


Truck Troubles on N. Y. Piers 


With a view to alleviating conditions on the piers in New 
York, E. J. Buhner, of the staff of Director Eastman, has been 
in consultation with the truck pier coordinating committee 
which has been dealing with troubles on the New York water- 
front. That committee is composed of representatives of ship- 
pers, motor carriers and steamship lines, with W. L. Thornton, 
Jr., traffic manager of the Port of New York Authority, serving 
as chairman. 

On account of conditions on the piers at New York, it has 
been necessary to extend the permit system so as to make it 
applicable to motor carriers, the vehicles of which are carrying 
traffic to or from the piers. 

That part of O. D. T. over which Commissioner Rogers 
exercises supervision is giving close attention to the situation 
on the piers, being not unmindful that if it deteriorates it may 
be necessary for Director Eastman to do something about it. 
Chairman Thornton of the committee which is dealing with 
the matter has warned his people that O. D. T. has the power 
to do whatever it may deem necessary to improve the movement 
of traffic carried by motor vehicles by designating government 
selected men to improve the conditions, if they cannot work 
out a solution. However it indicated by those who have in- 
spected the piers, that at this time the thought is that the 
Thornton committee can and will do whatever is necessary. 


No Rail Solicitation Ban 


“The Office of Defense Transportation today assured rail- 
roads, bus and truck lines, and other carriers that no plans for 
ordering the abandonment of off-line offices engaged in sales 
and service activities are now under consideration,” said the 
O. D. T., April 10. “The carriers were told that, in spite of 
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increases in war traffic, such offices could be of much value if 
used as service and expediting agencies.” 

In a statement addressed to all carriers, Director East- 
man said: 


It has come to our attention that there is concern among employes 
of carrier outside traffic offices, and some anticipation in the general 
offices, that the Office of Defense Transportation will direct an aban- 
donment of solicitation and a closing of outside offices devoted to sales 
and service activities. We have no present intention or plan for giving 
such directions. 

Decision regarding continuance of outside agencies and the scope 
of their activities is primarily a responsibility of carrier management, 
which we do not wish to influence beyond pointing out that in making 
these decisions preponderant weight must be given to the fact that 
during the war the interest of individual lines must be subordinated to 
the maximum utilization of all our transportation facilities for the 
successful prosecution of the war. Cooperation must be the watchword 
rather than competition. 

Carrier solicitation organization—off-line, on-line and in the general 
offices—can often be of much value, even under present conditions, if 
used as service and expediting agencies. 


Pooling Tanks and Refrigerators 


Issuance of orders pooling tank and refrigerator cars in 
the near future, it was learned April 10, is in contemplation 
by the Office of Defense Transportation. The only explanation 
given in connection with the probable issue of such orders is 
that the O. D. T. is not certain that tanks and refrigerators are 
being used in the most efficient manner and that pooling may 
improve the situation. 


W. P. B. Construction Limitation 


The War Production Board on April 9 issued conservation 
order L-41, effective that day, prohibiting the start of unau- 
thorized construction of “commercial, industrial, recreational, 
institutional, highway, roadway, sub-surface and utilities” proj- 
ects, whether publicly or privately financed, any of which would 
involve a cost of $5,000 or more. 

“This step,” said the W. P. B. announcement, “goes much 
further than the S. P. A. B. announcement of October 9, 1941. 
In that announcement, it was made clear that no priority as- 
sistance would be given to non-essential construction. In to- 
day’s order, however, it is provided that no construction may be 
started (except in a few specified cases) without permission.” 

Specifically exempted from provisions of the order were 
projects which would be the property of the army, navy, coast 
guard, Maritime Commission, Panama Canal, Coast and 
Geodetic Survey, Civil Aeronautics Authority, or Office of 
Scientific Research and Development; projects of the type re- 
stricted or controlled by “provisions of the order of the M-68 
series, which cover the production and distribution of petro- 
leum,” and projects for reconstruction or restoration of resi- 
dential property damaged or destroyed on or after January 1, 
1942, by fire, flood, tornado, earthquake or the public enemy. 

“War requirements of the United States,” said the intro- 
ductory paragraph of the order, “have created a shortage of all 
materials required for war production and construction neces- 
sary thereto, for private account and for export; the War Pro- 
duction Board accordingly has stated as its policy that it is in 
the national interest that all construction which is not essential, 
directly or indirectly, to the successful prosecution of the war, 
and which involves the utilization of labor, material or con- 
struction plant urgently needed in the war effort, be deferred 
for the duration of the emergency.” 

Applications for preference rating orders for public roads, 
according to the order, are made by or through the Public 
Roads Administration. 


PETROLEUM TRANSPORTATION 


A record tank car movement to the east coast of more than 
a half million barrels of oil daily in the week ended March 28 
Was announced by Petroleum Coordinator Ickes. 

The exact movement was at the rate of 506,025 barrels a 
day and marked the fourth consecutive week that a new high 
had been established. The previous record of 464,561 barrels 
Was established in the week ended March 21. 

In moving 506,025 barrels each day into the east, the 18 
companies reporting loaded a total of 15,742 cars. Including 
cars which were on the way back west for reloading, this means 
that a total of approximately 33,750 cars were engaged in the 
east coast service during the week. 

On the basis of an average of 225 barrels a car, the 15,742 
loaded cars carried the equivalent of 3,541,950 barrels of petro- 
leum and petroleum products. In the previous week, 14,453 
cars were loaded, or the equivalent of 3,251,925 barrels. Total 
number of cars then involved in the service was about 30,000. 
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In January, 1941, the total shipments of crude oil to the east 
coast by rail in the month amounted to only 560 barrels. 

Announcement of the appointment of Jubal R. Parten, of 
Houston, Tex., as director of the transportation division, Office 
of Petroleum Coordinator, has been made by Deputy Co- 
ordinator Ralph K. Davies. 

Mr. Parten succeeds Henry A. Gilbert in the post of direc- 
tor. Mr. Gilbert takes over a new assignment as special as- 
sistant to the deputy coordinator. He has been head of the 
transportation division since last July. 

For several months Mr. Parten has been a member of the 
Tanker Coordinating Board, the joint government-industry or- 
ganization set up by the Office of Petroleum Coordinator and 
the Maritime Commission to coordinate the operations and 
use of United States oil tankers. He will continue to serve on 
the board, but in his new capacity as a representative of gov- 
ernment, rather than of industry. 

He joins the coordinator’s staff on leave of absence as 
president of the Woodley Petroleum Company, of Houston, 
and as chairman of the board of directors of the Premier Oil 
Refining Company of Texas. 

The Petroleum Industry War Council has announced that 
rationing of all petroleum products in the east and Pacific north- 
west will be necessary despite extraordinary efforts to build 
up overland transportation in substitution for tankers. 

An immediate curtailment of 25 per cent in normal deliv- 
eries of fuel oil used for space or central heating and for hot- 
water supplies on the Atlantic seaboard and in Oregon and 
Washington has been called for by Petroleum Coordinator Ickes. 





Mid-West Shippers Board 


“Cooperation between shippers and the railroads in the 
wartime transportation effort has been far more effective than 
I had thought possible,’ said Commissioner Johnson, at Chi- 
cago, April 7, “but it will have to go much further or things 
beyond cooperation will have to be done.” 

“Whenever you fail,’”’ he added, addressing the shippers and 
railroad men in his audience, “there will be a service order, and 
when there is a service order ‘church is out.’ Everything that 
may have to be done to get the fullest possible use out of the 
country’s transportation system is now down in one of the ten 
service orders I have ready, and at the first indication that 
the cooperation now existing is not sufficient, the proper order 
will be applied.” 

If and when the transportation situation reached that stage, 
he said, shippers and transportation men might discover that 
some of the orders applied were bad orders, but, bad or good, 
they would have to be obeyed. The object in this war, he said, 
was to “keep the battlefields remote from this country.” That 
meant placing a greater importance on transportation as a war 
function than ever before in history, he added, and, conse- 
quently, transportation was actually a “more important func- 
tion than the fighting.” 

He predicted a department of transportation with a secre- 
tary in the President’s cabinet after the war. 

The rest of his address dwelt on what he conceived to be 
the Divine purpose of the United States to be the “reservoir of 
justice and liberty” for the world for all time to come. Asa 
southerner, he said, he reached manhood before he could under- 
stand why God had permitted the righteous cause of the Con- 
federacy to be defeated; but he knew now that He had per- 
mitted that defeat as a matter of expediency in building the 
greatest and richest nation the world had ever seen to carry out 
His purposes. 

Commissioner Johnson spoke at a joint luncheon of the 
Mid-West Shippers Advisory Board and the Traffic Club of Chi- 
cago, in connection with the spring meeting of the board. 


Business Session of Board 


At the business session, the board took action for the ap- 
pointment of a committee to study ways and means by which 
the cooperation of other transportation facilities than the rail- 
roads could be brought to play in its affairs. Clayton Devine, 
traffic director, Silica Sand Traffic Association, was named 
chairman. It extended the function of its chamber of com- 
merce committee, A. H. Schwietert, traffic director, Chicago 
Association of Commerce, chairman, to include less-carload 
traffic matters and changed the name to chamber of commerce 
and less-carload committee. 

A special committee was appointed to study the matter 
of demurrage on private tank cars held on private sidetracks, 
with R. V. Craig, general traffic manager, Allied Mills, Chicago, 
as chairman. 

Another special committee, with Gordon Stedman as chair- 
man, was appointed to study the matter of penalty demurrage 
on refrigerator cars held beyond two days. 

All this action came on the adoption of the report of the 








996 


executive committee, which made the recommendations. The 
committee’s recommendations that no action be taken on O. D. 
T. general order No. 1 and on the Commission’s service order 
No. 68 until their effects could be studied, and that the board 
refrain from acting on the proposal to lengthen the 40-hour 
work-week as being outside its functions, were also adopted. 

Finally, the report recommended the reorganization of 
the storage and warehouse committee under the chairmanship 
of Elmer Erickson, vice-president, Midland Warehouses, Chi- 
cago, and that also was adopted. 

Mr. Schwietert, reporting as the chairman of the central 
car vigilance committee, said the total number of local com- 
mittees now operating in the board’s territory was 63, with 
a total membership of 927. He said the value of their work 
was shown by the fact that complaints against shippers for 
inefficient use of freight cars were becoming less frequent. In 
Chicago, in the week of March 30, he said, there had been no 
such complaints as compared with 68 the week of February 13, 
and 233 since the first of the year. A number of members of 
the local committees spoke of the work in their respective com- 
munities. 


Demurrage Free Time 


T. C. Burwell, vice-president in charge of traffic, A. E. 
Staley Manufacturing Company, Decatur, Ill., said his com- 
pany was willing to accept changes in demurrage rules that 
would eliminate Sundays and holidays from free time and re- 
duce the free time to 24 hours. He made a motion that the 
subject be placed on the board’s docket and immediately tabled. 
He explained that this would clear the deck for prompt action 
by the board’s executive committee or at a special membership 
meeting of the board should a situation develop indicating the 
necessity for such action. 

He pointed out that there were still things the railroads 
might do, however, mentioning the increase in the average 
round-trip of the tank cars of his company from 13 to 15.8 days 
in recent months, and the lengthening of time in transit on 
traffic in box cars from his Decatur plant to Newark, N. J., from 
four days to from 10 to 20 days. He said he knew that heavier 
loadings and longer trains were partially the cause, but felt 
that the entire blame could not be placed on those factors. 

A. E. Vogtle, manager of traffic and sales, DeBardeleben 
Coal Company, Birmingham, Ala., president of the National 
Association of Shippers Advisory Boards, addressed the meet- 
ing. He spoke of the action of the War Production Board in 
“freezing” supplies of locomotives and cars and asked: 

“Why should new equipment be provided when there is any 
latitude at all for more efficient utilization of existing equip- 
ment?” 

He said there were railroads in the southeast where equip- 
ment was loaded only to 56 per cent of capacity, on the average. 
Those interested in transportation could not very well ask for 
the diversion of necessary war material to cars and locomo- 
tives when the existing facilities were used only to half of their 
capacity, said he. 


Dunnage Allowance 


Reporting as chairman of the special committee on dunnage 
in closed cars, Murray N. Billings, traffic manager, western dis- 
trict, United States Steel Corporation Subsidiaries, Chicago, 
said the recent action of the railroads, in providing for from 
250 to 500 pounds of free dunnage where cars were loaded at 
specified percentages over the required tariff minimums was 
not a recognition of the principle that dunnage was a shipper 
contribution to the safety of freight and the protection of rail- 
road equipment. He said he reported the development merely 
as “progress,” and that the committee intended to continue 
working toward a more liberal arrangement. The applause 
that followed the receipt of his report seemed to indicate, how- 
ever, that the board members considered even so much as a 
—— accomplishment after years of heretofore futile 
effort. 

Albert L. Green, special representative, freight claim di- 
vision, Association of American Railroads, and A. McGinness, 
chairman of the board’s claim prevention committee, spoke on 
the current Perfect Shipping Month campaign. There were 
reports from L. M. Betts, manager, closed car section, and 
W. D. Beck, district manager, car service division, A. A. R., on 
general and local transportation conditions. Representatives 
of individual railroads gave figures on new equipment received 
and ordered since the board’s winter meeting, and A. W. Wilkins, 
secretary of the board, read a summary of estimated carload- 
ings for the second quarter of the year made from reports of 
commodity committees (see Traffic World, March 28, p. 865). 





W. P. B. TRANSPORTATION UNIT 


_Appointment of Sidney L. Miller, of Iowa City, Ia., as 
assistant chief of the transportation branch of the War Pro- 
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duction Board was announced April 7 by Andrew Stevenson, 
branch chief. 

Mr. Miller was formerly executive head of the Bureau of 
Business Research at the University of Iowa. From 1916 to 
1925, he was instructor of economics and transportation at the 
University of Wisconsin, and has made studies in the field of 
railway, air, motor and waterway transportation. Mr. Steven- 
son also announced the following additional appointments: 


Edward S. Pardoe, of Washington, D. C., chief of the bus, electric 
railway and other transportation equipment section. Mr. Pardoe for- 
merly was executive assistant of the Capital Transit Company, of 
Washington. 

David W. Odiorne, of Yonkers, N. Y., chief of the rolling stock sec- 
tion He has been connected for many years with the New York 
Central Railroad as special inspector and supervisor of service tests 
for materials and appliances on locomotives and cars. 

E. Carroll Hanly, of Harrisburg, Pa., chief of the motive power 
section. Mr. Hanly formerly was with the Pennsylvania Railroad as 
~ cman in charge of building and repair of rolling stock and locomo- 
tives. 

Mr. Berkeley Robins, of Richmond, Va., chief of the maintenance 
and supply section. He has been connected for many years with the 
Chesapeake & Ohio Railway, specializing in supervising the design and 
maintenance of structures and layout. 

George M. Cornell, of Huntington, W. Va., technical consultant. He 
formerly was transportation inspector of the Chesapeake & Ohio Rail- 
way, engaged in operating and maintenance problems. 


Grain Transport and Storage 


The grain storage and transportation committee, sponsored 
by the Department of Agriculture, held a meeting at Chicago, 
April 7, under the chairmanship of J. E. Wells, assistant to the 
Secretary of Agriculture, Washington, D. C. Representatives 
of grain shippers, elevator companies, the Commodity Credit 
Corporation, Agricultural Adjustment Administration, and the 
railroads discussed methods for disposing of hold-over and new 
grain in the 1942 late spring and summer period. Mr. Wells 
said that, though it was not yet possible to determine fully the 
approximate size of new crops, it was apparent that grain 
shippers faced a critical shortage of storage space. 

L. M. Betts, manager, closed car section, car service di- 
vision, Association of American Railroads, said the grain ship- 
pers in the coming months would face a storage shortage rather 
than a transportation shortage. It would not be possible for the 
railroads to use cars for storage purposes, but the railroads 
would supply all the cars needed to handle grain which could 
be unloaded promptly, he said. It was up to the grain shippers 
and agricultural departments to regulate the flow into terminal 
areas, said he. J. J. Mahoney, general superintendent of trans- 
portation, Santa Fe System, said the grain storage situation 
was much “darker” this year than last year. Spokesmen for 
the A. A. A., C. C. C., and grain dealers discussed the need for 
encouraging the construction by farmers of additional storage 
bins on farms. Mr. Wells said government priority officials 
had clearly indicated that materials needed for increasing stor- 
age facilities in terminal cities could not be released to elevator 
operators and warehousing companies. He said it was prob- 
able that, unless farmers could add to their storage capacities, 
grain shippers would be faced with a need to obtain permits 
from the committee to ship wheat and other grain to terminal 
points, such as were needed with respect to shipments destined 
to the Twin Cities and certain other points last year. 


Grain Minima Under Service Order 


Grain organizations, under the leadership of Frank B. 
Townsend, director of traffic of the Minneapolis Traffic Asso- 
ciation, declaring that Service Order No. 68 has caused much 
trouble to them, have asked the Commission to reconsider that 
order with a view to affording relief. In the alternative they 
have asked that the railroads be required to make changes in 
their tariffs so as to afford that relief in respect of minimum 
weights. The organizations proposing such action are the 
Emergency Grain and Grain Products Traffic Council of Kansas 
City, Mo.; Northwest Country Elevator Association, of Minne- 
apolis Farmers Elevator Association of Minnesota, of Minne- 
apolis and the Minneapolis Traffic Association. 

Since the effective date of Service Order No. 68, shippers 
of grain have been required, declares the petition for a change, 
to pay the carload minimum weight applicable to the car used. 
Under the rules in effect prior to February 15, the effective date 
of the service order, shippers ordered cars of the size desired. 
If larger cars were furnished, at carrier’s convenience, the mini- 
mum weight applicable to the car ordered, according to the 
grain men, was applicable. They added that the marked ca- 
pacity of cars generally had no relation to the cubical capacity. 
Therefore, they said, operation under the service order had 
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resulted in: Delays in obtaining cars of the size necessary for 
the shipment; extra switching where cars of different size than 
ordered were set for loading and “run through”; empty car 
mileage where cars furnished at a country station were not of 
the size ordered, could not be used and were moved to other 
stations; discrimination in car distribution at terminal and at 
country stations where two or more shippers ordered the same 
size cars and the railroad could fill only one of the orders; 
additional expense to shippers who had loaded cars larger than 
ordered but did not have enough grain to make the carload 
minimum weight; and loss of business to motor trucks because 
shippers might not, under the new rules, have the benefit of 
the minimum weights applicable to cars of 60,000 pounds ca- 
pacity, except where such cars were furnished. 


The petition noted that it did not seek restoration of that 
privilege in the light of Service Order No. 68. It also recited 
various instances where the carload minimum weights were not 
adapted to grain. 


The objecting grain men suggested minimum weights to 
apply while the service order was in effect, either by revision 
of the service order or a change in the carrier tariffs. They 
suggested a minimum of 64,000 pounds on corn and other coarse 
grains, and 80,000 pounds on soya beans, dried, flaxseed, and 
other grains, all subject to various notes set forth in the peti- 
tion. 


The petition suggested that if the service order were not 
changed the railroads should be required to show cause within 
10 days as to why they should not be required to provide rea- 
sonable rules, as requested herein, by amendments to tariffs to 
become effective on one day’s notice under special permission. 





1942 Transportation Statistics 


In the first two months of this year, according to figures 
put out by the Commission’s Bureau of Statistics, operating 
revenues of Class I railways were running at a rate of about 
six billions a year. In 1929, the banner year, the revenues of 
Class I railroads, in round figures were $6,280,000,000. The 
revenues in the 1942 months were $943,177,000. 


The figures, shown in the monthly comment on transpor- 
tation statistics made by the Bureau of Statistics, indicating 
a large increase of business caused, according to the bureau, 
an additional traffic expense “of only 6.2 per cent for the 
month of February and 7.8 per cent for the first two months 
over the corresponding 1941 expenses and taxes.” The net 
income for January of Class I railroads, said the bureau, 
amounted to $26,130,371 compared with $19,428,763 for Jan- 
uary, 1941. As other than operating income and fixed charges 
remained nearly the same for January, 1942, as for January, 
1941, the increase in net income, said the bureau, was nearly 
equal to the increase in net railway operating income in ab- 
solute amount, but being related to a smaller total, the per 
cent of increase was 34.5 for net income as compared with 11.2 
for net operating income. 


Only 38 railways reported net deficits for January, said 
the bureau, compared with 46 for the same period of 1941. The 
deficits totalled $5,655,000, compared with $8,035,000 a year 
ago. Ninety-one railroads, it added, reported net income 
totalling $31,786,000 in comparison with 83 roads with net in- 
come of $27,464,000 for January, 1941. 


As to truck operations the comment said: 


The volume of freight transported by 227 motor carriers reporting 
to the American Trucking Associations totaled 1,440,067 tons in Feb- 
tuary, an increase of 13.5 per cent over the same month of the pre- 
ceding year, but a decline of 3.9 per cent from January. Because of 
fewer days February shows a tonnage normally somewhat below that 
for January. 

A little more than 78 per cent of the total tonnage carried was 
general freight, while petroleum products accounted for slightly over 
13 per cent. The volume of general freight hauled was 15.3 per cent 
above the preceding year, with petroleum products showing an increase 
of 44.8 per cent over February, 1941. Movement of both new automo- 
biles and trucks and of iron and steel products experienced sharp 
declines from February of last year, the former showing a decrease 
of 51.7 per cent and the latter of 28.1 per cent. 


_ With regard to air carriers the review said domestic air- 
lines carried 279,607 revenue passengers in January, an in- 
crease of 57.9 per cent over January, 1941. Revenue passenger- 
miles increased 51.5 per cent and express pound-miles 138.4 
per cent over the same month of last year. With an increase 
in revenue miles flown of only 25.17 per cent the passenger load 
factor increased from 46.5 to 54.7 per cent. The highest pas- 
Senger load factor for any individual airline for the month 
was 74.0 per cent, the bureau said. 
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Freight Rate Increases 


The railroads’ joint freight rate readjustment committee 
for Ex Parte 148 has refused to grant any of the requests made 
by the Office of Price Administration and the Office of Defense 
Transportation for elimination of the Ex Parte 148 increases 
on specified commodities (see Traffic World, March 21, p. 769). 
The decision of the committee was made known in letters 
addressed by A. F. Cleveland, vice-president in charge of 
traffic, Association of American Railroads, to G. Lloyd Wilson, 
director of division of rates, O. D. T., and to John H. Eisenhart, 
Jr., director of traffic, O. P. A. 

The letter to Dr. Wilson follows: 


At a meeting of the Ex Parte 148 Committee held in Chicago, IIl.. 
last week, consideration was given to applications of The Office of 
Defense Transportation and the Office of Price Administration which 
were presented verbally to the carriers at meeting in New York on 
March 13. 

The list of subjects presented by the Office of Price Administration 
was much more extensive than that of The Office of Defense Trans- 
portation and it was the subject of much more discussion. We have 
accordingly first prepared our response to Mr. Eisenhart and enclose 
a copy of it, believing that it will in general serve as a response to you. 


Sulphur 


Your first subject was crude sulphur, a complete reply in regard 
to which will be found in the attached letter to Mr. Eisenhart. 


Cement 


Rates on cement from Northern and Eastern producing points to 
destinations in Southern territory are on basis of the scale prescribed 
by the Interstate Commerce Commission in Docket 15806, and the rates 
to South Atlantic, Florida and Gulf ports when for export, covered 
by your request, are with few exceptions on the same basis. In some 
instances there are specific export rates in effect from points in Central 
territory established to equalize with rates to Baltimore but at a time 
when there was severe competition between the Northern and Southern 
ports and which condition does not exist at the present time. At 
present there are many heavy movements of cement from Northern 
and Eastern origins to points in the deep South, including the Florida 
peninsula. 

The committee could find no justification for eliminating the in- 
creases made in connection with rates on cement from the shipping 
points referred to by you to Gulf, Florida and South Atlantic ports. 
To select arbitrarily the latter rates for specific treatment would result 
in discrimination against other-long-haul movements of cement which 
are subject to 6 per cent increase. 


Lumber 


There are two rates on articles commonly called lumber from Pacific 
Coast origins to the East, the higher rate applying upon those articles 
of lumber as to which there has been relatively little competition with 
the intercoastal steamship lines, and the lower rate applying on those 
articles of lumber as to which the intercoastal steamship lines formerly 
transported nearly all the traffic. A few years ago the lower rates were 
made as compétitive rates distinctly for the purpose of securing for 
the all-rail lines some portion of that traffic which was moving by 
water, either through the Panama Canal or by rail to Duluth and 
thence via lake steamer. The competition proved to be so keen that 
this attempt of the rail lines to secure some of the traffic which had 
been moving by water caused reductions in rates on lumber from the 
other territories supplying the East. These reductions occurred from 
Southern territory, Southwestern territory, Western Trunk Line terri- 
tory, Canadian territory, and within Eastern territory itself. 

The most inappropriate action which could be taken now as to lum- 
ber rates, especially as the boats are not now operating, would be to 
eliminate entirely the increase accorded to eastbound transcontinental 
lumber when the competition which caused the original reduction is 
no longer present. 


Iron and Steel Scrap 


Your next subject was iron and steel scrap, in regard to which a 
complete reply will be found in the attached letter to Mr. Eisenhart. 


Iron and Steel Articles 


In regard to your request that the rates on iron and steel articles 
from various points of origin in Eastern transcontinental groups to 
destinations in transcontinental territory should not be increased, we 
call attention to the fact that tariffs contemplating this increase were 
on file at the time of the discussion in New York, that they have taken 
effect, and we can see no reason for the removal of these increases. 
Your statement in support of your proposal related only to a request 
for further readjustment which may later be received from your office. 
This request, when received, will have proper consideration by the 
interested territories. 

Under the circumstances recited, the committee concluded that the 
request of The Office of Defense Transportation could not be con- 
sistently granted. 


Letter to Eisenhart 


The letter to Mr. Eisenhart follows: 


At a meeting in Chicago of the Ex Parte 148 Committee which had 
been created pursuant to request of Director Eastman of The Office of 
Defense Transportation, the request of your organization for elimina- 
tion of the increases granted by the Interstate Commerce Commission 
on certain commodities was fully considered in the light of the presenta- 
tion made verbally at the New York meeting and the written state- 
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ments that were left with me, and for reasons which will be later set 
forth, the Committee concluded that it could not see its way clear to 
make any of the reductions which you and your associates requested. 

In the main, the statements of the price executives of the Office 
of Price Administration presented two principal reasons why in their 
judgment the elimination of the increases authorized by the Interstate 
Commerce Commission should be removed in full, except as to one 
commodity. These reasons were: 

1. That an increase in freight rates would tend to create an in- 
flationary spiral; and 

2. That on some of these commodities, not all, price ceilings had 
been placed by the Office of Price Administration and if there were any 
increases in the freight rates on such commodities it would necessitate 
revisions of the price ceilings, resulting in a tremendous amount of 
work. 

There were other but minor reasons given, among which were (a) 
in some instances water transportation was no longer available and it 
was felt that the railroads ought to make their rates lower than rea- 
sonable rates because of the necessity of using rail service, and (b) 
that there existed a scarcity of the supply of certain essential materials, 
among which were scrap iron and scrap materials of various descrip- 
tions. 

It was made clear that the request which you were making at the 
New York meeting was not complete, it being stated definitely that 
there would be a later application involving the immense movemerit 
of food products. Furthermore, it was strongly intimated that if freight 
revenues for February and March increased to the same extent that they 
had in January, efforts would be made to have cancelled all of the 
Ex Parte 148 increases. 

You estimated that your incomplete request would produce a reduc- 
tion of only $30,000,000 per annum. Computations made by the carriers 
indicate that your estimate is at least $11,000,000 too low. 

The Traffic Committee in considering this subject had before it the 
fact that the occasion for the railroads’ petition in Ex Parte 148 was 
that through operation of law and governmental mediation their operat- 
ing expenses had been increased some $331,771,000 as a result of the 
wage increase and that other increased expenses would bring this figure 
up to more than $360,000,000 per annum. 

The President's Fact Finding Board in its decision found that it 
was necessary for the railroads to have adequate earnings during this 
period of emergency and it predicted that what it gave in its recom- 
mendation (which was increased by some $40,000,000 after mediation, 
when the railroad labor groups would not accept it) would necessitate 
the railroads making application for increases in their charges. 

The result of the Commission’s decision in this proceeding gave to 
the carriers on the Commission’s estimate $203,000,000 additional freight 
revenue per annum and about $46,000,000 per annum from increasing 
passenger fares. The result of this decision therefore was more than 
$111,000,000 less than the railroads believe they should have received. 

With the above figures in mind, it will be noted that the incomplete 
request presented by the Office of Price Administration would reduce 
the Commission’s award by some fifteen per cent based upon your esti- 
mate and by about twenty per cent based upon the railroad’s estimate. 
It was felt that the railroads could not consistently make any such 
reduction in what they consider an insufficient increase to meet their 
rising expenses in operation. 

This committee did not consider that the railroads by retaining the 
increases granted by the Commission could be charged with responsi- 
bility for any tendency toward inflation. The President’s Fact Finding 
Board recognized the possibility of an inflationary tendency when it 
made its recommendations for a substantial increase in railroad operat- 
ing costs but at the same time it also recognized the fact that under 
present conditions it is in the interest of the public and the government 
that the railroads should have revenues sufficient to permit them to 
respond to the unusual necessities put upon them by the various 
branches of government. 

The railroad’s operating expenses having been increased as a result 
of the findings of the President’s Fact Finding Board and the sub- 
sequent government mediation proceeding and the Interstate Commerce 
Commission after full hearing having granted in part the railroads’ 
petition for increased rates, fares and charges to compensate for such 
increased operating expenses, the Committee believes that the relatively 
small increases in rates on the commodities covered by the request of 
the Office of Price Administration could not possibly result in ‘‘specula- 
tive, unwarranted and abnormal increases in prices’’ such as mentioned 
in the Act under which the Office of Price Administration functions. 

It is feared and believed that there is a tendency to automatically 
consider that an increase in freight rates on a commodity amounting to 
3% or 6%, as the case might be, will increase the delivered cost of that 
commodity by 3% or 6%, whereas obviously that increase has been 
applied only te that portion of the delivered cost which is caused by 
the payment of railroad transportation. 

The Committee concluded it could not accept as a valid reason in 
support of the removal of these necessary increases in rates the state- 
ment that unless such increases are removed the refiguring of the price 
ceilings would be necessitated. 

It should also be borne in mind that these railroads, especially 
in this time of national emergency, must have sufficient revenues to 
pay their operating expenses and other costs. The increases granted 
by the Commission will produce far less increased revenues than the 
earriers feel are necessary to meet their increased costs. The Com- 
mission apparently relied upon increased traffic in 1942 as justification 
for granting less than the railroads originally requested but in apparent 
recognition of the possibility of future conditions not being as favor- 
able as predicted, it left the record cven for such later modifications 
and readjustments as future conditions might justify. If the increases 
granted by the Commission on these particular commodities are entirely 
eliminated as requested by the Office of Price Administration, the result 
would be, as before stated, to produce some $41,000,000 less revenue 
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than granted by the Commission and this would require that such re- 
ductions of approximately $41,000,000 be made up by further increases 
in the freight rates on the remaining commodities. 
The fcllowing brief comments are offered in connection with the 
individual commodities: 
Cement, Natural and Portland 


Cement rates throughout the United States are generally on, or 
below, bases prescribed or approved by the Interstate Commerce Com- 
mission. Of late years an evolution in the method of shipping of 
cement has decreased the shipper’s expense of forwarding and the 
receiver’s expense in receiving of much of this commodity, at the same 
time increasing the expense of the railroads. 


Iron and Steel Scrap, Not Copper Clad 


Scrap iron has long moved in heavy volume by the railroads and on 
rates adjusted usually after conference with shippers and receivers 
to meet competitive and commercial conditions, or prescribed by the 
Interstate Commerce Commission. These rates are on such a low basis 
that this commodity should bear its fair share in connection with any 
general increase in rates. 

For recent applications and negotiations it is the belief of the 
railroads that the principal desire now is to bring forth scrap which 
on account of its light nature has until recently been deemed as not 
needed or available. Requests have been made for reductions in rates 
on light scrap, both in the matter of minimum weights and rates. In 
some of the more populous territories these applications have been 
declined after investigation because it has been believed that the re- 
ductions requested would not cause this traffic to be moved to con- 
centration points by rail. In other territories, in some cases, these 
requests have been granted but have been productive of little result. 


Lead and Zinc Ores and Concentrates 


The rates are presently maintained generally on a low basis and no 
justification has been advanced, in our opinion, for special treatment 
on these commodities. 


Lumber and Lumber Products as from the Saw or Planing 
Mill, Including Logs, Piling, Poles, Spars, and 
Ties, but Not Including Finished Products 


As to lumber and lumber products it may be stated that generally 
speaking few rates are in effect which represent a normal reasonable 
basis. In most sections of the country these rates have been reviscd 
in recent years to reflect competition with motor and water carriers 
and in competition with competitive building materials. Rates on com- 
petitive building materials were increased along with the rates on lum- 
ber and ljumber products. Speaking generally, the history of the 
present rate adjustment on lumber and lumber products is such that no 
justification can be found for these commodities not contributing to 
the increased operating expenses, relatively, along with other classes 
of traffic and particularly competing substitutes. 

Non-ferrous scrap, viz.: Copper and lead, including scrap battery 
plates. 

Obviously, the main demand for non-ferrous scrap metals is for 
reclamation of the metal. The value of these scrap metals depends 
upon the value of the primary metals. The committee sees no reason 
why special treatment should be accorded to the scrap metals which 
is not accorded to other commodities including the primary metals. 

Petroleum and petroleum products, viz.: Crude petroleum, gaso- 
line, liquefied petroleum gases, tractor distillates, and similar type 
motor fuel other than gasoline, kerosene, including range oil or stove 
oil, distillate burning, heating or fuel oils, diesel fuel oils, residual 
burning or heating fuel oils, lubricating oils, including motor, aviation 
and stock oils, and asphalt and asphalt products. 

Probably no commodity handled by the railroads has had more 
special treatment during the past few years than petroleum and its 
products. The rates today are generally far below maximum reasonable 
rates as prescribed by the Interstate Commerce Commission due to 
changed conditions. In addition, recent reductions have been made 
from a wide territory of origin to a wide territory of destination in 
order to help relieve a serious situation at the Atlantic seaboard and 
adjacent territory. Petroleum rates, increased 6 per cent, are still fa 
below a reasonable maximum basis and it is inconceivable, with the 
revenue needs of the carriers, that a commodity moving in such largé 
volume and at such low rates should not stand its share of the in- 
creased operating costs. The expenses in connection with handling of 
this traffic under existing conditions are very much greater than nor- 
mally, as expedited movements are required on both the loaded hauls 
and the returned empty hauls. 


Pig Iron 


The rates on pig iron are generally on low bases where movements 
have heretofore taken place by railroad, and the carriers have generall) 
accorded low commodity rates to the unusual movements, such as thos¢ 
from northern and eastern producing points to southern destinations 
created by reason of national defense activities. 

The chief effort to justify special treatment for pig iron was predi- 
cated upon a situation designated as ‘‘dislocated pig iron,’’ but, 
the figures presented, it was shown that ‘‘dislocated pig iron’’ in volume 
consisted of a very small proportion of the whole movement by rail. 

The committee believes that there is no reason why pig iron shal! 
not bear the same measure of increase as on general classes of traffic 
including other items of iron and steel. 


Rubber Scrap 


In the opinion of the committee the general objection to refigul- 
ing the ceiling on rubber scrap was substantially the only reason 
presented. The committee did not believe that this is justification 
for removal of the increase. 


Crude Sulphur 


The rail rates on crude sulphur between all points are on a very 
low basis and to a very considerable extent such rates have been ver) 
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much depressed because of competition with ocean vessels, barge move- 
ments, lake movements, frequently coupled with short truck movements 
between the ports and points where used, much of which competition 
does not exist today or is not present to the same extent as heretofore. 

Your request was limited to rates on sulphur from Southwestern 
territory to North Atlantic seaboard points, Hampton Roads ports and 
north, in connection with which the statement was made that the 
existing rates were ‘‘paper’’ rates and were not made with the inten- 
tion of moving traffic. While in former years there was little or no 
all-rail movement of sulphur from the Southwest to such North At- 
lantiec ports, conditions have changed, with the result that the present 
low basis of rates was established in August, 1941, with the intention 
of moving traffic by railroad. In fact, many thousands of tons of 
sulphur have freely moved on such rates. The thought seems to pre- 
vail that becayse boats have been diverted to other services the rail- 
roads should now be expected to establish rates approximately the same 
or but little higher than the charges formerly made by steamships and 
ignores the fact that heretofore the railroads generally either did not 
compete with or exactly meet the charges of the steamships but only 
met such competition to the extent and on bases of rates they could 
afford to operate. Your presentation seemed to refer more to the 
measure Of rates by water versus rail than to the 6 per cent increase. 

The railroads acting through their committee feel that, as before 
stated, the representations made by the Office of Price Administration 
are not such as to justify them in eliminating the increases permitted 
by the Commission on the specified commodities, and they cannot 
assume the responsibiiity of so radically reducing their present rev- 
enues. Furthermore, we again emphasize the fact that any increases in 
prices caused by these increases in freight rates brought about under 
the conditions recited and as approved by the Commission are not 
in the category of speculative, unwarranted or abnormal increases in 


prices such as the Office of Price Administration was presumed to 
prevent. 


Mr. Eisenhart said April 7 that no decision had been made 
at O. P. A. as to what, if anything, would be done as a re- 
sult of the refusal of the railroads to grant its requests. 

Although his effort to have the railroads forego increases 
on sulphur, cement, iron and steel scrap and iron and steel 
articles resulted in failure, Director Eastman will continue, 
through his division of rates to present to the carriers such 
rate adjustments he thinks should be made, he said, when 
asked whether he intended pursuing the matters already pre- 
sented. He indicated he thought the question of rates on the 
commodities mentioned was closed. He said his rate division 
had some matters before the railroads now, regarded as mal- 
adjustments in particular instances. 


At the Association of American Railroads it was said 
there were proposals for rates on government property that 
could be handled under section 22 of the interstate commerce 
act. That section permits railroads to make rate concessions 
to governmental bodies or even to furnish free transportation 
under certain conditions. Generally, it was said, such matters 
were not disclosed to the public for the reason that they in- 
volved no commercial considerations; that is to say, the ship- 
ments would not have any effect on market or shipper com- 
petition. 

Live Stock Rates 


Producers of live stock throughout the country have asked 
the Commission to reconsider and modify its report and order 
in Ex Parte 148 to authorize an increase of 3 per cent instead 
of 6 per cent in the charges for accessorial and special services 
an animals and products. 


Respondents, they declared in their petition, had estab- 
lished increases of 3 per cent in the line-haul rates and 6 per 
cent in the charges for accessorial or special services on animals 
and products. They said they interpreted the language of the 
Commission to mean that an increase of 3 per cent was ap- 
proved “in both the then-existing line-haul rates, and in the 
charges for accessorial or special services on animals and prod- 
ucts.””. It was apparent, they said, that there was a conflict 
hetween the statement on sheet 48 wherein it approved an in- 
crease of 3 per cent in the rates and charges on animals and 
products, and appendix 2, wherein an increase of 6 per cent 
was shown as being applicable to the charges for accessorial 
or special services. 


_ The live stock producers said they believed that the Com- 
mission intended to authorize an increase of 3 per cent in not 
only the line-haul rates but in the charges for accessorial or 
special services as well on animals and products; moreover, 
that the conflict in the report was due to the fact that the 
Commission was confronted by a voluminous record, without 
briefs, and was exerting every effort to render its decision at 
the earliest possible date; furthermore, that because of those 
facts, the Commission recognized that corrections in its report 
and order might be necessary. The latter fact, they added, 
Was evidenced by the statement of the Commission that the 
record would be held open for the purpose of giving consid- 
eration to any necessary readjustments or corrections which 
the circumstances might warrant, if brought to attention in 
the manner prescribed in its rules of practice. 


999 


The live stock producers on whose behalf the petition is 
filed are the American National Live Stock Association, Na- 
tional Wool Growers Association, Texas and Southwestern Cat- 
tle Raisers Association, Texas Sheep and Goat Raisers Asso- 
ciation, Highland-Hereford Breeders Association, Live Stock 
Traffic Association, and the National Live Stock Marketing 
Association. 

Sand Rates 


Railroads, principal petitioners in Ex Parte 148, have asked 
the Commission to deny the petition of the National Industrial 
Sand Association asking modification of the findings so that the 
increase in rates on sand, no matter how described, will not 
exceed 3 per cent (see Traffic World, April 4, p. 931). Clearly, 
say the railroads in answer to that petition, the Commission 
intended that the 6 per cent increase should apply to industrial 
sand, irrespective of the type of equipment, and that the 3 per 
cent increase should be confined to ‘basic’? commodities mov- 
ing in volume, generally described as “sand, gravel, slag and 
low grades of stone.” Industrial sand as shipped, they declare, 
is not a basic raw material but is a highly manufactured prod- 
uct, commanding a higher price than road-making or building 
sand. In prior proceedings involving railroad revenues, the rail- 
roads said, the Commission had recognized the clear distinction 
between industrial sand and sand used principally for building 
and road construction, citing Ex Parte Nos. 115 and 123. 

At the time the commodity description was published in 
Ex Parte 148, the railroads said, tariffs which carried descrip- 
tions differentiating between industrial and common sand were 
not immediately available and the description used was not pre- 
cisely correct. It was suggested, they said, that they hold in 
abeyance changes in the description until the petition in ques- 
tion had been filed and action taken thereon, and that they 
should present whatever further change they thought proper 
in their reply to the petition. Accordingly, the railroads said 
they now proposed that, by publication in supplement No. 3 to 
tariff X-148, the description be changed to read: 


Sand (except sand, moulding, bonded (naturally or otherwise) and 
except ground or pulverized sand) in open top cars, without tarpaulin 
or other protective covering. 


The description as now proposed, the railroads said, was 
that generally effective in official territory where most of the 
active members of the National Industrial Sand Association 
were located. 

“The very modest increase of 6 per cent authorized on in- 
dustrial sand certainly will not interfere with the marketing of 
the types of sand which will be excluded from the 3 per cent 
increase if the Commission approves the revised description 
herein proposed,” say the railroads. 


Iron and Steel Increases Irk O. P. A. 


Proposals by a baker’s dozen of motor carriers to make 
increases in rates on iron and steel articles, generally 10 per 
cent, although some are alleged to be as high as 30 per cent, 
have brought a protest and request for suspension by the Com- 
mission from the Office of Price Administration. The tariffs 
are dated to be effective April 15, the rates being on truck- 
loads of 20.000 pounds, according to the request or suspension. 
The increases would be in point to point commodity rates be- 
tween points in Illinois, Kentucky, Indiana, Michigan, Missouri, 
New York, Ohio and Pennsylvania. 

A typical increase, in cents a hundred pounds, appears to 
be, says the protest, three cents, although some increases are 
as high as 15 cents. Some rates, it is declared, remain with- 
out change and there are some decreases. 


No connecting link supplements making the proposed in- 
creases subject to the Ex Parte No. 148 increases, said the 
protestant, had come to its attention, but it was understood, 
on the basis of correspondence with some of the carriers, that 
it was their purpose to make the proposed rates subject to a 
further increase of 6 per cent. Six per cent is the general 
level of increases authorized by Ex Parte No. 148. 

Noting that in MC 21, Central Territory Motor Carrier 
Rates, 8 M. C. C. 246, certain motor carriers opposed the iron 
and steel rates proposed by the Central States Motor Freight 
Bureau, the O. P. A. observed, in its request for suspension, 
that the rates now proposed appeared to be those proposed 
by that bureau at that time. It added that the carriers special- 
izing in the transportation of iron and steel who successfully 
opposed the proposed basis then “in effeet appear to have 
reversed their positions.” 


“No doubt the greatly increased movement of iron and 
steel articles since the war has relaxed the force of competi- 
tion.” said O. P. A., “but this does not justify this reversal.” 

O. P. A. said the 6 per cent increase allowed in Ex Parte 
No. 148 should be sufficient to cover increased costs of the 
carriers. It said the present rates, if increased 6 per cent, 
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would bear a closer relation to costs than the proposed rates. 
It said the fact that businesses had been built up and were in 
existence hauling one commodity also showed that rates were 
in relation to costs. Costs of carriers specializing in transport- 
ing iron and steel articles, O. P. A. said, could be determined 
readily and validly on proper hearing. It also called atten- 
tion to the fact that maximum prices on iron and steel articles 
had been fixed by it. 


O. P. A. Wins Motor Rate Fight 


The Ohio Motor Freight Tariff Committee, Inc., has noti- 
fied the Commission that Wagner’s Service, Inc., would rather 
withdraw the tariff which brought a request for suspension 
from the Office of Price Administration (see Traffic World, 
April 4, p. 941) than get into an expensive proceeding. The 
carrier said very little traffic was moving on the tariff the 
rates in which it was proposed to increase. Therefore it pro- 
posed to withdraw the tariff which O. P. A. had protested. 


Illinois Freight Increases 


Fearful lest Illinois railroads obtain a thirteenth section 
order from the Commission allowing them to increase their 
freight rates within the state by 3 to 6 per cent, bringing the 
intrastate rates in line with interstate rate increases authorized 
in Ex Parte 148, the Illinois Territory Industrial Traffic League, 
April 8, asked the Illinois Commerce Commission to vacate its 
order of March 26 suspending the intrastate increases (see 
Traffic World, April 4, p. 931). 


The shippers’ petition said that a thirteenth section order 
would freeze intrastate rates in Illinois and prevent the IIli- 
nois commission from maintaining a flexible rate structure. 

Hearing on the petition has been set for April 15 at 
Chicago. 

State Rate Action 


The states of Virginia, Vermont, Nebraska, Arkansas, and 
Iowa have authorized increases in rail freight rates generally 
to correspond with those authorized interstate in Ex Parte 148, 
but there are some exceptions on specific commodities, accord- 
ing to advices received by the National Association of Railroad 
and Utilities Commissioners. 


Virginia, Mississippi and Arkansas have authorized in- 
creases in motor truck rates corresponding generally to those 
authorized for rail carriers in those states. 

Virginia has authorized a 6 per cent increase in intrastate 
express rates corresponding with increases authorized for rail 
and motor truck carriers. Wyoming has permitted increases 
in express rates and Pullman fares corresponding to those per- 
mitted by the Commission interstate. Wyoming and Louisiana 
have authorized increases in passenger fares corresponding to 
those permitted interstate. Passenger motor vehicle fares have 
been increased in Missouri to the same extent as the rail fares, 
commission approval not being required. California has author- 
ized Pullman fare increases corresponding to those permitted 
interstate. 

Passenger Increases 


Iowa dismissed the application of the railroads for author- 
ity to increase passenger fares intrastate in Iowa on the ground 
that the Iowa commission had no authority to entertain such a 
petition. 

The Commission, by an order in Ex Parte 148, has de- 
nied an application of the Long Island Rail Road, the Staten 
Island Rapid Transit Railway Co., and the New York Central 
Railroad Co., for clarification of its order of January 21 in 
that proceeding. The applicants asked the Commission to “ex- 
pressly declare” that it was its purpose and intention by the 
order to require them to increase their intrastate passenger 
fares in New York, other than commutation fares, to conform 
to the increased interstate fares established by authority of 
the order, declaring that doubt as to that had arisen in New 
York (see Traffic World, March 21, p. 769). 


By an order in No. 26550, Passenger Fares and Surcharges, 
the Commission has denied a petition of the Southern Pacific Co. 
(Pacific Lines) for modification of the order of February 28, 
1936, in that case to permit it to maintain a basis of passenger 
fares higher than the general basis from, to, and between points 
on its relocated line between Redding and Delta, Calif. (see 
Traffic World, March 14, p. 701). 


P. R. CARRIER MINIMUM WAGE 


Effective April 7, L. Metcalfe Walling, administrator, wage 
and hour division, U. S. Department of Labor, has issued an 
order prescribing a minimum wage of 20 cents an hour for 
carriers by railroad and truck in Puerto Rico. This was the 
minimum recommended by the industry committee created by 
the administrator to investigate and make recommendation. 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken frem Reperters and Digests ef National Reporter System, 
published by West Publishing Company, St. Paul, Minn. 
Copyright, 1942, by West Publishing Company.) 





(District Court, S. D. New York.) Where charterer with 
whom shipowner enters into contract of affreightment intends 
to enter into subcontracts of carriage with other shippers, as 
each shipper ships his goods a bill of lading is signed, evidencing 
a contract between shipper and the shipowner or the charterer, 
and such contract will be independent of the contract contained 
in the charter party except insofar as it expressly incor- 
porates it. 

Where bills of lading by which cargo, originating in Can- 
ada, was carried on Norwegian ship, were signed by charterer, 
question whether charterer, by signing bills, bound itself as a 
carrier or merely signed as agent for shipowner, by authority 
of master, would be determined according to Canadian law. 

Where question whether charterer, by signing bills of lad- 
ing for cargo originating in Canada, bound itself as a carrier 
or merely signed as agent for shipowner, by authority of mas- 
ter, was dependent upon Canadian law, and all parties produced 
Canadian attorneys, who testified upon such question, the ques- 
tion of foreign law had been raised. 

Under Canadian law, where port bills of lading for cargo 
originating in Canada were signed by charterer of Norwegian 
ship “for masters and owners” the words “for masters and 
owners” indicated that charterer signed bills only as an “agent,” 
and was not liable as “carrier” under the bills, since the word 
“for” generally denotes an agency. 

Under Canadian law, where port bills of lading for cargo 
originating in Canada were signed by charterer of Norwegian 
ship “by authority of the master and/or owners of the above- 
mentioned steamer,” the language of the signature clearly indi- 
cated that charterer signed, not as “principal” but as “agent” 
of the master and/or owners by express authority to so sign, 
and hence was not liable as “carrier” under the bills. 

The documents and circumstances in each case will govern 
in determining whether bill of lading is contract of shipowner 
or of charterer with shipper. 

Where port bills of lading for cargo originating in Canada 
were signed by charterer of Norwegian ship as agent for mas- 
ter and shipowner, the provision in bill which stated that goods 
were carried upon a vessel owned by charterer, and that char- 
terer would not be liable for any loss or damage, merely set 
out relationship of parties, and was not an attempt to limit 
charterer’s liability as a carrier, and hence was not void under 
the Canadian Water Carriage of Goods Act. 

Under Canadian law, where port bills of lading for cargo 
originating in Canada were signed by charterer of Norwegian 
ship as agent for shipowner, and bills contained a provision 
stating that charterer was not liable for damages to goods when 
aboard the vessel, the bills constituted contracts between ship- 
pers, and the owner alone, and charterer could not be held 
liable as a carrier. 

Under Canadian law, where charterer of Norwegian ship 
entered into subcontracts of carriage with other shippers, and 
part of goods of other shippers was carried under though bills 
of lading issued by various steamship companies and by Ca- 
nadian railroads, the exceptions and defenses of usual bill of 
lading issued by charterer were incorporated by reference in 
the through bills, even though no such bill was actually issued 
by charterer. 

Under Canadian law, where charterer of Norwegian ship 
entered into subcontracts of carriage with other shippers, and 
part of goods of other shippers was carried under through bills 
of lading issued by various steamship companies and by Ca- 
nadian railroads, charterer could not be held liable for loss of 
goods under those bills which stated that claims were to be 
made “only against the carrier or contractor in whose custody 
or control the goods were at time of such loss or damage 0 
delay occurred,” in view of finding that shipowner and not 
charterer was the carrier. 


Even if charterer of Norwegian ship who entered into 
subcontracts of carriage with other shippers was liable as cal- 
rier on all bills of lading incorporating Canadian Water Car- 
riage of Goods Act, shippers could not recover from charterer 
for loss of cargo when ship stranded on reefs, where it appeare 
that ship was seaworthy, and at least due diligence was exe!- 
cised to make her so. 

Under Canadian Water Carriage of Goods Act and its al 
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nexed rules, burden of proving unseaworthiness of vessel is 
upon cargo libelants, and if unseaworthiness is shown, burden 
ig then cast upon shipowner or carrier, if it wishes to escape 
liability, to go on with the evidence and show that due diligence 
was used to make the ship seaworthy. 

Under the Canadian Water Carriage of Goods Act, due 
diligence by shipowner is not made a proviso of any of the ex- 
ceptions, but is to be considered separately therefrom. 


Fact that Norwegian vessel, which was stranded while 
carrying goods to Bermuda under bills of lading incorporating 
Canadian Water Carriage of Goods Act, was without the guide 
of sailing directions, did not establish that vessel was “unsea- 
worthy,” so as to cast burden upon shipowner or carrier, if it 
wished to escape liability for loss of cargo, to show that due 
diligence was used to make the ship seaworthy, where all the 
elements which crew of ship might have obtained from sailing 
directions were contained on the chart which they used. 


The chart aboard Norwegian vessel which was stranded 
while carrying goods to Bermuda under bills of lading incor- 
porating Canadian Water Carriage of Goods Act, was not so 
insufficient for safe navigation due to its small scale, as to ren- 
der vessel “unseaworthy,” so as to place burden upon ship- 
owner or carrier, if it wished to escape liability for loss of 
cargo, to go On with the evidence and show that due diligence 
was used to make the ship seaworthy, where it appeared that 
the dangers in and around the reefs and in and around Ber- 
muda Island were well depicted on the chart. 


Failure of officers on Norwegian vessel, which was stranded 
while carrying goods to Bermuda under bills of lading incor- 
porating Canadian Water Carriage of Goods Act, to have in- 
formation concerning existence and position of a wreck of an- 
other ship readily available, did not establish that vessel was 
“unseaworthy,” so as to cast burden upon shipowner or carrier, 
if it wished to escape liability for loss of cargo, to go on with 
evidence and show that due diligence was used to make the 
ship seaworthy, where there was material available on the 
vessel, although not used, from which officers could have ascer- 
tained existence and position of the wreck. 


Evidence established that loss of cargo, being carried by 
Norwegian vessel to Bermuda under bills of lading incorporat- 
ing Canadian Water Carriage of Goods Act as result of ship 
becoming stranded upon reefs, was due to an act, neglect, or 
default of navigation or management of the ship, for which 
there was no liability upon carrier under the rules annexed 
to the Canadian Act. 


If Norwegian vessel carrying goods to Bermuda under bills 
of lading incorporating Canadian Water Carriage of Goods Act 
was unseaworthy as to small scale of her chart, and the lack 
of sailing directions, evidence showed that such unseaworthi- 
hess was not the “proximate cause” of loss of cargo as result 
of ship becoming stranded upon reefs. 


If Norwegian ship carrying goods to Bermuda under bills 
of lading incorporating Canadian Water Carriage of Goods Act 
was unseaworthy in failure of officers to have information con- 
cerning existence and position of wreck of another ship readily 
available, evidence showed that such unseaworthiness was the 
a cause” of the stranding. (The Iristo, 43 Fed. 
upp. 29. 


(Supreme Court, Trial Term, New York County.) Where 
local agents of a steamship owner stated to a prospective ship- 
per on June 14 that the ship was expected to arrive on June 
15, but the ship did not arrive until June 17, the statements of 
the local agent were “representations” and not “warranties” 
as to the precise time of arrival so that no liability was in- 
curred because of the delay. 


Where freight contract to carry sugar from the United 
States to Bordeaux, France, provided in the event of the im- 
mience or existence of war between any nation affecting the 
operations of the carrier, the carrier shall have the right to 
cancel the engagement, and the carrier was a citizen of Norway 
Which was at war with Germany, and the Germans had occu- 
vied Bordeaux under armistice terms with France, the carrier 
tad the right to cancel the agreement so as to relieve itself of 
liability for damages for refusal to perform. 


Where the shipper performed all the conditions of a con- 
Tact on the shipper’s part to be performed, but the carrier 
‘ghtfully asserted a cancellation clause contained in the con- 
Tact, recovery by the shipper against the carrier for failure 
© perform was not warranted. 


by Where contract of shipping disclosed that it was negotiated 
dy defendant as agent of a disclosed principal, defendant was 
not liable for any alleged breach of the agreement by de- 
‘endant’s principal. (Olavarria & Co. vs. Cosmopolitan Ship- 
Ping Co., Ine., 33 N. Y. S. 2d 201.) 
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Cuban Sugar Rates and Surcharges 


New maximum freight rates and surcharges for the trans- 
portation of raw and refined sugar from Cuba to Atlantic and 
Gulf ports of the United States were announced April 6 by 
the War Shipping Administration. 

“The rates and surcharges are effective with vessels ten- 
dered for loading in Cuba on and after April 1,” said the 
announcement. “They will be embodied in a W. S. A. general 
order and will supersede and cancel those contained in Mari- 
time Commission general order No. 47. 

“The new basic freight rates, in most categories, are from 
one to six cents per hundred pounds lower than those that have 
been in effect since December 8, 1941. On some voyages from 
south side of Cuba ports to south Atlantic ports there are in- 
creases of two to three cents per hundred pounds. 

“Surcharges, ranging from 42 per cent to 78 per cent, are 
authorized to be added to the new rates to cover increased war- 
time operating expenses.” 

The rates with surcharges and conditions follow: 


Rates in Cents per 100 Lbs. 


North Side South Side 
Cuban Ports Cuban Ports 
Atlantic ports North of New York........ 35c plus 77% 38c plus 78% 
Atlantic ports North of Cape Hatteras up 
to and including New York.......... 32c plus 74% 35c plus 77% 
Charleston and Savannah...............-- 31c plus 71% 35c plus 77% 
ER « ccedadsiavesedsnuwecencaneas 28c plus 70% 34c plus 76% 
Palm Beach, Fort Pierce, Port Everglades, 

DL Socatcedsscdeweereesweneas 26c plus 67% 32c plus 74% 
ee ee ee 27c plus 42% 29c plus 44% 
Pensacola, Mobile, New Orleans.......... 29c plus 44% 3lc plus 45% 
Ce, - OO A io 6 cs Kecteansvedecs 30c plus 46% 32c plus 47% 


For two ports of loading, both on north side or both on south side: 

One cent per 100 lbs. in addition to above rates, plus surcharge. 

For two ports of loading one north side and one south side for a 
Gulf port or an Atlantic port, south of Cape Hatteras: 

Three cents per 100 lbs. in addition to above rates, plus surcharge. 

For two ports of loading, one north side and one south side for a 
port north of Cape Hatteras: 

Two cents per 100 lbs. in addition to the south side rate shown above. 

All rates are for raw sugar transported under charter terms and 
conditions; for refined sugar, rates are two cents (2c) per 100 pounds 
in addition to those shown, plus .surcharge. 

The maximum rates and surcharges shown are subject to the 
following charter conditions unless and until altered in the standard 
War Shipping Administration form of charter hereafter to be adopted: 

Loading at the rate of 7,000 bags of approximately 325 lbs. to 330 
Ibs. each per day, discharging at the rate of 10,500 bags of approxi- 
mately 325 lbs. to 330 lbs. each per day for raw sugar; 20,000 bags of 
approximately 100 lbs. each for loading and 30,000 bags of approximately 
100 lbs. each for discharging refined sugar. Lay time not reversible. 
Demurrage 45 cents per net registered ton per day. Dispatch 15 cents 
per net registered ton per day. Vessels will not be required to pay 
address commission. Vessels will not be required to pay brokerage 
in excess of 244%. Owners, when fixing from South Side of Cuba, must 
agree ‘‘one or two ports South Side at charterers’ option.’’ Pending 
adoption of standard War Shipping Administration form of charter, 
other terms same as standard form of West Indies Sugar Charter 
Party, except that in Clause 4 vessel is not obliged to waive one day’s 
demurrage, but shall be entitled to all demurrage incurred. 


Control of Exports 


The Office of Export Control, Board of Economic War- 
fare, has issued current controls bulletin No. 13, containing the 
following provisions: 


All individual export licenses issued prior to March 21 authorizing 
the exportation of solder (schedule B, No. 6512), tin metal in ingots, 
bars, etc. (No. 6565.07), and babbitt metal (No. 6620) must be returned 
to the Office of Export Control for revalidation. It is unnecessary to 
send in a new application unless the old license is in the hands of cus- 
toms. In that event, a new application should be submitted with a 
letter stating the amount of any partial shipments and the license or 
case number. 

Effective at midnight, March 31, existing general licenses were 
amended to permit the exportation, only to Canada, Great Britain and 
Northern Ireland, Newfoundland, Greenland and Iceland, of the follow- 
ing articles and materials: Animals and animal products, edible, in- 
cluding only hog casings, beef casings, and other casings; animals and 
animal products, inedible, including only feathers, crude, not dressed, 
and feathers, dressed, and manufactures of feathers; hair and manufac- 
tures, including only human hair, and cotton manufactures, including 
only Osnaburg cotton cloth. Individual licenses will be required for 
exportations of those commodities when consigned to destinations other 
than Canada, Great Britain and Northern Ireland, Newfoundland, Green- 
land and Iceland. 

Only the manufacturer may now export any new pistol, rifle, or 
shotgun using an explosive cartridge to propel a metal bullet or metal 
shot. Shipments on docks, on lighters, or laden aboard vessels, and 
shipments in transit from dealers pursuant to orders for actual export, 
on or before March 23, are excepted. Personal baggage and shipments 
under general license GUS or under the provisions of the lend-lease 
act or consigned to the U. S. armed forces may still go forward. This 
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instruction does not relate to arms, ammunition, or implements of war 
as defined in the President’s proclamation No. 2237, dated May 1, 1937. 
These are still subject to white license requirements. Outstanding indi- 
vidual yellow export licenses must be returned for revalidation in the 
Office of Export Control. It is unnecessary to send in a new application 
unless the old license is in the hands of customs. 

Regulation No. 4, section F, page 78 of comprehensive export con- 
trol schedule No. 6 is revoked as of April 15. On and after that date, 
section F shall read as follows: 

‘‘Whenever one or more partial shipments of the licensed material 
have been made, the license remains valid only for the unshipped bal- 
ance of the licensed material, plus 10 per cent of such balance; but this 
provision will not apply in the case of articles specified under A of this 
regulation.”’ 

The ‘‘period of grace’’ allowed for the new technical data regula- 
tions which were effective March 1, ended March 31. The requirements, 
outlined in section V, page 84, of comprehensive export control sched- 
ule No. 6, will be strictly enforced. Special attention is called to para- 
graph 19 of section V which requires the applicant for technical data, 
sent under special license, to affix firmly to the envelope or wrapper ad- 
dressed to the consignee, postage in an amount sufficient to cover mail- 
ing from Washington, D. C., to the foreign destination. 

Referring to current controls bulletin No. 11, page 2, paragraph 3, 
the prefix ‘‘DB’”’ is deleted from the exceptions to the six-month period 
of the validity of export licenses. The first sentence of paragraph 3 
should read: 

“The provisions of this instruction do not affect in any way exist- 
ing general or unlimited licenses. Likewise, special licenses bearing the 
prefixes ‘S,’ ‘SP,’ and ‘WP’ are not affected by this instruction.”’ 





VICKERS APPOINTMENT CONFIRMED 


The Senate has confirmed the nomination of Admiral 
Vickers for reappointment as a member of the Maritime Com- 
mission. 


COASTWISE LAW WAIVER 
Waiver of coastwise laws to permit operation in the coast- 
wise trades of the United States of foreign-flag vessels requisi- 
tioned by the Maritime Commission has been ordered by Her- 
bert E. Gaston as Acting Secretary of the Navy. Such vessels 
otherwise would be barred from operating in those trades. 





M. C. APPOINTMENTS 


The Maritime Commission has announced the appointment 
of Wade H. Skinner, formerly assistant general counsel, as 
general counsel, effective as of April 3. Carl F. Farbach, for- 
merly general counsel, has been designated as special counsel of 
the Maritime Commission on the Pacific coast. Mr. Farbach 
has also been designated by Admiral Emory S. Land, adminis- 
trator, as special counsel of the War Shipping Administration 
on the Pacific coast. His headquarters will be at San Francisco. 


NEW INLAND WATERWAYS ASSOCIATION 


Contract and common water carriers operating on inland 
waterways have formed the Inland Water Carriers’ Freight 
Association to serve the interest of for-hire water carriers in 
all parts of the nation. The organization is described by 
Clarence E. Becker, New Orleans, chairman, as a successor to 
the Southern Water Carrier Conference. Members of the asso- 
ciation include the American Barge Line and Campbell Trans- 
portation Company, both of Pittsburgh; Coast Transportation 
Company, Coyle Lines, and River Terminals Corporation, all of 
New Orleans, and the Federal Barge Lines and Mississippi 
Valley Barge Line, both of St. Louis. Membership is open to 
all common and contract carriers operating by water. 


MARINE WAR-RISK INSURANCE 


The Senate has passed H. R. 6554, amending the war-risk 
insurance provisions of the merchant marine act of 1936, as 
amended, as reported by the Senate commerce committee (see 
Traffic World, April 4). 

The House concurred in the bill as passed by the Senate 
and the measure was sent to the President. To be adminis- 
tered by the War Shipping Administration the act broadens 
the scope of insurable property and persons for which govern- 
ment marine reinsurance and marine war-risk insurance and 
reinsurance may be provided under the merchant marine act, 
1936, as amended. 


USE OF COASTAL WATERWAYS 

Answering a question as to wether any plans had been 
made for increased use of the Atlantic intracoastal waterway, 
President Roosevelt, in his press conference April 7, said the 
use of that waterway was being increased. He reiterated 
observations he had made in a letter to Chairman Mansfield of 
the House rivers and harbors committee (see Traffic World, 
April 4, p. 937). He discussed the proposed Florida barge 
canal, saying there was a need for a channel deeper than 6 feet 
linking the Atlantic and Gulf intracoastal waterways from 
Jacksonville around the coast of Florida to Georgia, but, he 
added, it would probably take too long and would divert too 
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much manpower if dredging of the existing waterway to , 
12-foot depth were to be started now. 

One study that was now under way, the President said, was 
the building of wooden barges at old shipyards at Atlantic coag, 
points in Maine, New Hampshire and Massachusetts, primarily 
for use on the canals. Such barges, he said, would have a mayi. 
mum draft of 11 feet. Asked whether “sea otters” (see Trafic 
World, March 14, p. 722) were being considered in this cop. 
nection, he said they were not. He said he did not know of , 
proposal for construction of a “tanker-to-tanker” pipe lin 
across Florida. Construction of concrete barges, he said, woul; 
cost too much, as compared with wooden barge construction, 


“SEA OTTER” CONSTRUCTION 


A special subcommittee of the Senate naval affairs com. 
mittee, after three weeks of study of problems encountered jp 
the construction of small “sea otter’? cargo vessels (see Traffic 
World, March 14, p. 722), said in a report to the committee 
that the sea otter type of boat had not had a full and fair 
consideration as to its possibilities of utilization. It charge) 
that progress in development of such vessels had been checked 
because “certain governmental agents in both the Navy anid 
the Maritime Commission had preconceived convictions against 
any value in this type of construction.” 

The subcommittee report said that Commander Hamilton 
V. Bryan, inventor of the sea otter, was not permitted to be 
present when the first full-sized ship of that type was con. 
structed from his plans. The report urged establishment of a 
board of scientific review to study all inventions and ideas sub- 
mitted to the Navy Department, War Department or War Pro- 
duction Board. Advantages of the sea otter, it said, included 
low visibility and short length which would make it a difficult 
target for submarines; standardization of design which would 
facilitate quantity construction if desired; ability to obtain pro- 
pulsion machinery from the automobile industry, and use of 
steel from strip mills, which would not interfere with the re- 
quirements of other vessels. 


N. Y. Shippers Conference 
The Traffic World New York Bure 


The Shippers’ Conference of Greater New York, meeting 
April 8, called on the trunk line railroads to state definitely 
their plans to put into effect conservation of their cars by the 
elimination of waste of car space, as instructed by the Office 
of Defense Transportation. The resolution pointed out that 
the instructions provided for a conference between shippers 
and railroad executives but so far no request for such a con- 
ference had been received. The resolution was presented by 
H. M. Frazer. 

Another resolution asks the trunk lines what their policy 
is to be about reissuing their tariffs and what they are going 
to do about the readjustment of the relationships of rates and 
port differentials. 

The conference approved a report on the storage in transit 
rules on export freight at north Atlantic ports which told of 
the action taken at a recent meeting of the Trunk Line Ass0- 
ciation. It had relation to Trunk Line Association proposal 
No. 1520, amending Rule S. 30, of the New York Terminal 
tariff, by increasing the export freight storage charges for the 
first 10-day period from one cent to three cents a hundred 
pounds and for each succeeding 10-day period from half a cen! 
to one and a half cents. 

Railroad representatives said they were compelled to make 
these charges because of the freight accumulation at these ports, 
which was no fault of theirs. The shippers, on the other hand, 
took the position that it was no fault of theirs, since they had 
bookings. 

The trunk lines have advised shippers that the storage rates 
contained in proposal No. 1520 will go into effect May 15. 

Fred L. Pomeroy, chairman of the classification committee, 
reported that Supplement 5, to Consolidated Classification 19, 
contains a revised rule 30, effective May 5. The changes provide 
that, instead of there being no allowance for dunnage on ship- 
ments in closed cars, 2,501 pounds will be carried free of charge, 
provided the shipment in the car is loaded 25 per cent or more, 
but less than 50 per cent, above the minimum carload weight. 
If the shipment in the car weighs 50 per cent or more above the 
minimum carload weight, 500 pounds of dunnage will be carried 
free of charge. 


HORDER’S WOODEN FILING CABINET 


Horder’s, Incorporated, Chicago, has developed a new com 
posite wood office filing cabinet to meet the conditions created 
by the War Production Board order against the production ol 
metal office furniture. The new cabinet, named the Fortynine!, 
has ten fibre roller supports for its full suspension drawe! 
A standard four-drawer file, contains only 37 ounces o! metal. 
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Traffie Lesson No. 44 


Forty-Fourth of a Series of Fifty-Two Articles on the Fundamentals of Freight Traffic by 
G. Lloyd Wilson—Shipping Documents (Part 3) 


Coastwise Bills of Lading.—In the coastwise trades, ocean- 
® borne freight traffic is transported in shipload lots in 
contract carrier or tramp service under the terms and conditions 
of charter parties or contracts between vessel owners or oper- 
ators and cargo owners or shippers often arranged through the 
intermediary action of freight or ship brokers. Charter parties 
may be either for periods of time, known as time charters, or 
for designated voyages, known as voyage charters. Chartered 
vessels are sometimes “put-on-the-berth” to accommodate less- 
than-ship-load lots of miscellaneous freight. 

Time charters provided for warranties respecting: (1) the 
time the charter is to be operative; (2) the capacity of the 
vessel, usually in deadweight tons; (3) the classification and 
condition of the vessel; (4) the geographical limits within which 
the vessel is to be operated; (5) the nature of cargoes to be 
carried; (6) the expenses to be borne by the vessel owner and 
the charterer; (7) the rights and duties of each party; (8) the 
terms of payment and allowances; (9) the legal remedies 
available in event of default or breaches of the contract. 

In like manner, voyage or trip charters provide for: (1) the 
classification and condition of the vessel; (2) the cargo to be 
transported; (3) the ports of loading and discharge; (4) the 
route to be used by the vessel; (5) the terms of payment and 


Figure No. 1 


“AN EARLY AMERICAN OCEAN BILL OF LADING” 


'‘ Shipped by the Grace of God, in good order and well con- 
dition’'d by Patrick White in and upon the good Ship called 
the Maryan— 

Whereof is master, under God, for the present voyage, James 
Bickerton and now riding at anchor in the Appomatox, and by 
God’s Grace bound for Norfolk—to say: 


Sixty Hogshead Tobacco 


being marked and numbered as in the margin, and are to be 
delivered in the good order and well conditioned at the aforesaid 
Port of Norfolk (The Dangers of the Seas only excepted) unto 
Conway Whittle and Company or to their assigns, They Pay 
Freight for the said goods Seven Shillings and Six Pence with 
Primage and Average accustomed. 

In witness whereof the Master or Purser of the said Ship 
hath affirm’d to Two Bills of Lading, all of this tenor and date; 
the one of which Two Bills being accomplish’d, the other one to 
stand void. 


And may God send the good Ship to her desir’d Port in 
Safety. Amen. 


James Bickerton, 
Petersburg, 
7 May, 1795 


allowances; (6) the rights and liabilities of the parties; (7) the 
nature and extent of the authority of the master or other repre- 
sentatives to execute bills of lading covering the cargo; (8) the 
bases of expenses to be borne by the shipper and vessel owner; 
rs the legal remedies in event of default or breach of the 
charter, 

The cargo is covered by a bill of lading contract executed 

by the shipper and the operator of the vessel or his accredited 
representative. 
_ In regular line service, particularly in joint rail-water serv- 
ce In the coastwise trades, shipments are usually transported 
under uniform domestic bills of lading, straight or order-notify. 
Occasionally, shipments are transported under live stock con- 
tracts, though such shipments are rare. Government freight is 
‘ransported under government bills of lading and express ship- 
ments are covered by the uniform express receipt. These docu- 
ments and their terms and conditions have been discussed in 
the two preceding articles.’ 


Intercoastal Bills of Lading 


_ Except in the rare instances where joint through rates via 
‘ail or rail-barge and intercoastal services via Gulf of Mexico 
borts are in effect and the domestic bills of lading are used, 
shipments handled by the intercoastal steamship lines are trans- 


* Articles Nos. XLII and XLIII, see Wilson, G Lloyd, ‘‘The Prin- 
“ples of Water Transportation,” 1939, Chapter VI. 





ported under intercoastal bills of lading. If the traffic originates 
at the piers of the intercoastal steamship lines, straight or order 
intercoastal bills of lading are issued by the steamship com- 
panies to the shippers. If the goods have originated inland and 
are transported to the ports by inland domestic carriers under 
their respective bills of lading, the intercoastal carriers issue 
intercoastal transshipment bills of lading. Effective, May 15, 
1940, intercoastal steamship lines have issued only one original 
bill of lading, though a second copy, designated as a copy, may 
be issued at the request of shippers. Only one negotiable or 
order-notify intercoastal bill of lading is issued. 

The face of the intercoastal bill of lading shows: (1) the 
name of the issuing carrier; (2) the date the vessel is scheduled 
to arrive at the port of discharge; (3) the amount of insurance 
to be issued under the carrier’s open policy, free of particular 
average or with average; (4) the voyage number; (5) the 
direction of the voyage; (6) the bill of lading number; (7) the 
port of discharge; (8) the ultimate destination of the shipment; 
(9) marks and numbers of the containers; (10) the number of 
units shipped; (11) the shipper’s declaration of the goods; (12) 
the unit of shipment; (13) the rate; (14) the freight charges; 
(15) the details of inland charges to and from the ports; (16) 
the amounts to be paid or collected for ocean freight, inland 
freight, transfer charges, insurance premium, charges beyond 
the port of discharge, wharfage or tolls, and total charges; (17) 
the place and date of the bill of lading; (18) the carrier from 
which received; and (19) the signature of the carrier’s agent 
executing the bill of lading. 

The intercoastal bill of lading contains a condition which 
provides that: 


All previous contracts or freight engagements for the shipment of 
the goods are superseded by this bill of lading, and all its stipulations, 
exceptions and conditions, whether written, stamped or printed, are 
accepted and agreed by the owner, shipper, and consignee of the goods, 
and the holder of this bill of lading, to be binding on them, as fully 
as if signed by them, any local customs or privileges to the contrary 
notwithstanding. If required by the shipowner, one signed bill of 
lading properly endorsed must be surrendered to the agent of the 
vessel at the port of discharge in exchange for delivery order.? 


Receipt Provisions 


A typical coastwise bill of lading provides: 


Received in apparent good order and condition, except as noted 
herein, for shipment by a vessel operated by the American-Hawaiian 
Steamship Company, or a vessel for which it acts as agent (the owner 
of which vessel is referred to hereinafter as the shipowner), goods and 
merchandise as described herein by the shipper, value, weight quality, 
contents and condition of contents of packages, unknown, to be trans- 
ported to the port of discharge or so near thereto as the vessel may 
safely get always afloat at all stages of the tide, and there, if that be 
their destination, to be delivered in like apparent good order and 
condition to the consignee or assigns on payment of the freight and 
charges thereon; but, if they be destined beyond the port of discharge, 
to be there delivered at cargo owner’s risk and by any usual means of 
transshipment, to connecting carrier to be carried to destination of 
the goods. The name of the shipper, consignee, shipowner’s vessel, 
the shipper’s description of the goods, the freight payable, the ship- 
owner’s port of discharge. and in case of transshipment, the final 
destination, are stated on the other side of this bill of lading. 

It is mutually agreed that the goods are to be carried under the 
following conditions and exceptions. No agent or employe has author- 
ity to waive any of the requirements of these clauses. 

Insofar as and to the extent only that the provisions of the United 
States ‘‘Carriage of Goods by Sea Act’’ of April 16, 1936, require that 
this bill of lading shall be issued and have effect subject to and under 
the provisions of said act, this bill of lading shall be deemed to have 
been issued subject to the provisions of said act, and shall have effect 
subject to the provisions of said act, in which event the shipowner 
shall be entitled to the benefit of all privileges, rights and immunities 
contained in said act as if the same were herein set out, and in such 
case anything contained in this bill of lading which is repugnant to 
or inconsistent with anything in the said act shall, so far as repugnant 
or inconsistent, be null and void.? 


The Safety of Goods at Sea Act, 1936 


The provisions of the so-called White act, effective July 15, 
1936, requires that all bills of lading issued to cover the trans- 
portation of goods by sea to and from ports in the United 
States in foreign trade are governed by its provisions. To the 


2 Intercoastal bill of lading contract terms and conditions, XIX. 
3 American-Hawaiian Steamship Company intercoastal bill of lading. 
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extent that intercoastal shipments move between ports of the 
United States, transported or are to be transported in foreign 
trade, they are subject to the provisions of this act.‘ 


Terms and Conditions of Intercoastal Bills of Lading 


It is impossible here to discuss or even summarize the terms 
and conditions of the intercoastal bill of lading contract. The 
liability assumed by intercoastal water carriers is more re- 
stricted than that assumed by rail or other carriers under the 
uniform bill of lading contract. Shippers, consignees, or owners 
of the goods shipped under these bills of lading and the bills 
of lading of water carriers containing similar restrictions, must 
protect their interests in the goods through marine insurance 
placed either under the intercoastal carriers’ open policies or 
through the insurance arrangements made by the shippers, con- 
signees, or owners through their insurance agents or brokers. 
If no notation is made on the bill of lading, insurance is not 
placed under the carriers’ open policies. 

The terms and conditions of a typical intercoastal bill of 
lading provide: 


1. That the shipowner may substitute vessels and transfer or 
tranship the goods; or transport them by other means of transportation. 

2. For the change ports or routes; and delays caused by repairs 
to the vessels. 

5. For the payment of general average according to the York- 
Antwerp rules, the Antwerp rule of 1903, or according to the usages 
of the port of New York. 

4. For the indemnity of the shipowners by the owners of the cargo 
in case of collision when carriers are not at fault. 

5. For the payment of freight and advance charges. 

6. For the exemption of shipowners from liability except when 
goods are actually in their possession. 

7. For the termination of shipowners’ liability after delivery to 
connecting carriers at ports of discharge. 

8. For delivery and charges at ports. 

9. For the liability of shippers, consignees and owners for all 
charges and taxes. 

10. For the exemption of shipowners from liability for delay. 

11. For the correction of rates, weights or measurement. 

12. For the liability of shippers, consignees or owners for losses 
caused by dangerous or noxious articles. 


*Carriage of Goods by Sea Act, Public No. 521, 74th Congress, 
approved April 16, 1936, effective July 15, 1936. 
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portation of goods requiring protection against heat or cold, through 
refrigeration, ventilation or cooling, unless such carriage is especially 
agreed upon.5 


Before leaving the subject of the bills of lading of water 
transportation companies, the present day bills may be con- 
pared with those from which they have descended—the bills 
used by ships engaged in trade between the American Colonies 
and states of the United States in the Eighteenth Century. A 
typical bill of lading covering a shipment of 60 hogsheads of 
tobacco from Petersburg to Norfolk, Virginia, in 1795 is shown 
in Fig. No. 1. 


Inland Water Carrier Bills of Lading 


Large lots of bulk commodities in barge load lots are 
transported in inland waterway transportation on special freight 
contracts similar to the voyage or time charter party contracts 


‘used by water carriers in other trades. Shipments moving in 


smaller quantities corresponding to railroad carload lots or 
1. c. 1. shipments, and joint rail-water-rail, water-rail, and rail- 
water shipments by inland waterway common carriers are trais- 
ported under uniform domestic bills of lading contracts. These 
documents are issued in straight or order-notify form, and in 
original, shipping order, and memorandum copies, precisely 4 
in the case of railroad, coastwise, and Great Lakes package 
freight water carriers. 


Lake Carriers Bills of Lading 


Lake carriers engaged in the transportation of bulk cargo 
in shipload lots transport the goods under charter parties—time 
or voyage—as do other carriers engaged in irregular or contract 
carrier services in other water trades. The package freight lines 
engaged in common carrier services on the Great Lakes in port 
to-port or all-water services and in joint through rail-and-water 
or water-and-rail or rail-water-rail services use the uniform 
domestic bills of lading, straight and order-notify, as do the 
railroads and coastwise water transportation companies. Thes? 
bills are issued in original, shipping order, and memorandum 
copies as in the cases of other carriers. 


Motor Carrier Bills of Lading—Terms and Conditions 


The motor carrier act, 1935, did not prescribe a uniform 
bill of lading to be used by all interstate common carriers by 
motor vehicle. Section 219, of the motor carrier act, provides 
that the provisions of section 20 (11) of part I, of the interstate 
commerce act, shall apply with like force and effect to receipts 
or bills of lading of common carriers by motor vehicle.‘ 

Motor carriers engaged in intercity services transpot! 
freight subject to the terms and conditions of the uniform bill 


’Terms and conditions, intercoastal bill of lading, Sections I to 
XVIII. 


*Interstate Commerce Act, Part II, Section 219. 
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of lading, straight or order-notify, and the uniform through 
export bill of lading, straight or order-notify forms, in connec- 
tion with other carriers on the route. Copies of these bills of 
lading are shown in the National Motor Freight Classification.’ 

The terms and conditions of these bills of lading are iden- 
tical with the terms and conditions of the uniform bills of lading 
used by railroad, coastwise, Great Lakes, and inland waterway 
line common carriers. 

Many local cartage operators transport shipments under 
special cartage receipts, and intrastate shipments are sometimes 
transported under special bills of lading or receipts. No distinc- 
tive motor carrier bill of lading has yet been adopted by all 
motor carriers or required by the Interstate Commerce Com- 
mission. 


The Railway Express Receipt—Terms and Conditions 


The terms and conditions of the uniform express receipt 
are similar to but vary somewhat from the terms and conditions 
of the uniform bill of lading terms and conditions. In addition 
to a standard limitation of valuation of $50 a shipment of 100 
pounds or less, or 50 cents a pound in case of shipments weigh- 
ing more than 100 pounds, the terms and conditions of the 
uniform express receipt provide that: 


1. The provisions of the receipt inure to the benefit and are bind- 
ing upon the consignor, consignee, and all carriers handling the 
shipment and apply also to reconsigned or returned shipments. 

2. The valuation of the shipment and the liability of the express 
company shall not exceed the standard liability of the express carrier 
discussed above unless a greater value is declared in the receipt by 
the shipper at the time of shipment. 

3. That the carrier is not liable for differences in weight of goods, 
death or escape of live freight, or loss of valuable articles not enumer- 
ated in the express receipt, unless caused by the express carrier’s own 
negligence or that of its agents. 

4, That the express carrier is not liable for loss, damage or delay, 
unless caused in whole or in part by its own negligence or that of its 
agents, when due to the act or default of shipper or owner, the nature 
of the goods, acts of God and similar delivery to consignees of C. O. D. 
shipments, or delivery at non-agency stations upon instructions of 
shippers or consignees. 

5. That fragile articles must be adequately packed and marked. 

6. That shipments must be marked with agency station or for- 
warding address, 

7. For the procedure to be followed in presenting claims. 

8. For the return of unpaid C. O. D. shipments. 

9. For free delivery iimits.* 


Special additional provisions are contained in the terms and 
conditions governing express shipments forwarded by vessels to 
places in foreign countries. These terms and conditions restrict 
the liability of the express carrier and subjects the shipments 
to the terms and conditions of the ocean and foreign carriers’ 
bills of lading, and to the charges, regulations, and taxes of 
foreign carriers and governments." 


Pipe Line Pipeage Contracts—Terms and Conditions 


Shipments of crude oil and refined petroleum products are 
transported under the terms and conditions of pipeage contracts, 
which have been discussed briefly in a previous article.” 


Waybills and Other Shipping Papers 


Using the shipping order as a basis, the carriers that use 
the uniform bill of lading prepare the additional shipping docu- 
ments necessary to accompany the shipments, to account for 
them, and to effect delivery of the shipments to the consignees. 
These documents include: 


1. The freight waybill which travels with the shipment and con- 
tains the instructions necessary for the government of the movement of 
the shipment. 

2. The freight bill showing the charges to be paid upon the ship- 
ment, which is signed by the agent of the delivering carrier acknowl- 
edging receipt of the charges. 

3. The delivery receipt to be signed by the consignee acknowledg- 
ing receipt of the goods or in good order or with the shortage or 
damage noted. 

4. The arrival notice notifying the consignee of the arrival of the 
shipment at destination, and its availability for delivery. 

5. An accounting record to be forwarded to ,the auditor of freight 
revenues with the original waybill for accounting purposes. 

6. The station record of the waybill. 

7. The cashier’s memorandum showing the charges paid which is 
Sent to the auditor of freight revenue with the daily report of the 
carrier’s agent at destination. 

8. The unloading slip filed at the office of the agent of the deliver- 


—_— 


* National Motor Freight Classification No. 6, C. F. Jackson, Agent, 
M. F. I. C. C. No, 12 and I. C. C. No. 12. 
; a erms and conditions, uniform express receipt, Sections 1 to 9, 
inclusive, 

*i bid., Sections 10 to 12, inclusive. 
_ °Petroleum Pipe Line Services and Rates, Article 39, Traffic 
World, Vol. LXIX, No. 5, January 31, 1942, pp. 316-320. 
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ing carrier, showing the warehouse location of the goods awaiting 
delivery. 

9. The delivery order directing the delivery clerk of the carrier’s 
delivering station to make delivery of the goods described after charges 
have been paid. 


In cases where store-door delivery service is performed— 
delivery of the goods directly to the premises of the consignees 
—this delivery or tender of delivery makes unnecessary the use 
of an arrival notice. The forms of billing used by various rail- 
road carriers are not uniform, but are substantially similar, as 
are the waybills and other documents used by intercity common 
carriers by motor vehicle. A copy of a representative railroad 
carrier’s waybill is shown in Fig. No. 2 and a copy of a freight 
bill is reproduced in Fig. No. 3. The description of the shipment 
contained in the freight bill is also contained in the other docu- 
ments to which reference has been made. 


Waybills and Billing of Water Common Carriers 


Coastwise water lines and inland waterway and Great 
Lakes line carriers, as a rule, use the same type of waybilling 
or manibilling as that used by railroads in the United States, 
discussed above. 


A representative billing form is used as a combination way- 
bill, arrival notice, freight receipt, freight bill, cashier’s memo- 
randum, and agency copies for the agents at the ports or stations 
of departure and arrival. The form shows all pertinent infor- 
mation respecting each shipment, including: 


(1) Consignee’s name and address; (2) final destination; 
(3) port to which billed; (4) pro. number (billing reference 
number); (5) name and address of consignor; (6) point of 
origin (shipping point); (7) waybill or transfer reference of 
connecting line from which the shipment was received; (8) 
name and voyage number of steamship carrying the goods; 
(9) port of departure; (10) date of sailing; (11) number and 
description of articles or packages comprising the shipment; 
(12) marks identifying the shipment; (13) weight of the ship- 
ment; (14) rate applicable; (15) freight charges, determined by 
multiplying the weight by the rate; (16) charges advanced to 
connecting lines or others; (17) insurance premium, if the rate 
does not include marine insurance and if insurance is placed 
upon the goods upon instructions of the shipper or owner; (18) 
total charges to be collected; (19) total charges prepaid; (20) 
amount of charges prepaid beyond port of interchange with 
connecting carriers. 


Space is provided for the signature of the consignee for the 
goods or for the agent of the carrier for the receipt of charges. 


Intercoastal Shipping Papers 


The shipping papers used by infercoastal steamship carriers 
are executed in sets. Copies are used as (1) a memorandum 
copy; (2) a clearance notice; (3) an expense or freight bill; 
(4) an arrival notice; (5) a cashier’s copy of the expense bill; 
(6) a delivery order; (7) an agent’s copy for reference purposes 
and for claim registration; (8) a master’s copy for the steam- 
ship captain’s use; (9) a statistical copy. 


Shippers’ Freight Shipping Forms 


In addition to bills of lading and other shipping documents 
needed to cover the shipment and receipt of goods, shippers and 
consignees use the following documents in connection with 
freight shipments: 


1. Indemnity bonds to indemnify the carriers when order-notify 
shipments are delivered without the surrender of the endorsed nego- 
tiable bills of lading. 

2. Indemnity agreements to protect the carriers in the event of 
the loss of bills of lading required to support claims. 

3. Surety bonds to guarantee payment of freight charges delivered 
to consignees under credit arrangements. 

4. Weighmasters’ certificates or certificates or affidavits of weight 
or measurement or other quantity units. 

Certificates of insurance. 

Notices of agency and lack of beneficial title certificates. 
Weight agreement form. 

Warehouse receipts. 

Inspection certificates. 

10. Car order and car release forms. 

11. Claim forms which will be discussed in connection with loss, 
damage, delay and overcharge claims. 

12. Reparation forms which will be discussed in connection with 
reparation. 

13. Forms and documents required in the importation and exporta- 
tion of freight to or from the United States. 


OMAN 


Freight Station Forms Related to Shipping 


_ Numerous forms are required in connection with the han- 
dling of freight shipments at local stations or agencies, in 
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addition to the billing forms discussed above. Of special interest 
and importance to shippers and consignees are: 


1. The ‘‘over report’? or report of freight ‘‘over’’ without marks 
or so marked that the ownership freight cannot be established. 

2. The “short report’’ or report of freight ‘“‘short,’’ that is, freight 
for which waybill has been received upon which there is discrepancy 
in the quantity of the goods received as compared with the quantity 
called for in the waybill. 

3. The ‘“‘damage report’’ or report of freight ‘‘damaged’’ upon 
arrival at destination. 

4. The “refused or unclaimed report’’ or report of freight ‘‘refused 
or unclaimed’ at destination. 

5. The “station relief claim form’’ or report of agent at destination 
showing charges as charged and as collected and the amount uncollected 
as the result of correction or adjustment. 


TRUCTRACTOR SALES CONFERENCE 


Mechanical means for speeding the nation’s freight were 
discussed from the point of view of shipper and carrier at a 
recent sales conference held by Clark Tructractor Division of 
Clark Equipment Co., Battle Creek, Mich., at its eastern offices 
in Jersey City, N. J. The meeting signalized the entry of 
Clark Tructractor into the electric industrial truck field. Its 
tilting and tiering fork trucks, equipped for battery operation, 
were demonstrated at Harborside Terminal and engineers rep- 
resenting manufacturers of electrical equipment, batteries, and 
chargers discussed technical operating problems with the sell- 
ing organization. 

The Clark Tructractor organization was represented by 
Eugene B. Clark, president, E. B. Ross and George Spatta, 
vice-presidents, Buchanan. Mich.: E. W. Clark, general man- 
ager, Ryan Backofen, L. D. Bronk. James Conklin, E. J. Dun- 
ham, Wayne Gunning, Ray E. Madden, H. B. Madison, Kenneth 
Mulvaney and C. D. Stanlev, Battle Creek, Mich.; A. W. 
Hooper, Birmingham, Ala.; Max Goodwin and Glen Johnson, 
Chicago. Ill.; R. Marshall and C. E. Staninger. Detroit, Mich.; 
T. G. Frazee, Houston, Texas; W. A. Marschke, Sr... W. A. 
Marschke, Jr, and Leonard O. Marschke. Indianapolis. Ind.: 
Robert H. Braun. Los Angeles. Calif.: Harry B. Clano. Howard 
C. Kiehn, Kar] Pfistner and James Tinlin. Jersey City, N. J.: 
F. J. Vandemark. Memphis, Tenn.; B. W. Yocum, Philadelphia. 
Pa.; Claude I. Ucker. Pittsburgh. Pa.: Glen L. Codman. San 
Francisco. Calif.: Preston Faller. Seattle. Wash.: Hugo Fehlen- 
berg, St. Louis, Mo.; Harry Hanley and C. W. Meldram. Wash- 
ington. D. C.: J. H. Ryder. Toronto. Ont.; T. E. Ryder. Mon- 
treal, P. Q.; O. G. Philinop and H. Koch. New York City. Among 
the guests were Lieut T. E. Madden, Brooklyn, N. Y., and Lieut. 
George Turner, St. Louis, Mo. 


INTERSTATE TRADE BARRIERS 


President Roosevelt, in his press conference April 7, was 
asked whether anything was being done about removal of state 
barriers against truck traffic moving across state lines. He said 
the matter was being looked into. 

The President said several states had laws restricting 
trucks and asked if it was not Kentucky that had a very dras- 
tic restriction on size of trucks. He said that. as an emergency 
measure only, it ought to be made more possible for trucks 
engaged in defense work to go from one part of the country 
to another part without running afoul of state law. 

Answering another inquiry, he said he thought the inter- 
state trade barrier problem had been taken up with state 
governors in some cases, but he added that he was not sure 
about that and told the reporter who asked the question that 
he had better check on the facts in the situation. 

W. J. Williamson. head of the War Department’s Office 
of Traffic Control, said April 9 that after his office had been 
notified on April 8 about difficulties encountered in Arkansas, 
by a motor carrier transporting army scout cars from an Ohio 
point of manufacture to a military depot, because of Arkansas 
load limit laws, he had been assured by Arkansas officials in 
telephone conversations that the state would make a special 
concession in this case and would permit the trucks in ques- 
tion to proceed without penalty on condition that their speed 
be limited to 35 miles an hour. W. W. Mitchell, Arkansas 
highway director, it was stated, said some of the motor trans- 
ports were overloaded as much as five tons. 

Mr. Williamson said that under the Arkansas laws truck- 
loads were restricted on a basis taking into account the sizes 
of the truck tires. He said the carrier in question should have 
equipped its trucks with tires of sizes meeting the require- 
ments of the Arkansas laws before attempting to transport 
the shipments for the army through that state. 


TRUCK PREFERENCE ORDER 


The War Production Board has extended limited preference 
rating order P-54 until May 31 to enable producers of medium 
and heavy trucks to obtain materials necessary to complete 
authorized production quotas. 
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Questions and Answers 


e In this column will be answered questions of both legal and 


department, will 
ple question relating to the law of interstate transportation of 


questions relating to practical 
—— to take the place of the trafic man but to help him in 
wor 
The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complez for the kind of imvestiga- 
tion herein contemplated. If a more comprehensive answer to a 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 
No attention will be paid to anonymous communications or 
questions from nonsubscribers. 
Address Questions and Answers Department, 
Trafic Service Corporation, Earle Building, Washington, D. C. 


Damages—Released Valuation 


Texas.—Question: On date of December 16, 1941, we made 
a shipment via Railway Express and consigned to a point within 
the state; we prepaid and showed a value thereon of $50. 

The item shipped was of a delicate nature and the actual 
value was somewhat in excess of the released valuation. How- 
ever, the shipment was very badly damaged in transit and of 
course we filed claim for the full invoice value, and feel that 
we are entitled to same inasmuch as this was an intrastate 
shipment. 

The carrier has declined our claim on basis as presented and 
has offered to pay for the cost of repairs if not exceeding the 
released valuation. We have refused their offer because our 
many years of experience with matters of this kind has proven 
that items of this nature that are made of such intricate 
mechanism cannot be repaired to any degree of satisfaction; 
also it is not our desire to put back in stock as new merchandise 
after extensive repairs have been made to same. 

In view of the above we will thank you to advise if in your 
opinion the carrier can be held liable for full invoice value, and 
quote us any references of similar nature. 

Answer: As to interstate shipments, there are numerous 
decisions of the courts which hold that where a shipment is 
released to a stated valuation, the carrier cannot be held liable 
in an amount in excess of the released valuation. 

While the rule is by no means of universal application, the 
view sustained by the great weight of authority is that contracts 
of carriage providing that the carrier’s liability for loss or 
injury to goods intrusted to it for shipment shall not exceed an 
agreed valuation when they are fair, open, and reasonable, and 
made for the purpose of furnishing a basis for the liability 
assumed, and the rates to be charged for the transportation are 
valid and will be sustained, whether or not the loss or injury 
is due to the carrier’s negligence. Kansas City Southern vs. 
Carl, 227 U. S. 639, 33 S. Ct. 391; Wells vs. Neiman-Marcus 
Co., 227 U. S. 469, 33 S. Ct. 267; Zimmer vs. New York Central 
R. Co., 33 N. E. 642; Cent. of Ga. R. Co. vs. Murphy, 38 
S. E. 970. 

As the shipment in question was an intrastate shipment, 
the decisions of the courts of your state with respect to this 
question will determine the liability of the carrier. 

We are not advised as to the decisions of that state, but 
in all probability they follow the decisions relating to interstate 
shipments. 


Damages—Measure of—Effect of Crail Case Where No 
Purchase at Retail Price 


California.—Question: Your answer to ‘Missouri’ in the 
July 19, 1941, issue of the Traffic World has been submitted 
to us as authority for payment of claims based upon the retail 
value of damaged goods at destination. Your reply is quite 
explicit and clear to the point of carrier’s liability to the con- 
signee, to which we heartily agree. 

The point in issue in this particular instance is: 

“A” sells to “B” a consignment of goods, which is damaged 
in transit. “B” refused to accept the shipment, and the dam- 
aged goods are returned to “A,” who replaces the goods to “B, 
whose demands are satisfied. “A,” in turn, filed claim with the 
carrier for his retail price at destination. The question is, does 
the carrier’s liability rest to “A” at that value, inasmuch as he 
has previously replaced the goods to “B” and has received his 
profit on the sale, or does carrier’s liability rest with “A” 
the value of the goods to him at point of origin, which is the 
wholesale value? 

Answer: In the McCaull-Dinsmore case, 253 U. S. 97, 40 
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S. Ct. 504, the Supreme Court of the United States held that 
the provisions formerly carried in the carrier’s bill of lading 
which provided that the amount of any loss or damage for 
which any carrier is liable should be computed on the basis 
of the value of the property at the time and place of shipment, 
including freight charges, if paid, to be a limitation upon the 
carrier’s liability, and therefore contrary to the Cummins’ 
amendment, and in effect stated that the measure of dam- 
ages was the actual loss caused by the breach of contract of 
carriage, which loss is what the shipper would have had if the 
contract has been performed. Where goods are lost or de- 
stroyed the carrier is liable, as a rule, for their value at place 
of destination at the time they should have been delivered, 
with interest thereon from that time, less the unpaid cost of 
transportation. 


In the Crail case, 281 U. S. 57, 50 S. Ct. 180, the court said 
there is no greater inconvenience in the application of one 
standard of value than the other; that no advantage was per- 
ceived to be gained from an adherence to a rigid uniformity, 
which would justify sacrificing the reason of the rule to the 
letter; that the test of a market value is at the best but a 
convenient means of getting at the loss suffered and it may be 
discarded and more accurate means resorted to if, for special 
reasons, it is not exact or otherwise not applicable. The court 
cited Wilmoth vs. Hamilton, 127 Fed. 48, 51; Theiss vs. Weiss, 
166 Pa. St. 9, 19; Pittsburgh Sheet Mfg. Co. vs. West Penn 
Sheet Steel Co., 201 Pa. St. 150. 


While the destination value is the measure of damages for 
loss of, injury or delay to goods, there is no uniform basis or 
method of arriving thereat. Each case must be determined by 
taking into consideration the circumstances surrounding the 
purchase, sale and transportation of the goods, such as, for 
instance, whether it was necessary to replace the goods at 
destination in order to fill a contract of sale or whether the 
consignee has lost a sale because of the non-delivery of the 
goods or has earned a retail profit by a contract of resale. 

In the Crail case, above cited, the court said: 


It is not denied that a recovery measured by the wholesale market 
price of the coal would fully compensate the respondent, or that the 
retail price, taken as the measure of the recovery allowed below, 
includes cost of delivery to retail consumers which respondent did not 
incur, and a retail profit which he had not earned by any contract of 
resale. But respondent contends, as was held below, that the estab- 
lished measure of damages for non-delivery of a shipment of merchan- 
dise is the sum required to replace the exact amount of the shortage 
at the stipulated time and place of delivery, which, in this case, would 
be its retail value, and that convenience and the necessity for a uniform 
rule require its application here. 


This contention ignores the basic principle underlying common law 
remedies that they shall afford only compensation for the injury suf- 
fered, Milwaukee, etc., R. R. Co. vs. Arms et al., 91 U. S. 489, 492; 
Chicago, ete. Ry. Co. vs. McCaull-Dinsmore Co., Supra, 100; Robinson 
vs. Harman, 1 Exch. 850, 855; Sedgwick, Damages (9th Ed.) 25; Suth- 
erland, Damages (4th Ed.) Sec. 12; Williston on Contracts Sec.. 1338, 
and leaves out of account the language of the amendment, which like- 
wise gives only a right of recovery for ‘‘actual loss.’”’ The rule urged 
by respondents was applied below in literal accordance with its con- 
ventional statement. As so stated, when applied to cases as they 
usually arise, it is a convenient and accurate method of arriving at 
an amount of recovery which is compensatory. As so stated, it would 
have been applicable here if there had been a failure to deliver the 
entire carload of coal, since the wholesale price, at which a full carload 
could have been procured at point of destination, would have afforded 
full compensation. Milwaukee, etc., Ry. Co. vs. McCaull-Dinsmore Co., 
Supra; Central of Ga. Ry. vs. American Coal Co., 28 Ga. App. 95; 
Wendnagel vs. Houston, 155 Ill. App. 664; Lake Erie, etc., R. R. Co. 
vs. Frantz, 85 ind. App. 569; Cutting vs. Grand Trunk Ry., 13 Allen 
381 ; Crutchfield & Woolfolk vs. Director-General of R. R., 239 Mass. 84; 
Smith vs. N. Y. O. & Western Ry. Co., 119 Miscl. Rep. (N. Y.) 506; 
Yazoo & M. V. R. Co. vs. Delta Groc. Co., 134 Miss. 846; Chicago, R. I. 
& Pac. Ry. Co. vs. Broe, 16 Okla, 25; Roth Coal Co. vs. Louisville & 
Nashville R. R. Co., 142 Tenn. 52; Quanah A. & P. Co. vs. Novitt, 199 
S. W. 496 (Tex. Civ. App.), or, in some circumstances, if respondent 
had been under any constraint to purchase less than a carload lot to 
repair his loss or carry on his business, for in that event the measure 
of his loss would have been the retail market cost of the necessary 
replacement. Haskell vs. Hunter, 23 Mich. 305, 309. But in the actual 
circumstances the cost of replacing the exact shortage at retail price 
was not the measure of the loss since it was capable of replacement 
and was, in fact, replaced in the course of respondent’s business from 
Purchases made in carload lots at wholesale market price without 
added expense, 


Agricultural Carrier by Motor Vehicle 


Massachusetts. — Question: The Massachusetts Statutes 
were amended 1941 by Chapter 704 of the Acts of 1941, pro- 
viding for “Agricultural Carriers by Motor Vehicle.” The 
Wording of the essential part of Chapter 704 is as follows: 


_ “Agricultural carrier by motor vehicle,’’ any person whose prin- 
cipal business is agriculture, who owns or occupies lands used for the 
Production of agricultural products, and who transports by motor 
vehicle for compensation over irregular routes between points within 
the commonwealth agricultural products from any lands so used, and 
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materials and supplies to any such lands for use for agricultural 
purposes. 


This is an amendment of Section 2 of Chapter 159-B of the 
General Laws. 

Will you kindly advise your opinion as to whether or not 
this amendment would permit such an agricultural carrier by 
motor vehicle, when and if properly permitted to operate, to 
carry for hire various farm supplies, such as fertilizer and 
equipment for his neighbors which were to be used on lands 
not owned or occupied by such agricultural carrier? 

Answer: Inasmuch as the agricultural carrier, the subject 
of the portion of Chapter 704 which you quote, is permitted to 
transport for compensation agricultural products from any 
lands used for the production of agricultural products and 
material and supplies to any such lands for agricultural pur- 
poses, the conclusion seems to be warranted that such agri- 
cultural carrier may transport for compensation various farm 
supplies, including fertilizer and equipment for his neighbors 
which is to be used on lands not owned or occupied by such 
agricultural carrier. 


State Versus Interstate Rates—Origin and Destination in Same 
State but shipment Moves Out of State While in Transit 


New York.—Question: In further answer to Michigan, page 
662, Traffic World, March 7, 1942, you refer to the decision of 
the Commission in Feighly Common Carrier Application, 1 
M. C. C. 181, with respect to shipment moving out of the state 
while in transit. 

In the Feighly case, the Commission stated that the opera- 
tions of the applicant, although passing a few miles through 
Pennsylvania, substantially constitute an intrastate movement. 
We feel that this statement of the Commission cannot be ac- 
cepted as warranting the conclusion that traffic from one point 
in a state to another point in the same state moving through 
another state in transit for a short distance can be considered 
intrastate commerce. See Dixie Freight Lines, Inc., Common 
Carrier Application, 10 M. C. C. 85, 24 M. C. C. 780. 

Answer: We are quite certain that, notwithstanding the 
use by the Commission of the expression to which you refer in 
the Feighly case, 1 M. C. C. 181, the Commission assumed juris- 
diction in this case, which it would not have done had it con- 
sidered the transportation intrastate in character; the case is 
in point. 

The decision in Dixie Freight Line, to which you refer, is 
also in point. In this case the Commission said: 


There can be no question but that property transported from 
Atlanta to Fort Benning via Opelika moves in interstate commerce. 
This is seen from the definition of that term in Section 203 (a) (10) of 
the Motor Carrier Act, 1935, which reads as follows: ‘‘The term ‘inter- 
state commerce’ means commerce between any place in a state and any 
place in another state or between places in the same state through 
another state, whether such commerce moves wholly by motor vehicle 
or partly by motor vehicle and partly by rail, express or water.”’ 


Forwarding Companies, Liability 


Texas.—Question: As you possibly know, L. C. L. shipments 
which are not routed by the buyer, or consignee, as the case 
may be, more frequently than not are handled by a forwarding 
company or a carloading company. 

Will you kindly advise me the responsibility of a carload- 
ing company on claims for shortage or damage, or what is the 
relationship between the owner of the goods and the forward- 
ing company ? 

Answer: A mere forwarding agent who does not receive 
goods into his custody, but as agent for the shipper merely 
contracts for their transportation by carriers, and who has no 
interest in the freight, but receives compensation from the 
shipper as his agent, is not a common carrier, and he is liable 
only for want of ordinary care. He is not an insurer of the 
safety of the goods during transportation, or before, but is 
liable only for his own negligence or that of his agents. But 
a forwarding agent who receives goods for transit, issues bills 
of lading, makes contracts in his own name with a railroad 
company for carriage, is, as to a person with whom he contracts 
for the delivery of goods, a common carrier, and liable as such. 


PENDULUM-TYPE PASSENGER CAR TEST 


The Chicago Association of Commerce has invited a num- 
ber of guests to attend a performance test of three new pen- 
dulum-type passenger cars which will have a trial run from 
Chicago to Galesburg, Ill., and return, April 13, on Burlington 
and Santa Fe lines. The new cars, of which the Burlington, 
Santa Fe, and Great Northern each owns one, are said to 
achieve smoother riding qualities on curves. The bodies of the 
cars are supported above their centers of gravity by soft coil 
springs which contribute to less vibration than is experienced 
on conventional-type cars, which are supported below the 
center of gravity. Each car has been tested before in operation 
with conventional equipment. The trial run, April 13, is ex- 
pected to show the effect of unrestricted pendulum action. 


Traffic Club Doings 





Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THe Trarric Wortp goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade- 
quately and promptly informed.—Editor THe Trarric Wort. 


The Long Beach, Calif., Traffic Club has elected the fol- 
lowing officers and directors: President, Robert L. Allen, 
traffic manager, American Wholesale Hardware Company; vice- 
president, Robert O. Baker, chief dock clerk, Matson Steamship 
Company; secretary-treasurer, George F. Seybold, traffic man- 
ager, Lamb Transportation Company; members, board of direc- 
tors, Charles A. Bland, port traffic manager, Long Beach Board 
of Harbor Commissioners, chairman; Doc Williams, traffic 
manager, French Sardine -Company; George Ludwig, traffic 
manager, Los Angeles Drydock and Shipbuilding Company; J. 
Z. Connett, commercial agent, Union Pacific; Mare MacAllen, 
district agent, Transcontinental and Western Air, Inc., and 
Nels Howe, commercial agent, Kansas City Southern-Louisiana 
and Arkansas. 





The board of directors of the Pacific Traffic Association of 
San Francisco has recommended that the association withdraw 
its membership in the Associated Traffic Clubs of America and 
“send no delegates to conventions during the present war in 
view of lower income.” Officials have estimated the action 
would result in savings of $235 annually in membership fees. 
Action will be taken on the resolution April 14. The asso- 
ciation will hold a Pan-America night dinner meeting April 14. 
Scott Newhall, news analyst for the San Francisco Chronicle, 
and Luis Monguio, Spanish department, University of Cali- 
fornia, will lead a round table discussion on inter-America re- 
lations. There will be a program of music. At a meeting of 
the association’s Tuesday traffic forum, April 7, Bruce Thomas, 
writer and lecturer, spoke on “My Experiences in London.” 





A. S. Husted, chairman, legislative committee, Harbor 
Transportation Club of Los Angeles and Long Beach, Calif., 
has sent a letter to the bureau of navigation, Navy Department, 
urging that the department take steps to increase production 
of torpedo boats, initiate construction of torpedo boat carriers, 
and install airplane catapult devices on merchant ships. The 
letter says that torpedo boats and their carriers should be 
built in large numbers to supplement the effectiveness of air- 
craft carriers and naval air forces. It says that some cargo 
boats should carry catapults enabling bomber planes to attack 
enemy submarines, adding that such an arrangement would 
compensate for the present need for more destroyers. 





Wallace L. Ware, president of the California Railroad 
Commission and a candidate for governor of California, spoke 
on “Transportation and War” at a luncheon meeting of the Los 
Angeles Transportation Club April 6. A. C. Todd, manager, 
Lyons Van and Storage Company, was chairman for the day. 





The Transportation Club of Grand Rapids, Mich.. will hold 
a perfect shipping month dinner meeting April 16. Joe Cham- 
berlain, traffic manager, Nash-Kelvinator Corporation, will be 
chairman, and F. G. Love, New York, superintendent of prop- 
erty protection for the New York Central, will speak. 


James E. Gheen, philosopher and humorist, will speak at 
the annual dinner of the New Haven, Conn., Traffic Club April 
16. Thomas FitzSimmons will be toastmaster. Arrangements 
have been made by the program committee, headed by Thomas 
J. Casey. 





At a meeting of the newly organized Junior Traffic Club of 
Buffalo, N. Y., April 28, Edward A. Leger, clerk, Boston and 
Maine Railroad, will speak on the Commission’s Service Order 
No. 69. 


New chairmen of the standing committees of the Junior 
Traffic Club of Chicago include: Air and express, Walter H. 
Johnson, Jr.; army and navy, Lt. Gilbert K. Phares; auditing, 
H. R. Erickson; bowling, Otto A. Grabo; claims and shipping 
documents, George J. Schaerer; educational, Royce A. Nicky; 
employment, Sidney Diephouse; golf, Harold W. Gray; legal 
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and legislative, George S. Mullins; membership, Theodore J, 
Green; motor transportation, Harry E. Baker; pastimes, Verne 
F. Hotzfield; past presidents, James E. Paulan; program, John 
H. Ihrig; publicity, R. J. Bayer; rail transportation, Frank Ef, 
Quick; reception, C. E. Hoople; Traffic Topics magazine, Car| 
B. Strom; visiting, Ralph C. Kintz, and water transportation- 
foreign trade, Theodore O. Nervig. 





The transportation club of the Rochester, N. Y., Chamber 
of Commerce will hold a perfect shipping month meeting 
April 14. Speakers and their subjects will include: Capt. Louis 
Kelly, Rochester ordnance district, War Department, “What 
War Preparation Means”; Fred F. Lawson, Rochester Folding 
Box Company, “What Is Ahead in Packing Materials”; George 
A. Fitzgerald, Keeshin Motor Express Company, Chicago, ‘The 
Trucker Looks at Perfect Shipping,” and John A. Gorman, Penn- 
sylvania Railroad, “The Railroad and Perfect Handling.” Three 
Warner Brothers motion pictures, “The Tanks Are Coming,” 
“Here Comes the Cavalry,” and ‘‘Wings of Steel,” will be shown, 





Clarence A. Miller, vice-president and general counsel, 
American Short Line Railroad Association, Washington, D. C., 
will speak on “Wartime Washington and Transportation” at a 
forum meeting of the Metropolitan Traffic Association of New 
York April 23. The meeting has been designated as Associated 
Traffic Clubs of America night. A beefsteak and beer party 
will be held April 30. Arrangements are being made by the 
entertainment committee, headed by Edward J. McCabe. At 
a meeting of the forum group, April 9, E. F. O’Hanlon discussed 
“Domestic Forwarders’ Transcontinental Rates.” 

Royal Roussel, managing editor, Houston Press, discussed 
activities of civilian fire fighters of Houston at a luncheon meet- 
ing of the Traffic Club of Houston April 7. Methods of com- 
batting incendiary bombs were demonstrated by James P. 
Clooney, technical chief of the Houston Civilian Fire Depart- 
ment. 

Albert L. Green, freight claim section, Association of Ameri- 
can Railroads, Chicago, will speak on “The War and Perfect 
Shipping” at a luncheon meeting of the Milwaukee Traffic Club, 
April 14. 

The film “Empire on Parade” will be shown by George C. 
Malloy, general agent, Great Northern, at a luncheon meeting 
of the Traffic Club of St. Louis, April 13. 





The Women’s Traffic Club of Greater New York held its 
annual spring bridge luncheon April 11. Arrangements were 
made by the entertainment committee, of which Marie L. 
Miller, Bigelow-Sanford Carpet Company, is chairman. 





H. W. Siddall, chairman of the Western Passenger Asso- 
ciation, Chicago, will speak at the annual passenger night 
dinner meeting of the Transportation Club of Decatur, IIl., April 
14. O. P. Bartlett, passenger traffic manager, Southern Pacific, 
Chicago, will be toastmaster. Motion pictures of the Grand 
Canyon will be shown by arrangement with the Santa Fe 
System. 





The Traffic Club of Kansas City will hold a smoker at the 
Memorial Building April 18. There will be entertainment, 
games, and refreshments. The first golfing tournament of the 
season will be held at Swope Park May 15. Additional golfing 
tournaments will be held June 19, July 28, August 21, and Sep- 
tember 17. A luncheon meeting was held April 5. There was 4 
program of entertainment. 





At a fathers’ and sons’ night dinner meeting of the South 
Bend, Ind., Traffic Club, April 13, Jerry Meade, district repre- 
sentative for Transcontinental and Western Air, Inc., will show 
the sound film “Winged Horizons.” 





Lieut. A. E. Brabeck, morale officer, United States Army, 
Fort Snelling, Minn., spoke at a luncheon meeting of the Trans- 
portation Club of St. Paul, Minn., April 7. The public affairs 
and educational committee, John O. Lofgren, chairman, made 
arrangements for the meeting. 





Col. Paul G. Armstrong, director of selective service for 
Illinois, will speak at a monthly dinner meeting of the Trans- 
portation Club of Springfield, Ill., April 15. C. Gordon Cruik- 
shank will be chairman for the evening. 





The sound film “Washington, Shrine of American Patriot 
ism” was shown by arrangement with the Baltimore and Ohi0 
at a monthly dinner meeting of the Women’s Traffic and Trans- 
portation Club of Baltimore April 8. Short talks were made by 
students in the public speaking class sponsored by the educa- 
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tional committee, of which Leila W. Davison is chairman. There 
was a program of music. The board of directors has appointed 
Mary E. May, Marie A. Twelbeck, Cecelia A. Costello, Mary 
Rita O’Connor, and Rae Anita Simons as members of the nomi- 
nating committee. They will submit a list of nominees for office 
in May. Members will take part in a quiz contest with mem- 
pers of the Traffic Club of Baltimore at a meeting of the men’s 
club forum group May 11. 


At a dinner meeting of the Traffic Club of Denver, April 
10, a moving picture depicting steel mill operations was shown 
by arrangement with the United States Steel Company. New 
chairmen of the standing committees include: Entertainment, 
A. E. Upton; educational, Philip Milstein; membership, H. L. 
Holmes; sports, J. E. Bolin; auditing, Harry S. Dickinson; con- 
stitution and by-laws, F. W. Myers; inter-club and public re- 
lations, F. R. Russell; law and order, E. C. Custance; pub- 
licity, Glenn L. Keeton; sick and visiting, W. F. Burr, and wel- 
fare and employment, Guy Gardner. 


The York, Pa., Traffic Club will hold its annual outing 
June 19. A motor truck night meeting will be held May 14. 


R. A. Steinmayer, department of geology, Tulane Univer- 
sity, spoke on “The World Struggle for Oil” at a luncheon 
meeting of the Traffic Club of New Orleans April 6. The meet- 
ing was designated as educational committee day. Members 
will hold a golf tournament at the Matairie Golf Club April 
14. Winners will receive defense stamps as prizes. 


The Women’s Traffic Club of Pittsburgh will hold its an- 
nual card party at the Fort Pitt Hotel April 29. Civilian de- 
fense will be discussed at a meeting April 21. A mother’s day 
party will be held May 19. The annual election meeting will 
be held June 16. 


The Traffic Club of Pittsburgh will hold its annual spring 
dinner dance and bridge party at the Chartiers Heights Coun- 
try Club April 18. Arrangements are being made by C. W. 
Gottschalk, general traffic manager, Jones and Laughlin Steel 
Corporation. 


The Motor City Traffic Club of Detroit will hold a dinner 
dance at the Oakland Hills Golf and Country Club April 18. 


MONEY FOR ACCESS HIGHWAYS 


The Federal Works Agency has asked Congress for legis- 
lation authorizing appropriation of $100,000,000 for the con- 
struction of so-called access roads to military, naval and indus- 
trial areas. Existing legislation authorized $150,000,000 for 
that purpose and commitments made thereunder have absorbed 
that authorization, making an additional authorization neces- 
sary for roads deemed to be necessary. 


CHANGE IN DOCKET 
Hearing I. & S. M-1960, April 9, Philadelphia, postponed indefi- 
nitely, 

Hearing |. & S. M-1973, April 9, Philadelphia, Pa., held at Hotel 
Philadelphian instead of Adelphia Hotel. 

Hearing in MC 1143, Page and Shontz, Quakertown, Pa., and MC 
29661, Standard Transportation Co., Quakertown, Pa., set for April 11 
at Philadelphia. 

Hearing MC 78705 Subs. 3 and 4, April 10, Indianapolis, Ind., can- 
celed, 

Hearing MC 103334, April 7, Lincoln, Neb., canceled. 

Hearing MC 102968, April 9, San Francisco, canceled. 

Hearing MC 103095, April 10, San Francisco, canceled. 

Hearing |. & S. M-1939 and I. & S. M-1911, April 10, Philadelphia, 
held at Hotel Philadelphian instead of Hotel Adelphia. 

Hearing MC 57620 Sub. 1, April 9, New Orleans, canceled. 

Hearing |. & S. M-1911, April 10, Philadelphia, canceled. 





Digest of New Complaints 





No, 28808, Texas Company, New York, N. Y., vs. A. C. L. et al. 
\lleges unreasonable rates and charges on liquid asphalt remain- 
ing in tank cars shipped from Norfolk, Va., to Jacksonville, Fla., 
under the impression that they were empty when routed from 
Norfolk. Asks waiver of alleged undercharges of $585.84. (W. G. 
Elicker, New York, N. Y.) 
MC C-338, beer—Baltimore, Md., to Kinston, N. C.—empties returned. 
Investigation instituted by the Commission, division 2, on its 
Own motion, into the minimum rates and charges, etc., on beer 
from Baltimore, Md., to Kinston, N. C., and empty containers in 
the reverse direction, maintained by Herbert C. Gough & Son 
Transfer, Baltimore, Md. 








Docket of the Commission 





NOTE—lItems in the docket marked with an asterisk (*) have been 
added since the last issue of THs TrarFric WorLD. New assignments 
now on the Commission’s docket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change in this 
docket will be noted elsewhere. 


April 13—Albany, N. Y.—Federal Bldg.—Examiner Kephart: 
MC 22701 Sub. 1—F. Deyo, Catskill, N. Y., certificate to extend opera- 
tions. 
MC 103219—A. Wilson, Amsterdam, N. Y., certificate. 


April 13—Alexandria, La.—U. S. Court—Examiner Higgins: 
MC F-1754—Interurban Transportation Co., Inc., purchase, M. A. 
Butler. 
April 13—Birmingham, Ala.—Thomas Jefferson Hotel—Jt. Bd. 157: 
MC 59499 Sub. 2—United Motor Freight Terminal, Inc., Birmingham, 
Ala., certificate to extend operations. 
April 13—Boston, Mass.—Manger Hotel—Jt. Bd. 18: 


MC 6607 Sub. 2—J. J. Minnehan, Malden, Mass., permit to extend 
operations. 


April 13—Brooklyn, N. Y.—St. George Hotel—Jt. Bd. 119: 
MC 26644 Sub. 1—Railway Motor Trucking, Inc., Jersey City, N. J., 
certificate to extend operations. 
MC 70226 Sub. 1—Bloomfield Transportation Co., Union, N. J., cer- 
tificate to extend operations. 
April 13—Charlotte, N. C.—Charlotte Hotel—Examiner Werner: 
MC 29076 Sub. 3—Brawley Transfer Co., Statesville, N. C., certificate 
to extend operations. 
April 13—Cleveland, O.—Hotel Cleveland—Examiner Hanrahan: 
MC 79555—Warren Cartage Co., Warren, O. 


April 13—Danville, Va.—U. S. Court—Examiner Wilkins: 
28711—Danville Chamber of Commerce, Inc., et al. vs. B. & O. et al. 
April 13—Denver, Colo.—Shirley-Savoy Hotel—Examiner Clifford: 
MC F-1788—Rio Grande Motor Way, Inc., purchase, F. M. Keith. 
April 13—Fort Wayne, Ind.—U. S. Court—Examiner Colfer: 
MC 89689 Sub. 8—McClosky and Shaffer, Chicago Heights, Ill., per- 
mit to extend operations. 
April 13—Housten, Tex.—Ben Milam Hotel—Examiner Borroughs: 
MC 64695 Sub. 2—C, Rampy, Houston, Tex. 
April 13—Indianapolis, Ind.—State Comm.—Jt. Bd. 58: 
MC 103389—Porter and Mattox, Kentland, Ind., certificate. 


April 13—Kansas City, Mo.—Hotel Pickwick—Examiner Parker: 
MC 71982—J. C. Fleming, Kansas City, Kan., certificate or permit. 
April 13—Lincoln, Neb.—State Comm.—Examiner Henderson: 
MC 86655 Sub. 4—Howerter Transport Service, Cozad, Neb., certificate 
to extend operations. 
April 13—San Francisco, Calif.—Empire Hotel—Jt. Bd. 75: 
MC 103060—Package Service Bureau, San Francisco. Calif.. certificate. 
April 14—Albany, N. Y.—Federal Bldg.—Examiner Kephart: 
MC 96470—Campus Cabs, Poughkeepsie, N. Y., certificate. 
MC 101803 Sub. 1—Rojeski & Guski, Red Hook, N. Y., certificate to 
extend operations. 
April 14—Birmingham, Ala.—Thomas Jefferson Hotel—Jt. Bd. 157: 
MC 70560 Sub. 3—North Alabama Motor Express, Inc., Birmingham, 
Ala., certificate to extend operations. 
April 14—Boston, Mass.—Hotel Manger—Jt. Bd. 20: 
MC 1364 Sub. 1—Everett Bros., Inc., Watertown, Mass., certificate 
to extend operations. 


MC 5891 Sub. 1—Ozoonian Brothers, Andover, Mass., permit to extend 
operations. 


April 14—Brooklyn, N. ¥Y.—St. George Hotel—Jt. Bd. 67 and 119: 
MC 60062 Sub. 1—Keefe Kramer, Truckman, Hillside, N. J., permit 
to extend operations. 
MC 66562 Sub. 376—Railway Express Agency, Inc., New York, N. Y., 
certificate to extend operations. 


April 14—Charlotte, N. C.—Charlotte Hotel—Examiner Werner: 
MC 103314—W. A. Thomas, Mount Airy, N. C., certificate to extend 
operations. 
April 14—Cleveland, O.—Hotel Cleveland—Jt. Bds. 117 and 58: 
MC 14552, Sub. 1—J. V. McNicholas Transfer Co., Youngstown, O., 
certificate to extend operations. 
MC 31340, Sub. 3—Motor Transit Co., Cleveland, O., certificate to 
extend operations. 


April 14—Denver, Colo.—Shirley-Savoy Hotel—Examiner Clifford: 
MC F-1798—Dave Cohen et al., purchase, Denver-Los Angeles Truck- 
ing Co. 
April 14—Houston, Tex.—Ben Milam Hotel—Examiner Borroughs: 
1. & S. M-1822—Water-motor rates between New Orleans and Houston. 
April 14—Indianapolis, Ind.—State Comm.—Jt. Bd. 21: 
MC 102227 Sub. 1—H. Woodruff, Tipton, Ind., permit to extend op- 
erations. 
MC 103196—W. Bunnell, Jr., Waynetown, Ind., certificate. 


April 14—Kansas City, Mo.—Hotel Pickwick—Examiner Parker: 
MC 65642—F. B. Van Dyke, Sedalia, Mo., certificate. 
April 14—Knoxville, Tenn.—U. S. Court—Jt. Bd. 8 and 107: 
MC 7804 Sub. 11—Smith’s Transfer Corporation, Lenoir, N. C., cer- 
tificate to extend operations. 
MC 3524 Sub. 2—Houser Freight Lines, Inc., Maryville, Tenn., cer- 
tificate to extend operations. 
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April 14—Lincoin, Neb.—State Comm.—Jt. Bd. 31: 
MC 176 Sub. 4—J. E. Wolf, Venango, Neb., certificate to extend 
operations. 


April 14—Little Rock, Ark.—Hotel Marion—Examiner Higgins: 

MC F-1678—Southwestern Greyhound Lines, Inc., merger—Arkansas 
Motor Coaches Limited, Inc.; Greyhound Corporation, control, 
Arkansas Motor Coaches Limited, Inc. 

MC F-1679—Southwestern Greyhound Lines, Inc., issuance of stock. 

MC F-1680—Greyhound Corporation, issuance of stock. 

MC F-1738—Arkansas Motor Coaches Limited, Inc., purchase, Arkan- 
sas Motor Coaches of Tennessee, Inc. 


April 14—Minneapolis, Minn.—Hotel Nicollet—Jt. Bd. 141: 
MC 56169 Sub. 3—A. G. Henneman Transfer, Bloomer, Wlis., certifi- 
cate to extend operations. 


April 14—San Francisco, Calif.—Empire Hotel—Examiner Linn: 
MC 41601, Sub. 2—Converse Trucking Service, San Francisco, Calif., 
certificate to extend operations. 


April 14—Texarkana, Tex.—Fed. Bldg.—Jt. Bd. 152: 
MC 59843 Sub. 1—Overnite Motor Service, Inc., Memphis, Tenn., 
certificate to extend operations. 
MC 10332i1—Lune River Bus Co., New Boston, Tex., certificate. 
April 14—Washington, D. C.—Examiner Schutrumpf: 
MC 103362—Airport Transport, Inc., Washington, D. C., certificate. 


April 15—Albany, N. Y.—Federal Bldg.—Examiner Kephart: 
MC 171—Cohoes Trucking Co., Inc., Cohoes, N. Y., certificate or 
permit. 
MC 103222—A. Boisvert, Corinth, N. Y., permit. 


April 15—Birmingham, Ala.—Thomas Jefferson Hotel—Jt. Bd. 157: 
MC 61916 Sub. 5—Crescent Stages, Inc., Anniston, Ala., certificate 
to extend operations. 


April 15—Brooklyn, N. Y.—St. George Hotel—Jt. Bd. 42 and 67: 
MC 36843 Sub. 1—Golden’s Express, South River, N. J., certificate 
to extend operations. 


April 15—Charlotte, N. C.—Charlotte Hotel—Examiner Werner: 
MC 3949—Elders Transfer Co., Inc., Hickory, N. C. 
April 15—Cleveland, O.—Hotel Cleveland—Jt. Bd. 60: 
MC 88621, Sub. 1—H. G. Stauffer Trucking Co., Wooster, O., permit 
to extend operations. 
April 15—Cleveland, O.—Hotel Cleveland—Examiner Hanrahan: 
1. & S. M-1878—Pecans, Texas points to Boston and New York. 


April 15—Concord, N. H.—Public Service Comm.—Jt. Bd. 190: 
MC 33479 Sub. 1—A. Thibeault, Manchester, N. H., certificate to ex- 
tend operations. 
MC 78245 Sub. 1—Cities Transportation, Nashua, N. H., permit to 
extend operations. 


April 15—Denver, Colo.—Shirley-Savoy Hotel—Examiner Clifford: 
MC F-1776—Burlington Transportation Co., purchase, Dean Resler. 
MC F-1777—Burlington Transportation Co., purchase, Leamon Resler. 
MC F-1806—Burlington Transportation Co., purchase, Thetus Grandee. 


April 15—Houston, Tex.—Ben Milam Hotel—Jt. Bd. 77: 
MC 59468 Sub. 15—Red Ball Motor Freight Lines, Dallas, Tex., cer- 
tificate to extend operations, 


Aprii 15—Indianapolis, Ind.—State Comm.—Jt. Bd. 160 and 72: 
MC 25567 Sub. 5—Hancock Truck Lines, Inc., Evansville, Ind., cer- 
tificate to extend operations. 
MC 60220 Sub. No. 3—Union Transfer Co., Inc., Terre Haute, Ind., 
certificate to extend operations, 


April 15—Kansas City, Mo.—Hotel Pickwick—Examiner Parker: 
MC 11977—Howell Truck Line, Clinton, Mo., certificate or permit. 
April 15—Lincoin, Neb.—State Comm.—Examiner Henderson: 
MC 102598—H. W. Bramer, Dunning, Neb., certificate. 
April 15—Minneapolis, Minn.—Hotel Nicollet—Jt. Bd. 181: 
MC 20051—General Express, Minneapolis, Minn. 
Aprii 15—San Francisco, Calif.—Empire Hotel—Jt. Bd. 11: 
MC 9115, Sub. 12—Oregon-Nevada-California Fast Freight, Inc., San 
Francisco, Calif., certificate to extend operations. 


April 15—Texarkana, Tex.—Federal Bldg.—Jt. Bd. 152: 
MC 92974 Sub. 3—T. G. Hunter, Texarkana, Tex., certificate to extend 
operations, 
MC 92974 Sub. 4—T. G. Hunter, Texarkana, Tex., certificate to ex- 
tend operations. 
April 15—Topeka, Kan.—State Comm.—Jt. Bd. 36: 
MC 39991 Sub. 1—Smith Truck Line, Winchester, Kan., certificate to 
extend operations. 
MC 103365—D. L. Wallace, Winchester, Kan., certificate. 
April 15—Washington, D. C.—Examiner Brady: 
MC 26970 Sub. 6—R. A. Etzler, Frederick, Md., certificate to extend 
operations. 
April 16—Albany, N. Y.—Federal Bldg.—Examiner Kephart: 
MC 49453 Sub. 2—Albany Beacon Express, Poughkeepsie, N. Y., cer- 
tificate to extend operations. 
April 16—Brooklyn, N. Y.—St. George Hotel—Jt. Bd. 42: 
MC 96467—Triola Bros., Elmont, N. Y., certificate. 
MC 102690—Franjon Corporation, Brooklyn, N. Y., certificate. 


April 16—Charlotte, N. C.—Charlotte Hotel—Jt. Bd. 204: 
MC C-323—Southern Spring Bed Co., Atlanta, Ga., vs. Bassett Furni- 
ture Trucking Co., Bassett, Va. 


April 16—Charlotte, N. C.—Charlotte Hotel—Examiner Werner: 
MC 61753 Sub. 4—Moss Trucking Co., Charlotte, N. C., certificate to 
extend operations. 
April 16—Chicago, Iil.—Sherman Hotel—Jt. Bd. 149 and Ex. Hanrahan: 
MC 12259—Midway Fireproof Storage, Chicago, IIl., license. 
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April 16—Chicago, i!!1.—Sherman Hotel—Jt. Bd. 21: 
MC 19114, Sub. 5—M. K. & C. Truck Lines, Kansas City, Mo., cer. 
tificate to extend operations. 


April 16—Concord, N. H.—Public Service Comm.—Jt. Bd. 114 and 29: 
MC 77396 Sub. 3—Holmes Transportation Service, Worcester, Mass,, 
certificate to extend operations. 
MC 103231—Gilbert Brothers, Laconia, N. H., certificate. 


April 16—Denver, Colo.—Shirley-Savoy Hotel—Examiner Clifford: 
MC F-1756—Burlington Transportation Co., purchase, Hartell Truck 
Lines, Inc. 


April 16—Houston, Tex.—Ben Milam Hotel—Jt. Bd. 77: 
MC 2226 Sub. 33—Red Arrow Freight Lines, Inc., Houston, Tex., cer. 
tificate to extend operations. 


April 16—Indianapolis, Ind.—State Comm.—Jt. Bd. 72: 
MC 2994 Sub. 4—Jasper and Chicago Motor Express, Jasper, Ind,, 
certificate to extend operations. 
MC 48501 Sub. 4—Indiana Motor Bus Co., Plymouth, Ind., certificate 
to extend operations. 
April 16—Indianapolis, Ind.—State Comm.—Jt. Bd. 155: 
MC 2994 Sub. 6—Jasper and Chicago Motor Express, Jasper, Ind,, 
certificate to extend operations 
April 16—Kansas City, Mo.—Hotel Pickwick—Examiner Parker: 
MC 55783 Sub. 1—Moss Truck Line, Princeton, Mo., certificate to ex. 
tend operations. 
MC 94670—J. B. Sandidge, Marshall, Mo., certificate or permit, 
April 16—Mobile, Ala.—Cowthon Hotel—Examiner Wilkins: 
W-42—Dantzler Barges, permit. 


April 16—Montgomery, Ala.—State Comm.—Examiner Yardley: 
MC 52704 Sub. 1—G. McClendon, Lafayette, Ala., certificate to extend 
operations. 


April 16—Montgomery, Ala.—State Comm.—Jt. Bd. 14: 
MC 103104—Motor Fuels Transports, Inc., Jacksonville, Fla. 


April 16—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 138: 
MC 165 Sub. 7—Pawnee Oil Co., Pawnee City, Neb., certificate to ex- 
tend operations. 


April 16—San Francisco, Calif.—Empire Hotel—Jt. Bd. 75: 
MC 65057, Sub. 1—Borgman Bros., Exeter, Calif., certificate to extend 
operations. 
April 16—Texarkana, Tex.—Federal Bldg.—Jt. Bd. 15: 
MC 1210 Sub. 13—Ozark Motor Lines, Dallas, Tex., certificate to ex- 
tend operations. 
April 16—Topeka, Kan.—Hotel Kansan—Jt. Bd. 140: 
MC 88353 Sub. 1—Charles Gehrke & Son, Glasco, Kan., certificate to 
extend operations. 
April 16—Washington, D. C.—Examiner Gray: 
W-352—Southern Pacific Steamship Lines, 
carrier operations. 


April 16—Washington, D. C.—Jt. Bd. 108: 
MC 68167 Sub. 8—Washington, Virginia and Maryland Coach Co., Inc., 
Arlington, Va., certificate to extend operations. 


April 17—Albany, N. Y.—Federal Bldg.—Examiner Kephart: 
MC 10614—C. H. Vollmer, common carrier application. 
MC 10615—C. H. Vollmer, contract carrier application. 


April 17—Brooklyn, N. Y.—St. George Hotel—Jt. Bd. 305: 
MC 1836 Sub. 1—J. J. Sisk, Jersey City, N. J., certificate to extend 
operations. 
April 17—Chicago, !l1.—Sherman Hotel—Examiner Hanrahan: 
MC 62445—H. Jaffa, Chicago, Ill. 


April 17—Greensboro, N. C.—U. S. Court—Examiner Werner: 
MC 30772 Sub, 7—Atlantic States Motor Lines, Inc., High Point, 
N. C., certificate to extend operations. 


April 17—Houston, Tex.—Ben Milam Hotel—Examiner Borroughs and 
Jt. Ba. 77: 
MC 29778 Sub. 25—Yellow Transit Co., Oklahoma City, Okla., certif- 
cate to extend operations. 


April 17—Kansas City, Mo.—Hotel Pickwick—Examiner Parker: 
1. & S. M-1952—Meats and packing house products, Mo. and Kan. 
points to Chicago. 
April 17—Montgomery, Ala.—State Comm.—Jt. Bd. 100: 
MC 6554 Sub. 9 and 10—Dixie Freight Lines, Inc., Atlanta, Ga., cer- 
tificate to extend operations. 
MC 6554 Sub. 7—Dixie Freight Lines, Inc., Atlanta, Ga. 


April 17—Wichita, Kan.—Broadview Hotel—Jt. Bd. 52 and 36: 
MC 30605 Sub. 19 and 21—Santa Fe Trail Transportation Co., Wichita, 
Kan., certificate to extend operations. 
April 18—Greensboro, N. C.—U. S. Court—Examiner Werner: 
1. & S. M-1972—Cotton piece goods, etc.. Ga. and S. C. points to Chl- 
cago and Toledo. 


April 18—San Francisco, Calif.—Empire Hotel—Examiner Linn: 
MC 936 Sub. 3—Valley Motor Lines, Inc., Fresno, Calif. 


April 18—San Antonio, Tex.—Hotel Plaza—Examiner Schutrumpf: 

* Finance 13625—Application Fredericksburg & Northern and State 
National Bank, San Antonio, Tex., for permission to former t0 
abandon line from Fredericksburg to Fredericksburg Junction, Tex. 

April 18—Washington, D. C.—Examiner Kerttu: 

MC 31285 and Sub. 1—Tower Trucking Co., Inc. 

April 20—Albany, N. Y.—Federal Bldg.—Examiner Kephart: 

MC 281 Sub. 2—A. J. Leffler, Rensselaer, N. Y., permit to extend 
operations. 


April 20—Baltimore, Md.—State Comm.—Examiner Brady: 
MC 1324 Sub. 2—Hicks Express, Inc., Newark, N. J., certificate t0 
extend operations. 


(Continued on page 1014) 
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WHEN IS A BILL OF LADING WORTH *20? 


An ice machine manufacturer had a 
machine, some fittings and several hun- 
dred pounds of pipe ready for a long 
haul. The Traffic Manager wasn’t quite 
sure about the cheapest way to ship, 
called in the Illinois Central freight man. 
Since the pipe and the fittings and 
machine were boxed separately, we told 
him he could save about $20 by using 
two bills of lading —getting the benefit 
of the low pipe and fitting rate on that 
part of the shipment. 


* «s+ ® 


To help shippers fill Uncle Sam’s 
tremendous production quotas in the 
Victory drive, the Illinois Central Traffic 
Department has been converted into a 
Service Department. All traffic offices are 
operating as transportation service 
stations—for the duration. They will 
co-operate with all other carriers in sup- 


plying the transportation our country 
needs. Well-equipped to serve in these 
urgent days, Illinois Central men can 
help shippers solve the toughest trans- 
portation problems. At each office the 
entire experience and facilities of this 
railroad’s organization are available. 


On big shipments and little ones, on 
shipping procedure or on routings, the 
Illinois Central is eager to help you. For 
transportation information of any kind, 
to anywhere, call the Illinois Central 
man nearest you. Let us help you to 
keep ’em rolling! Teamwork pays off! 
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The lilinois Central operates over these routes, 
connects with more than 150 other American 


railroads. Maintains offices in 86 cities here 
and abroad, is manned by more than 30,000 
trained and experienced workers, equipped to 
serve shipper or traveler anywhere. 
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Personal Notes 


W. C. Kendall, chairman, car service division, Association 
of American Railroads, has announced changes in his organiza- 
tion as follows: Caleb _R. Megee, effective April 1, became as- 
sistant manger of the open top section of the division. He will 
relieye W. J. McGarry, Manager of the open top car section, 
Whois also manager of the ore and coal exchange at Cleve- 
Tand_of a_greaf amount of detailed work in connection with 
movement of coal cars, gondolas, and fiat cars throughout the 
ountry. Since January 1, 1941, he has served as assistant to 
the chairman of the division at Washington. On April.6, 
A. G. Warren, district manager at San Franciscé, took leave 
Of absence to accept service with the director of traffic move- 
ment, Office of Defense Transportation, at Washington. Henry 
A. Huckaba’ is appointed distri¢t manager at San Francisco. 
Mr. Huckaba has served as car service agent in all sections 
of the country, finally being appointed to his position as district 
manager at Dallas, January 1, 1941. Russell D. Rifenburgh is 
appointed district manager at Dallas. His latest assignment 
has been district manager at Cincinnati. John P. Dockter has 
been appointed to succeed Mr. Rifenburgh as district manager 
at Cincinnati. For the last 18 years he has been connected with 
the Ohio Valley district, with headquarters at Cincinnati, having 
served the division in various capacities and latterly as secre- 
tary of the Ohio Valley Shippers Advisory Board. 

The Norfolk and Western April 15 will launch a campaign 
for the sale of defense savings bonds among its 21,000 employes. 
L. C. Ayres, assistant general manager, Roanoke, is chairman 
of the general committee in charge of the drive. Regional 
and motive power department committees have been appointed, 
and these, in turn, will appoint local committees. Reports of 
progress will be made weekly to the general committee, styled 
the defense bond advisory committee. 

C. R. Smith resigned as president and a director of the 
American Airlines, Inc., April 9, to serve as an officer in the 
United States Army air force. He had been president since 
1934. Members of the board of directors, meeting at New 
York, April 9, said they had received a letter from Lieut Gen. 


Keep ’em 
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H. H. Arnold, of the army air force, suggesting that the goy- 
ernment would be “most grateful” if Mr. Smith could be 
relieved of his duties to serve as an army officer. The board 
elected A. N. Kemp, chairman of the Pacific Mutual Life Insur- 
ance Company, Los Angeles, and chief executive officer for the 
airline company, as president. Chandler Hovey, Boston, was 
elected to membership on the board of directors. 

The Transportation Institute of Indiana, Indianapolis, re- 
elected the following officers April 8: President, John Peters, 
traffic manager, Delco-Remy division, General Motors Corpora- 
tion, Anderson, Ind.; vice-president, Freeman Bradford, traffic 
manager, Indianapolis Board of Trade, and secretary-treasurer, 
G. W. Orewiler, assistant traffic director, Indiana State Cham- 
ber of Commerce, Indianapolis. 


C. R. Zarfoss has peen appointed assistant to president, 
Western Maryland Railway, at Baltimore. His duties will in- 
clude supervision of the industrial department. 


H. J. Peterson has been appointed auditor of freight ac- 
counts for the Union Pacific at Omaha. R. M. Sutton has been 
appointed auditor of general and station accounts, and F. D. 
Whelan, assistant auditor of disbursements, both at Omaha. 


A. R. Burnett has been appointed assistant general freight 
agent at Tyler, Tex., for the St. Louis Southwestern. 


H. J. Ward has been appointed assistant comptroller for 
the Pennsylvania Railroad at Philadelphia. 

Stockholders of the Southern Pacific have reelected the 
following members of the board of directors: James B. Black, 
William F. Bull, Allen L. Chickering, William W. Crocker, Ben 
C. Dey, and Armand T. Mercier, all of San Francisco; Lawrence 
Coolidge, Boston; Henry L. Corbett, Portland, Ore.; Cleveland 
E. Dodge, Walter Douglas, William DeForest Manice, and 
Jackson E. Reynolds, all of New York; Charles E. Perkins, 
Santa Barbara, Calif., and Harvey S. Mudd and V. H. Rossetti. 
both of Los Angeles. 

The Southern Pacific Lines in Texas and Louisiana have 
announced the following appointments: T. H. Meeks, assistant 
to vice-president and general manager, Houston; F. E. Hoefer, 
assistant superintendent, Houston, and T. P. Kelly, trainmaster. 
Austin, Tex. 

C. E. Thrasher, assistant general freight claim agent for 
the Baltimore and Ohio, will speak at a monthly meeting of 
the Alumni Association of the Traffic Manager’s Institute, 


ro 


TODAY, in the national emergency, the Soo Line is serving the 
great Northwest and Western Canada with an “‘all-out’’ program 


of cooperation in expediting the movement of commodities and 


men throughout this important part of the nation. 


New equipment and fast schedules enable the Soo Line to 
‘*Keep 'em rolling’’—whether it’s merchandise, war materials, in 
fact anything entrusted to us for fast, efficient movement. 


Good packing, secure 
loading and careful 
handling will! conserve 
time, materials, money, 
and will help win the 
war. We can't afford 
waste now. 
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P. & P. U. RY. 





We are ready for you | 
when the green light’ flashes 


There is a tremendous amount of freight that 
is moving under control nowadays—in order 
to make close connections with available ship- 
ping at seaboard or for other reasons. When 
the green light flashes either at the point of 
origin or where the freight is being held, the 
schedule for the balance of the haul must 
click—freight can’t ‘‘miss the boat’’ these 
days. 


This is where P. & P. U. Ry. interchange 
comes into the picture. So located, so organ- 
ized, so staffed that cars move from trunk 
line to trunk line without a hint of delay— 
P. & P. U. Ry. is in a position to play a big 
part in getting your freight to its destination 
at the time that it is wanted there. 


Remember, between the fourteen trunk lines 
meeting at Peoria every part of the country 
is served and P. & P. U. Ry. is the short link 
(in time and distance) between any two of 
these lines. 


Your routing should be 


Via P. & P. U. Ry. 
and Peoria, Ill. 


For more detailed information write E. F. 
Stock, Traffic Manager, Peoria & Pekin Union 
Railway. 


PEORIA AND PEKIN 


UNION RAILWAY COMPANY 


Union Station, Peoria, Illinois 


SWITCHING SERVICE BETWEEN: Peorla & Pekin Union Ry.; oy Rock 

Island & Pacifie Ry.; Chicago & North Western Ry.; Chicago & I[ilinols idland; 

Illinois Terminal Raliroad Co.; Inland Waterways -; Minneapolis & St. Louls 

R. R.; Alton Railroad; Atchison, Topeka & Santa Fe Ry. Illinois Central R. R.; 

Pennsylvania Rallroad; Peoria Terminal R. R.; Chicago, Burlington & Quincy Rall- 

road; New York, Chicago & St. Louls Raliroad; Cleveland Cincinnati, Chicago & 
St. Louls Ry. (Peoria & Eastern); Toledo, Peoria & Western R. R. 


PEORIA GATEWAY—ALWAYS OPEN 
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New York, April 16. The motion picture, “Perfect Shipping” 
will be shown by arrangement with the Baltimore and Ohio, 

N. J. Felger has been appointed manager, and H. E. Sene. 
felder, assistant manager, for the Universal Carloading and 
Distributing Company at Buffalo, N. Y. 

A. B. Costello has been appointed traffic manager, and W. 
E. Baker, assistant traffic manager, for the Morton Salt Com. 
pany, Chicago. 

The New York Central has announced the following ap- 
pointments: F. McElroy, assistant general manager, Detroit; 
R. F. DeForest, superintendent, Michigan division, Jackson, 
Mich., and E. H. O’Keefe, superintendent, freight transporta- 
tion, Detroit. 

Charles W. Hart has been appointed freight traffic agent 
for the Nashville, Chattanooga and St. Louis Railway, at 
Augusta, Ga., succeeding Carter Quint, who resigned. W. F. 
ow Jr., has been appointed freight traffic agent at Macon, 

a. 

Carl Koenig, international banking department, Bank of 
America, spoke on “The Bank’s Place in World Trade” at a 
monthly dinner meeting of Phi Alpha Gamma Upsilon, trans- 
portation fraternity of the Golden Gate College, San Fran- 
cisco, April 2. 

Fred T. Fultz, district freight agent at Milwaukee for the 
Canadian Pacific and Soo Line, has been granted leave of 
absence on account of ill health. He has served with the com- 
panies 30 years. He will be succeeded by William E. Cotanch. 

E. E. Wilson, formerly manager of transportation for the 
American Agricultural Chemical Corporation, and recently a 
traffic consultant at New York, has been appointed a captain 
or corps, United States Army, at Peters- 

urg, Va. 





DOCKET OF THE COMMISSION 


(Continued from page 1010) 


April 20—Brooklyn, N. Y.—St. George Hotel—Examiner Badian: 
MC 78145 Sub. 1—Thomar Transportation Co., Yonkers, N. Y., cer- 
tificate. 


April 20—Chicago, II1.—Hotel Sherman—Jt. Bd. 21: 
MC 43246 Sub. 3—Buske Lines, Inc., Litchfield, Ill., permit to extend 
operations. 


April 20—Chicago, I!1.—Sherman Hotel—Jt. Bd. 149: 
MC 59173 Sub. 1—Edward Waterbury Trucking Co., Waukegan, IIL, 
permit to extend operations. 
April 20—Davenport, la.—U. S. Court—Jt. Bd. 111: 
MC 57776 Sub. 2—Swenson Coach Lines, Inc., Janesville, Wis., certifi- 
cate to extend operations. 


April 20—Duluth, Minn.—Hotel Duluth—Examiner Peterson: 
MC 44865—H. J. Fromholz & Son, Ashland, Wis., certificate. 


April 20—Greensboro, N. C.—U. S. Court—Examiner Werner: 
MC 53489 Sub. 1—Piedmont Trucking Co., Asheboro, N. C., certif- 
cate to extend operations. 


April 20—Houston, Tex.—Ben Milam Hotel—Examiner Borroughs: 
MC 2044—R. C. James, Houston, Tex. 
MC 4480—R. L. Jones, Houston, Tex. 
MC 4964—R. L. Jones, Houston, Tex. 
MC 9145—R. E. Mays, Houston, Tex. 
MC 27662—M. A. Davis, Houston, Tex. 
MC 65263—O. F. Bright, Houston, Tex. 
MC 80730—Acord and Snipes, Houston, Tex. 
MC 87093—H. E. Murphy, Houston, Tex. 


April 20—Indianapolis, Ind.—Public Service Comm.—Examiner Higgins: 

* MC F-1794—E. & L. Transport, Inc., purchase, R. R. Evans, Inc. 

* MC F-1791—Marion Trucking Co., Inc., purchase, W. J. Black and 
P. B. Crouse. 


April 20—Memphis, Tenn.—U. S. Court—Examiner Wilkins: 
W-502—Delta Transportation Co., common carrier application, cer 
tificate. 


April 20—Montgomery, Ala.—U. S. Court—Jt. Bd. 157: 
MC 103341—Youngblood Van Service, Columbus, Ga., certificate. 
April 20—Newark, N. J.—Public Utility Commissioners—Jt. Bd. 119: 
MC 3647 Sub. 26—Public Service Interstate Transportation Co., New- 
ark, N. J., certificate to extend operations. 
MC 3647 Sub. 25—Public Service Interstate Transportation Co., New: 
ark, N. J., certificate to extend operations. 
April 20—Salt Lake City, Utah—Public Service Comm.—Exam. Clifford: 
MC F-1797—Arrowhead Freight Lines, Ltd., purchase, Rapid Express, 
Ine. 


April 20—Shreveport, La.—Wash. Youree Hotel—Exam. Schutrumpf: 
Finance 13606—Application of Sibley, Lake Bisteneau & Southern for 
permission to abandon its entire line from Sibley to Halls Summit, 

La 


April 20—Tulsa, Okla.—Mayo Hotel—Examiner Parker: 
MC 43 Sub. 1—American Transfer and Storage Co., Tulsa, Okla. 
certificate to extend operations. 
April 20—Washington, D. C.—Argument: 
Valuation Docket 1267—Valuation Pipe Line Champlin Refining Co. 
April 21—Albany, N. Y.—Federal Bldg.—Jt. Bd. 329: 
MC 28467 Sub. 1—DiBlasio Brothers, Ballston Spa, N. Y., certificate. 
MC 94088 Sub. 1—H. Farfel & Son, Albany, N. Y., permit to extend 
operations, 
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UNITED FRUIT 
x COMPANY * 


Regular Established Services 


from 


NORTH ATLANTIC, SOUTH ATLANTIC 
AND GULF PORTS 


to 


CUBA - COLOMBIA 
JAMAICA * GUATEMALA - HONDURAS 
COSTA RICA * PANAMA ° NICARAGUA 

WEST COAST of CENTRAL and 
SOUTH AMERICA 
* 


For information consult 


FREIGHT BOOKING DEPARTMENT 


Pier 2, North River, New York 
321 St. Charles St., New Orleans 


Modern highways provide for high water 


and all year round highway operation. 


Picture shows high water safely passing 


modern highway bridge near Houston. 


J. Russell Wait, Director of the Port 


Houston, Texas 
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STARRETT-LEHIGH 
BUILDING 


OUTSTANDING as its dominance over New York's West 
Side midtown skyline, the STARRETT-LEHIGH BUILDING 
offers the manufacturer and distributor superior advantages: 


e Lehigh Valley R. R. freight terminal on street level; 
elevators direct to rail yard platform 


e Truck elevators to all floors, affording street floor 
facilities throughout 


eFloor areas, 52,000 to 124,000 sq. feet. Smaller 
units may be leased 


eHigh safety standards—low insurance rates 
e Live steam for manufacturing purposes 
eFast passenger elevators; restaurant; barber shop. 


INVESTIGATE .... learn what satisfied, 
nationally-known occupants are doing at the 


Starrett-Lehigh Building 


West 26th —West 27th Streets—lIlth to 18th Avenues 
D. R. CROTSLEY, Manager, 601 West 26th Street Tel.: CHickering 4-5520 





Seals That Pledge Protection 








Perfect 
Shipping 


@ Look at the 
“Signode”’ that seals 
a steel-strapped 
shipment and the 
seal that symbolizes 
Perfect Shipping 
Month. Both stand 
for the same thing: 
“unremitting care 
in the proper pack- 
aging, packing, marking and loading of Socks for U.S. 
merchandiseof every nature” —to protect Army 
America’s production. 

As Perfect Shipping Month, April, 1942,is 

a good month to let a Signode engineer Representatives 
give you new help from his wide experi- Primed “o) on 
ence under today’s new requirements. net Se 


SIGNODE STEEL STRAPPING CO. Unicel States 
2613 N. Western Ave. Chicago, Ill. and 


Brooklyn, N. Y.: 364 Furman Street | Canada 
San Francisco, Calif.: 451 Bryant Street 


* 
25 Years of 
Improvement 
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April 21—Baltimore, Md.—State Comm.—Jt. Bd. 68: 
MC 43967 Sub. 1--C. T. Parker, Baltimore, Md., permit to extend 
operations. 
MC 66297 Sub. 1—R. M. Craumer, Baltimore, Md., permit to extend 
operations. 
MC 103367—John W. Parker, Baltimore, Md., permit. 
April 21—Brooklyn, N. Y.—St. George Hotel—Examiner Badian- 
MC 21230 Sub. 1—C. Moriello, Newburg, N. Y., certificate to extend 
operations. 
April 21—Chicago, I!|.—Sherman Hotel—Jt. Bd. 135: 
MC 43421, Sub. 1—Standard Freight Lines, Inc., Chicago, certificate. 
April 21—Cleveland, O.—Cleveland Hotel—Examiner Carter: 
28400—Delivery of live stock shipments at Cleveland, O. 
28421 and Sub. 1—B. & O. et al. vs. Cleveland Union Stock Yards Co. 


April 21—Davenport, la.—U. S. Court—Jt. Bd. 202 and 181: 
MC 35903 Sub. 1—Key City Transfer & Refrigerator Line, Dubuque, 
Ia., certificate to extend operations. 
MC 103396—Blount Taxi & Ambulance Service, Decorah, Ia., certifi- 
cate, 
April 21—Duluth, Minn.—Hotel Duluth—Jt. Bd. 145: 
MC 103153—Minnesota Dray and Transfer Line, Duluth, Minn., cer- 
tificate. 
April 21—Houston, Tex.—Ben Milam Hotel—Jt. Bd. 32: 
MC 103522—S. R. Holden, Sulphur, La., certificate. 
April 21—Montgomery, Ala.—U. S. Court—Jt. Bd. 157 and 99: 
MC 103271—J. H. Allen, Roanoke, Ala., certificate. 
MC 103283—Senn Theo Transfer, Dothan, Ala., certificate. 
Apri! 21—Newark, N. Y.—Bd. of Public Utility Comms.—Jt. Bd. 42: 
MC 95588 Sub. 1—Graope Transportation Co., Inc., Nutley, N. J., cer- 
tificate. 
April 21—Portland, Ore.—Multnomah Hotel—Jt. Bd. 172: 
MC 1592 Sub. 11—Pacific Truck Express, Portland, Ore., certificate 


to extend operations. 
MC 17593 Sub. 7—Pierce Auto Freight Lines, Inc., Medford, Ore., 
certificate to extend operations. 





CLASSIFIED ADVERTISING 


« « RATES: $1.00 a Line, Minimum 3 Lines » » 





POSITION WANTED—By capable chamber commerce traffic man, 
under 40, for opportunity with industry, carrier or ass’n. Wide 
knowledge rates, shipping, admitted to I. C. C. practice. Box 56, 
Traffic World. 


BUSINESS FOR SALE—Common carrier established over twenty 
years. Operating rights consist of general commodities between New 
York and New Jersey metropolitan area, and certain counties in Massa- 
chusetts, Connecticut, Rhode Island, Pennsylvania, New York, New 
Jersey, Delaware, and Baltimore, Md. Equipment consists of ten 
tractor-trailer units, eight straight units; also shop equipment. Now 
grossing $100,000 annually; can be doubled by right party. 10,000 square 
feet modern terminal (optional). Address Box 57, Traffic World. 


WASHINGTON, D. C. 
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VessELs of the MeCormick fleet, pioneers in the in- 
tercoastal and coastwise services are now integral links in 
the nation’s wartime effort and while we cannot serve 
you directly as in past years, there will be a time when 


our ships return to resume handling your shipments 


with care and dispatch. 


DIVISION OF POPE 
AND TALBOT, INC. 





© STEAMSHIP 
COMPANY 


M°CORMICK ¥ 





TRAFFIC WORLD 









SUBSCRIBE FOR 
THE TRAFFIC BULLETIN 


Here’s how you will profit: 
1. A Check on Your Tariff File 


THE TRAFFIC BULLETIN prints an abstract of 
every new tariff, supplement and classification filed 
with the Interstate Commerce Commission (railroads 
and motor carriers) and the Maritime Commission 
(steamship lines) in the current week, enabling you 
to get copies of those that will change your rates, 
well in advance of the effective dates. 


2. Advance Notice of Rate Proposals 


Due to the wide circulation of THE TRAFFIC 
BULLETIN among shippers, the territorial rate 
committees of the railroads and intercoastal steam- 
ship lines use its columns to give publie notice of 
all pro received from shippers and carriers 
to establish and to change commodity rates. This 
information is available from no other source in a 
form so complete and convenient for checking. Dis- 
position notices of a number of the committees are 
printed to advise the subscriber of the decision 
reached on each proposal. Thus you are informed 
far in advance of many changes which might not 
otherwise be called to your attention until after the 
new rates were published. 


3. Rate Changes on Short Notice 


Present competitive conditions have greatly in- 
creased the number of rate changes made by the 
carriers on less than 30 days’ notice. Before makin 
them effective the railroads, motor carriers, an 
steamship lines must file short notice applications. 
These are printed in THE TRAFFIC BULLETIN as 
they are filed in Washington, along with the railroad, 
steamship and truck “Permissions” (short notice 
changes which are allowed by the two peed 
bodies). Information of this kind, received in ad- 
vance of a change in one single instance, may save 
you more than the cost of a full year’s subscription. 


4. Advance Information of Classification 


Changes 


Subscribers to THE TRAFFIC BULLETIN re- 
ceive free of charge the quarterly dockets of the 
Consolidated Classification Committee, listing the 
changes currently proposed. 


5. Other Essential Rate Information 


Suspended tariffs, embargo notices, fourth section 
> mee and orders, tariffs returned and express 
ariffs. 


The use of THE TRAFFIC BULLETIN for only a 
few months will return your investment with in- 
terest in actual time and money saved. Let the 
weekly issues add to the efficiency and increase the 
effectiveness of the work in your department. Send 
$6.25 for a trial three months’ subscription today. 


THE TRAFFIC BULLETIN 


418 South Market Street Chicago, Ill. 


A ARNE TERE 








